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In May, 1914, American-Hawaiian’s 
first cargo went through the Canal, 
and American-Hawaiian cargoes 
have been going through ever since, 
regularly and dependably, which 


means, briefly, that 


gou can Ship when you are Ready! 


AWAIIAN STEAMSHIP COMPANY 
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“Close” 
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It is not enough in hockey, to 
come close to the net. To score 
the point, a team must get the 
puck safely past the goalee and 
into the net. 


Nor is it enough, in business, to 
get the order and ship reliable 
products. To score a complete 
victory, the cars that carry your 
product must ADD to your repu- 


tation and ENHANCE your pres- 


TAN K, 
EFRIGERATD 
 —_é 4 shipped in clean, modern cars— 


ReeeAMe NORTH AMERICAN Cars—you 


CARS 
have a combination that’s good 


When quality products are 


for a victory in any man’s league! 
Now, at the start of a New Year, 


is a good time to investigate. 


A North 


American 
Car Lease 


ls Sound 


Business 
Economy 


World Bidg., 
TULSA, 
Oklahoma 


Republic Bank 
Building, 
DALLAS, 
Texas 


NORTH AMERICAN 
CAR CORPORATION 


327 South La Salle St., Chicago 


Tus TrarFic Service Corp., 418 S. Market St., Chicago, Ill. Entered as 


second class matter January 4, 1913, at the postoffice at Chicago, IIl., under the Act of March 3, 1879, 
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In all fields there are standards 
of performance, of strength, of accuracy. 
Some of these standards are embodied in 
precision measuring instruments. Some are 
embodied in the product of a single manu- 
facturer—a yardstick by which all other 
similar products are appraised. In the manu- 
facture of railway passenger cars, the stand- 
ard of strength and safety is the Pullman 
car, which provides safe, comfortable, con- 


venient travel quarters for an average of 
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The Pullman Car 
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maximum standards developed with present- 
type cars which builders of the new-type 
lightweight equipment strive to equal with 
their designs, but have in no case exceeded, 
and in many cases do not reach. 

The new Pullman-built lightweight cars 
—some of aluminum alloy and some of 
modern high-tensile alloy steel—are as 
strong and safe as any car that ever took the 
rails, yet they weigh much less than their 


predecessors. No compromises have been 


nearly 50 thousand railway 
passengers every day. 

The result of 79 years of 
progressive engineering, 
the Pullman car is one of 
the safest places in the 
world. This is due in part 
to Railroad standards of 
safety in operation and in 
part to Pullman standards 
of safety and strength in 


car construction—those 


PULLMAN WELDING 


In the manufacture of the new 
lightweight Pullman car, Pullman 
employs all of the modern weld- 
ing techniques, as well as all of the 
new, strong and light materials. 
There is no limitation on the use 
by any car builder of any of the 
new materials or of any welding 
processes necessary in their fabri- 
cation. Tested by Pullman’s long 
experience in the construction of 
railway passenger cars, thorough 
and lasting dependability of struc- 
ture, under all conditions of serv- 
ice and car usage, is the standard 


required for Pullman acceptance. 





permitted with the stand- 
ards developed and de- 
manded in Pullman 
service, and no stronger, 
safer or lighter cars, with 
equal standards in those 
respects and in riding com- 
fort, have been or can be 
built in any material now 


available to car builders. 


THE PULLMAN COMPANY 
CHICAGO 





Pullman and Rail—The safe way to go and the sure way to get there 





Copyright 1938, The Pullman Company 
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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 


Equalization of regulation and treatment of the vari- 
ous agencies of transport and jurisdiction over all of them 
by the same body or coordinated bodies. 

Realization by railroads that they must do something 
by way of group operating economies to help themselves 
in their depressed condition, and cooperation by shippers 
in such economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 


Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





FREE AIR TRANSPORT 


LSEWHERE in this issue we present the testimony 

of Edgar S. Gorrell, president of the Air Trans- 
port Association of America, before the House com- 
mittee on appropriations, in which he painted a dark 
financial picture with respect to the air transport 
industry. But also, elsewhere in this issue, we present 
a report by the air mail bureau of the Interstate Com- 
merce Commission showing, among other things, that, 
in the six months ended June 30, 1937, air transport 
companies carrying mail provided free transportation 
amounting to over 14 per cent of total revenue pas- 
sengers. 
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It would seem that there is at least one obvious 
thing the air transport companies might do to improve 
their revenue position. There is no reason why this 
comparatively young industry should fall into the evil 
ways of its older competitors—nor why it should be 
allowed to do so. Some free transportation is neces- 
sary and proper, both in the air and on the rails, but 
its use has become an abuse with the railroads and 
also, it would seem, with the air lines. 


MUDDLED THOUGHTS ON POOLING 


E are asked many times by opponents of the 

plan to pool the proceeds of the expected fifteen 
per cent advance in freight rates and distribute it 
among the petitioning railroads in proportion to their 
needs, whether, assuming that The Traffic World is 
prosperous, we would be willing to give a part of our 
earnings to some less fortunate publications—as if that 
were a poser! 

Those who discuss the pooling proposal ought at 
least to understand it and the situation. The question 
is foolish. To make it sensible one would have to as- 
sume that conditions governing the publishing business 
were the same as those governing the railroad business. 
If all magazines were regulated by a commission; if 
they had to go before that commission to justify any 
proposed increases in advertising or subscription rates; 
if they all were compelled to charge the same; if they 
had to act as a whole or by groups—then, if The Traffic 
World did not need an increase in rates and many other 
publications did need it, certainly we would be willing 
to pool the proceeds of a rate increase; in other words, 
we would be willing to go along with a plan that would 
give others what they must have in order to live, 
though we ourselves might profit nothing; we would 
do this not just out of good will and charity, but for 
the good of the publishing business, with the realization 
—under the conditions stipulated—tthat, if the publish- 
ing business failed and was taken over by the govern- 
ment—as will be the case with the railroads if they 
fail—we would go down with it. 

It ought not to be necessary to be so simple and 
fundamental in our explanation, but those who think 
it is not do not read our mail or hear our conversations 
with men who ought to know better. 

As we have said before, the only convincing argu- 
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ment against a pooling plan is that the increase in rates 
is asked for the purpose of meeting increased expenses, 
and those expenses are the same for a prosperous road 
as for a poor one. Even so, however, if all the roads 
were as prosperous as a few of them are, there would 
be no petition for an increase in rates—or, at least, 
it would be for a much smaller amount. 


THE NEW DEAL AND FREIGHT RATES 


T is greatly to be hoped that opposition to the pro- 
posed fifteen per cent increase in rail freight rates 
will not become a New Deal policy, or that, if it does, 
the Interstate Commerce Commission will hold itself 
aloof from such considerations and decide the case 
strictly on its merits. President Roosevelt has not— 
yet—expressed himself on this matter, though an 
utterance from him at any time would not be surpris- 
ing, but Secretary Wallace, of the Department of 
Commerce, a member of his cabinet and an Adminis- 
tration spokesman, is outspoken in his opposition to the 
proposed increase with respect to products of agricul- 
ture, and Governor Earle, of Pennsylvania, another 
man high in Administration councils, is violent against 
it with respect to coal. 

Of course, opposition to a living wage for the rail- 
roads is utterly inconsistent with much that the Ad- 
ministration and its spokesmen have done with respect 
to other industries—though that is no reason why it 
should cause surprise; consistency is a jewel not to 
be found in the New Deal casket. Secretary Wallace 
has labored in season and out of season for better 
prices for the farmer and no one can accuse the coal 
interests of not being watchful over their own prices. 
Why the railroads should continue to be the step- 
child in such economic considerations is beyond us. 

We have not approved of efforts to bring into this 
rate proceeding arguments as to what more money 
for the railroads to spend would do in increasing 
employment and otherwise operating to restore pros- 
perity, for we think it is a mistake to allow it to be 
regarded in any sense as a pump-priming measure; 
but, if it is to be so considered, the railroads have at 
least as good a case as anyone else. The case should 
be decided strictly on the issue as to whether the rail- 
roads are or are not entitled to higher rates because 
of their failure to earn enough under the present scale; 
that is a simple business problem—the same problem 
that every man in business has to decide or that must 
be decided for him if he is unfortunate enough to be 
subject to that kind of regulation. But, if we are going 
to talk about priming the business pump, what possible 
reason could there be for not actively supporting the 
petition of the railroads so that they may get into the 
market for labor and supplies? But God forbid that 
we should try to analyze or pretend to understand the 
motives and reasoning of the New Deal! 


RAILROAD PENSIONS 
Senator Johnson, of Colorado, has introduced S. 3252, a 
bill amending subsection (f) of section 1 of the railroad re- 
tirement act revising definitions of the term, “‘years of service.” 
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Insufficiency of funds has caused the Railroad Retirement 
Board to furlough from 350 to 375 employes though a full staff, 
according to officials, is needed to handle the annuity applica- 
tions filed by railroad workers. A deficiency appropriation has 
been requested. Representative Johnson, of Minnesota, has in- 
troduced H. R. 9015, a bill appropriating $850,000 or such por- 
tion thereof as may be necessary to pay the salaries of the 
board’s employes up to June 30, the end of the present fiscal 
year for which there is a lack of money. 


ROOSEVELT TALKS OF THINGS 


The Traffic World Washington Bureau 


_ President Roosevelt refused to comment January 21 at 
his press conference on the Commission’s authorizing a loan 
to the Erie from the RFC recently, finding it was not in need 
of financial reorganization, while the Erie had now petitioned for 
reorganization. The President said that was a matter within the 
province of the Commission. The loan was granted on condition 
that the C. and O. guarantee it. The C. and O. refused to do 
this and the Erie filed its petition. 

In a discussion of his position with respect to abolition of 
holding companies, the President said he was not talking about 
such a company as the Pennsylvania Railroad Company, which 
operated through a dozen companies. He said the Pennsyl- 
vania was not a holding company as such. That was one illus- 
tration of the kind of companies he was not talking about when 
he said holding companies should be abolished, he indicated. 

In answer to a question about his conference with business 
men, the President indicated that a plan was under considera- 
tion for establishment of voluntary conferences in which indus- 
try, including transportation and agriculture and labor would 
be represented, for the discussion of problems of industry and 
agriculture. 


Asked whether he favored the RFC making loans to rail- 
roads in need of reorganization, the President said that de- 
pended on whether Chairman Jones thought he was getting 
adequate security. The making of loans to railroads, the Presi- 
dent indicated, was largely a matter for decision by the RFC 
on the basis of the facts in each case. 

The Business Advisory Council of the Department of Com- 
merce, a group of business men which has been cooperating 
with Secretary Roper, submitted a statement to President 
Roosevelt in which, among other things, the following ap- 
peared: “We heartily applaud your recent statement on the 
railroads and believe that the re-establishment of a financially 
sound railroad situation will aid much in the stimulation of 
business activity and employment.” The reference was to the 
recent press conference statement of the President (see Traffic 
World, December 11, p. 1321). W. Averell Harriman, chair- 
man of the board of directors of the Union Pacific, is chairman 
of the council. 


NO SNAP RATE CHANGES 


The Association of American Railroads, it has been 
learned, at its November meeting in Chicago, reiterated a pol- 
icy with regard to increases in rates permitted by the Com- 
mission, adopted a number of years ago, with a view to keep- 
ing rates stable until it was shown to the satisfaction of major 
traffic officers that changes were necessary. The question of 
changes made by traffic officers of station less than that of 
chief of a given railroad arose in Chicago in connection with 
rates resulting from Ex Parte 115 and the possibility of in- 
creases being allowed in accordance with the petition in Ex 
Parte 123. 


In substance, the policy is to be to hold in effect rates per- 
mitted by the Commission without reduction except with the 
approval of the chief traffic official of the lines concerned. That 
policy of making no changes except on authority of the chief 
traffic official is to be observed also with regard to rates not 
affected by the increases permitted in Ex Parte 115. 


It is explained that this is not intended as a method for 
freezing rates. It is intended, however, to prevent changes on 
what might be called snap judgments. In other words, the 
thought is that changes in rates should not be inaugurated 
except after consideration by the chief traffic officials. It is 
also pointed out that this is not a new policy but a mere reit- 
eration of policy resolutions adopted in the past but not al- 
ways observed with the strictness deemed necessary to prevent 
a breakdown in rates. It is said to be aimed at reductions 
made by or at the suggestion of subordinate traffic officials 
who in the view of other trattic officials may be unduly exer- 
cised about a situation and believe they can cure or improve 
the matter by reducing rates. 

No announcement of the action taken at Chicago was 
made by the association. 


a 


-_ 
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Current Topics in 
Washington 





At Green belt, Md., the govern- 
ment has established a so-called low 
cost housing project. Inasmuch as the 
government is somewhat of an Ananias 
in its accounting, there is a_ grave 
doubt as to whether the huddle of 
houses, without back doors, is a low-cost housing thing. It is 
a certainty that, at this time, it is a treeless plain—nothing of 
the green belt about it. 

If it really is a low-cost housing project, as claimed, it 
is a rare bird among government things. But it is an instance 
of government using the money contributed by builders. of 
houses to go into competition with them, even as TVA uses the 
se tf of investors in electric plants to compete with such 
plants. 

In the eyes of those who believe it a gross lack of morals 
for a government to set up competition with its own citizens, 
the providing of transportation for those living in Greenbelt 
probably will be deemed the vilest example of the moral mis- 
use of tax money that exists. 

The government has agreed to subsidize a Capital Transit 
Company bus service for the benefit of Greenbelters by pay- 
ing it $650 for one month’s through, limited-stop service be- 
tween their village and the nation’s Capital. And there are 
negotiations for making the subsidy permanent. The riders will 
pay the company fares and the government, if the plan finally 
goes through, will make up deficits to provide the de luxe 
limited-stop service. (See Traffic World, January 15, p. 161.) 
What part of the cost the Greenbelters fail to pay for the 
transportation service they receive, the rest of the country 
will make up. 

“Equal rights for all, special privileges for none,” is the 
slogan of a party that, seemingly, has departed this life, even 
if the name is still in use. The plan for a subsidy was not 
even paragraphed to call attention to it in a proposed report 
that set forth a plan for expediting motor procedure. 


And Now Comes 
Directly Subsidized 
Bus Service 


Just at this time the word “sur- 


Time to Cut plus” is a stumblingblock for the 
Out U f uninformed and a great help for the 

= ae demagogue, who is always unscru- 
the Word “Surplus” pulous. But for the existence of that 


word and its use in business accounts, 
the demagogue, just now, would be hard put to keep up his 
output of language. 

To the uninformed it means cash on hand which a cor- 
poration such as General Motors, for instance, could use to 
keep men employed making automobiles for which there is 
no present market. To the demagogue it is a foundation on 
which to base a jeer about the heartlessness of a corporation 
with a huge surplus failing or refusing to help those who 
have been dependent on it for a living. 

Regardless of what dictionaries or other authorities may 
say, a corporation’s surplus usually is composed of the dollars 
it might have paid out, when times were good, to its stock- 
holders in dividends, but did not. It was deemed better policy 
to use the dollars that were withheld from the stockholders in 
putting up additions to the plant or buying more machinery. 

The surplus, generally, is not cash. In times of slack busi- 
ness it could not be converted into cash except at an enormous 
sacrifice, if at all. Cash on hand is not always surplus. More 
frequently it is working capital. It is the money in the drawer 
to pay bills as they come along without borrowing. 

A railroad president, a number of years ago, was asked 
why he did not distribute his surplus or do something with 
it. He answered that he could distribute the surplus by giving 
a stockholder a spike or a rail or part of a car or part of 
an engine, but he doubted whether the railroad would be much 
of an operating property after the surplus had been dis- 
tributed in that way. His questioner was one of those who 
may have been guilty of demagogic speech at times. 

The fact that General Motors has a surplus of a little more 
than $368,000,000, Ford a little more than $602,000,000, iron- 
ically referred to as a “miserable little surplus,’ and Chrysler 
Motor Car Company a “dinky little surplus of $101,000,000,” 
has afforded opportunity to the uninformed and the dema- 
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gogic to jeer and jibe by putting into close proximity the 
figures about surplus and the figures concerning unemployment. 

Workmen to make things those companies cannot sell just 
now could be paid, out of surplus, by handing a workman an 
armful of bricks or a hand-cart full of parts of machines. 
True, that way of paying for things that could not be sold 
might put an end to present and future employment but, if 
the workmen would take the surplus in the form it exists, 
employment would be continued when there was no demand 
for goods. Perhaps, when there was a demand for goods, 
the workmen would bring back the wages they had received 
from the surplus. But, if they did not it would be just too 
bad for those who desired to work but had not the money 
with which to replace the parts of the plant used as wages 
out of “surplus” when the times were slack. 

Perhaps stockholders, if they demanded and received all 
the profits as earned, would also come forward with money in 
time to extend the plant when there was a demand. Experi- 
ence, however, has shown that if a company waits to put up 
a plant until after the demand has come, it gets little, if any, 
of the benefit of the demand. Hence, the practice has grown 
up of putting the excess, over a reasonable dividend payment, 
into a “surplus” consisting of buildings and machinery so they 
will be ready to turn out goods when the demand comes. But 
if demagogic public men are going to jeer as they are doing 
now, the business world had better think of a new name for 
the money that is put back into the business instead of being 
paid out in extra dividends. 





Naming of Solicitor Stanley F. 
Reed to a place on the Supreme Court 
bench, it seems hardly necessary to 
say, causes satisfaction to both so- 
called conservatives and liberals. A 
strange state of affairs that. Doesn’t 
appear to make sense. But it is explicable. Reed, while he 
has successfully defended New Deal legislation, is regarded as 
being fully conscious that the duty of the high court is to de- 
clare, not make, the law. 

An essential point of difference between a decent supporter 
of the New Deal and an indecent one, it might be suggested, 
is that the former respects the judicial branch of the gov- 
ernment, bows to its judgment, and hopes, by legislation, or 
by amendment to the Constitution, to change the law. The 
latter denounces the court because it does not twist the Con- 
stitution to bring about a decision as to what the law is to 
suit his political view. 


Nor will the Reed nomination bring about a half serious 
and half facetious interchange such as took place between 
Commissioner Eastman and Robert E. Quirk, in the argument 
about the proposed report in No. 27365, freight forwarding 
investigation. (See Traffic World, December 25, p. 1439.) 

Mr. Quirk was arguing that it was the law of the coun- 
try that stock ownership did not of itself constitute control, the 
reference being to ownership of stock of the National Car- 
loading Corporation by holding companies in which the Erie, 
Chesapeake and Ohio, and Pere Marquette had an interest. 

Commissioner Eastman wanted to know if that decision 
of the Supreme Court made sense. Mr. Quirk suspected it 
did not make sense to the commissioner. And then came the 
exchange, the like of which may not be expected on account 
of the nomination of Solicitor General Reed. 

“But,” said Commissioner Eastman, smilingly, “don’t you 
think there is a good chance of this all being changed now?” 

“IT would not be surprised,” said Mr. Quirk, ‘because 
things are looking blacker.” 

Whether that was intended as a pun or not, the fact is 
that it was made while the nomination of Justice Black was 
still a topic of daily comment, and those around Eastman and 
Quirk roared with laughter. Thereby, on account of the fright- 
ful acoustics of the Commission’s hearing room, the benefit of 
the quip was denied to those not immediately around the two 
who had made it. 


Nomination of Reed 
Pleases Both Right 
and Left Wingers 





This week—January 19, to be 
precise—the Commission, acting by 
division 5, extended cooperation be- 
tween itself and state regulatory 
bodies by providing for a joint hear- 
ing, at Portland, Me., between its 
joint board No. 133, composed of Stephen R. Cushing, of Ver- 
mont, Winslow E. Melvin, of New Hampshire, and Frank J. 
McArdle and the Maine and New Hampshire commissions. 

The Vermont law does not require motor carriers to ob- 
tain authority for what is proposed in the case that was on 
for hearing in the joint session, although Vermont is repre- 
sented on the joint board. In commenting on the new co- 
operative move, John E. Benton, general solicitor of the 


More Cooperation 
Between State and 
Federal Commissions 
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National Association of Railroad and Utilities Commissioners, 
said that, in a sense, the hearing would represent double 
cooperation under the motor carrier act. ¥ 
The case set for hearing was the application of the Maine 
Central Transportation Company to acquire the properties of 
the Maine-New Hampshire Stages and thereafter to operate 
the properties. In continuing his comment, Mr. Benton said: 


Reference of the proceeding to a joint board is required by sec- 
tion 205(b) of that act. In joint board hearings, however, state com- 
missions, as such, have no part, aside from their original nomination 
of joint board members. The decision of the joint board, when filed, 
if not suspended by exceptions or by the Interstate Commerce Com- 
mission on its ewn motion, becomes automatically effective. No op- 
portunity is assured by the statute for joint discussion between the 
members of the joint board and the state commissions which may 
have proceedings before them presenting the same issues which are 
before the joint board. 

Authority for ‘‘joint hearings’’ is contained in section 205(g) of 
the motor carrier act. At a joint hearing, under that provision, the 
state commissions joining in the hearing and the joint board will sit 
together, and consider the common record together. From such joint 
consideration presumably common conclusions will be reached. Fur- 
thermore, if the decision of the joint board shall be thereafter re- 
viewed by the Interstate Commerce Commission, opportunity for joint 
consideration thereof between the state commission and the Interstate 
Commerce Commission will be afforded. .. . 

The prospect seems fairly good that common conclusions can be 
arrived at. It is interesting to consider that the joint board might in 
any given case be composed of three state commissioners representative 
by appointment of three state commissions having before them proceed- 
ings involving the issues involved before the joint board. In such case. 
however, a joint hearing would serve a useful purpose in bringing to 
the joint consideration of such issues all of the commissioners of the 
respective state commissions, and in assuring joint consideration by 
them and by the Interstate Commerce Commission of such issues upon 
any review of the joint board decision which might follow.—A. E. H. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended January 15 totaled 
580,600 cars—an increase of 28,286, or 5.1 per cent, over the 
preceding week, 115,435, or 16.6 per cent, below the correspond- 
ing week last year, and 281,861, or 32.7 per cent, below the 
same week in 1930. Miscellaneous totaled 209,874; merchandise, 
141,252; coal, 131,350; grain and products, 42,393; live stock, 
15,219; forest products, 25,871; ore, 7,772; coke, 6,869. 

Railroads the week ended January 8 loaded 552,314 cars 
of revenue freight (see Traffic World, January 15), accord- 
ing to the Association of American Railroads. 

All districts reported decreases compared with the cor- 
responding weeks in 1937 and 1930 when loadings totaled 
700,046 and 775,755 cars, respectively. 

Revenue freight loading by districts the week ended Jan- 
uary 8 and for the corresponding period last year was re- 
ported as follows: 





Eastern district: Grain and grain products, 6,721 and 5,424; live 
stock, 1,595 and 1,774; coal, 22,464 and 34,558; coke, 2,599 and 3,167; 
forest products, 2,278 and 1,842; ore, 449 and 1,144; merchandise, L. 
C. L., 34,637 and 40,566; miscellaneous, 43,497 and 69,318; total, 1938, 
114,240; 1937, 157,793; 1936, 140,809. 

Allegheny district: Grain and grain products, 3,698 and 3,485; live 
stock, 1,021 and 1,091; coal, 25,111 and 39,353; coke, 2,219 and 5,252; 
forest products, 701 and 1,080; ore, 1,125 and 3,191; merchandise, L. C. 
L., 23,672 and 28,540; miscellaneous, 40,565 and 64,707; total, 1938, 
98,112; 1937, 146,699; 1936, 119,684. 

Pocahontas district: Grain and grain products, 270 and 280; live 
stock, 87 and 107; coal, 25,411 and 40,616; coke, 365 and 381; forest 
products, 385 and 512; ore, 219 and 191; merchandise, L. C. L., 4,976 
and 5,646; miscellaneous, 4,179 and 5,709; total, 1938, 35,892; 1937, 
53,442; 1936, 46,278. 

Southern district: Grain and grain products, 3,703 and 2,711; live 
stock, 1,068 and 1,326; coal, 14,951 and 22,561; coke, 307 and 658; forest 
products, 7,759 and 8,888 ore, 649 and 709; merchandise, L. C. L., 
25,611 and 28,175 miscellaneous, 34,893 and 41,107; total, 1938, 88,761; 
1937, 106,135; 1936, 88,418. 


Northwestern district: Grain and grain products, 9,521 and 5,880; 
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live stock, 3,713 and 3,264; coal, 8,185 and 10,732; coke, 1,035 and 1,961; 
forest products, 7,027 and 9,222; ore, 289 and 372; merchandise, L. C. 
L., 17,832 and 18,731; miscellaneous, 23,374 and 26,995; total, 1938, 
70,976; 1937, 77,157; 1936, 74,142. 

Central Western district: Grain and grain products, 11,199 and 
8,187; live stock, 5,795 and 6,172; coal, 10,337 and 16,565; coke, 192 
and 184; forest products, 3,324 and 4,594; ore, 3,372 and 3,855; mer- 
chandise, L. C. L., 23,995 and 24,862; miscellaneous, 36,161 and 39,036; 
total, 1938, 94,375; 1937, 103,455; 1936, 93,060. 

Southwestern district: Grain and grain products, 4,560 and 3,893; 
live stock, 1,362 and 1,685; coal, 4,028 and 6,780; coke, 113 and 150; for- 
est products, 2,932 and 3,899; ore, 351 and 364; merchandise, L. C. L., 


11,413 and 12,481; miscellaneous, 25,199 and 26,113; total, 1938, 49,958; 
1937, 55,365; 1936, 52,462. 


RAILROAD INVESTIGATION 


The Traffic World Washington Bureau 


With Senator Truman presiding, the railroad investigating 
subcommittee of the Senate interstate commerce committee 
at a hearing January 19 took up transactions relating to the 
Pennsylvania Railroad, the Pennroad Corporation and _ the 
Raritan River Railway. The Pennroad acquired a block of 
stock of the Raritan and later disposed of it to the Pennsyl- 
vania. A. J. County, vice-president of the Pennsylvania; S. H. 
Ogden, vice-president of the Pennroad; Charles E. Miller, gen- 
eral attorney of the Central of New Jersey, and C. B. Heiser- 


man, formerly vice-president and general counsel of the Penn- 
sylvania, were present. 


In connection with evidence as to the purchase of stock 
of the Raritan River the committee investigators raised ques- 
tion as to violation of the Clayton act on the ground that the 
Pennsylvania Railroad Company and the Pennroad Corpora- 
tion had common directors. 

Purchase by the Pennroad of stock of the Canton Com- 
pany of Baltimore for $13,432,817.90, or $611.28 a share; of 
stock of the Atlantic Coast Line for $1,480,000; of stock of the 
Southern Railway for $1,415,244.32, and of stock of the Sea- 
board Air Line for $4,523,838.75 was gone into by the commit- 
tee investigators. 

The market value of the A. C. L. stock as of January 19, 
1938, was stated as $190,000; of the Southern, $118,750, and 
of the S. A. L., $301,589.25, based on market quotations, re- 
suliing in a depreciation of $6,808,744.07 compared with the 
purchase price of the stocks in question. 


Senator Truman said the transactions in the southeastern 
railroad stocks showed that the Pennroad had been used in 
the interest of the Pennsylvania Railroad and not in the in- 
terest of the stockholders of the Pennroad. He estimated that 
the Pennroad stockholders had lost about $7,000,000. He said 
the evidence showed that the Pennroad was used to buy the 
Canton after the Pennsylvania Railroad officials decided the 
price asked was too high and also due to the fact that if the 
Pennsylvania had made the purchase it would have had to ob- 
tain approval of the Commission. Such use of the Pennroad 
represented a bad practice in his opinion and he expressed the 
hope that legislation would be enacted to prevent such use 
of “affiliated” companies. Kuhn, Loeb & Company was criti- 
cized for participation in the Canton company transaction. 

At the close of the hearing January 20 Senator Truman 
adjourned the hearings until the call of the chairman. It was 
= that hearings might be resumed some time next 
week. 

In the meantime, Max Lowenthal, committee counsel, was 
understood to be working on a proposed bill revising the 
railroad reorganization provisions of the federal bankruptcy 
act. It was understood that Commissioner Eastman was 
working on the proposed measure. 


CHANGE IN DOCKET 


Hearing in MC 50777, assigned for January 17, at Buffalo, N. Y., 
was postponed to a date to be fixed. 





Revenue Freight Car Loading—Week Ended Saturday, Jan. 8* 


Grain and Live 
grain prod. stock Coal 

{ 1938 39,672 14,641 110,487 
| eee eee ee 4 1937 29,860 15,419 171,165 

| 1936 31,764 14,886 152,755 
Preceding week January 1....... 1938 28,991 10,091 103,880 
Per cent increase over .......... 1937 32.9 
Per cent decrease under ......... 1937 5.0 35.5 
Per cent increase over ............ 1936 24.9 
Per cent decrease under ......... 1936 1.6 27.7 


Per cent to 15 year average 72.2. 


Forest Mdse. 

Coke products Ore L.C. L. Miscellaneous Total 
6,830 24,226 6,454 142,136 207,868 552,314 
11,753 30,037 9,826 159,001 272,985 700,046 
8,781 26,184 6,470 148,264 225,749 614,853 
5,062 16,769 5,344 115,520 171,702 457,359 
41.9 19.3 34.3 10.6 23.9 21.1 
22.2 7.5 | 4.1 7.9 10.2 


*Loading for week ended January 1, 1938, being for the last week in 1937, is dropped and will be picked up as a revised 1937 compari- 
son for week ended December 31, 1938. This makes the week ended January 8, 1938, and comparative week of January 9, 1937, the first 


week's figures. 
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Decisions of Interstate Commerce Commission 





GROUND LIMESTONE TO INDIANA 


HE Commission, on reconsideration in No. 27472, National 

Mortar & Supply Co. vs. Pennsylvania et al., embracing also 
three sub numbers, Same vs. Same, Ohio Hydrate & Supply Co. 
vs. ‘Same, and Same vs. Same, has reversed the findings in 
the prior report, 223 I. C. C. 486, that rates on agricultural or 
ground limestone from Gibsonburg and Woodville, O., to 
destinations in western New York, western Pennsylvania, West 
Virginia and Indiana were and are unreasonable, as to rates 
to destinations in New York, Pennsylvania and West Virginia, 
and modified them as to rates to destinations in Indiana. New 
rates have been prescribed to Indiana to be effective not later 
than April 15. Reparation has been awarded. Rates to Indiana 
are to be made in accordance with a scale carried in an ap- 
pendix, not herein reproduced, but described. The rates apply 
to the commodity mentioned in box cars. 

In the prior report, division 2 found that the rates from 
Woodville and Gibsonburg, O., to destinations in Indiana were 
unreasonable to the extent they exceeded or might exceed 
a distance scale set forth in an appendix and to destination in 
western New York, western Pennsylvania and West Virginia 
unreasonable to the extent that exceeded or might exceed that 
scale plus 15 cents. 

On petition of the railroads the case was reopened for 
reconsideration. The railroads maintained, said the report, 
that there was no justification for rates lower than those on 
the scale, subject to a minimum of 60,000 pounds, prescribed 
by division 4, for application from Shaw Junction, Pa., to 
destinations in New York, Pennsylvania, Maryland and West 
Virginia on and west of a line connecting Olean, N. Y. Cresson, 
Pa., and Cumberland, Md., in New Castle Lime & Stone Co. 
vs. Aliquippa & S. R., 173 I. C. C. 593, and prescribed also by 
division 2 for application from Martinsburg, Millville and 
Engle, W. Va., to destinations in eastern trunk line territory 
and from Bellefonte and Pleasant Gap, Pa., to destinations in 
New York, in American Lime & Stone Co. vs. Pennsylvania, 
201 I. C. C. 467. The railroad further contended that the basis 
prescribed by division 3 subjected shippers in eastern trunk 
line territory, particularly Bellefonte, to undue prejudice. 

Commissioner Miller, with whom Commissioner McManamy 
joined, dissented. His objection, he said, went to the incon- 
sistent situation, as he said, which the report created by leav- 
ing in effect a comparatively low level from Gibsonburg to 
points in Michigan prescribed in National Mortar & Supply Co. 
vs. Ann Arbor, 191 I. C. C. 188, and at the same time prescrib- 
ing a much higher level of rates to points intermediate thereto 
in Indiana. That that would create an unsatisfactory and unduly 
prejudicial situation there could be little doubt, said he. He 
said the Commission should reopen the case mentioned by 
him and also the instant proceedings, for further hearing for 


the purpose of ironing out, what he said, seemed a rate mal- 
adjustment. 


The scale to be used in establishing the new rates begins 
with a rate of 130 cents a net ton for the distance block 
between 80 and 90 miles for a single-line and 145 cents for a 
joint-line haul. For the block between 140 and 160 miles the 
rates are 165 and 170 cents. With the block between 160 and 
180 miles the difference between single and joint-line hauls 
disappears, the rate for that block being the same, 175 cents. 
For the block between 180 and 200 miles the rate becomes 
185 cents; for the block between 275 and 300 miles it becomes 
225 cents. The scale runs out with a rate of 265 cents for 
the block between 375 and 400 miles. 


FEEDER CATTLE RATES 


The Commission, by division 3, in a report written by 
Commissioner Mahaffie in I. and S. No. 4385, rules governing 
stocker or feeder cattle rates, has found not justified the pro- 
posed revision of rules governing rates on cattle between 
points in mountain-Pacific territory and between points in 
that territory, on the one hand, and points without that terri- 
tory, on the other. The finding however, is without prejudice 
to the filing of new schedules in conformity with the findings 
in the report. 

According to Commissioner Mahaffie the parties were of 
divergent views as to the effect of the suspended schedules on 
existing live stock rates. If, as respondents contend, so-called 
stocker-feeder rates now in effect do not apply on live stock 





suitable for dairy purposes, the suspended schedules, says the 
report, if made effective would not change existing rates ap- 
plicable on live stock. If, it adds, as protestants insist, the 
stocker-feeder rates now apply on certain cattle which are in 
fact suitable for dairy purposes, the suspended schedules, if 


made effective, would increase the existing rates on such 
animals. 


The finding is without prejudice to the filing of schedules 
essential, the Commission said, to clear and definite rates and 
regulations. In an appendix, the report said, were suggested 
rules which accorded with Rule 4 (i) of Tariff Circular 20. 
The appendix suggesting a substitute for the proposal of the 
carriers follows: 


Substitute the following for the last sentence of paragraph (2): 

“Rates on feeder or stocker live stock do not apply on live stock 
sold by the consignor for dairy uses, or live stock purchased or sold 
by the consignee for dairy uses. ‘Dairy uses’ embrace: (1) Mature 
milch cows and milch goats kept for the milk which they give, or 
are capable of giving; (2) immature female cattle and goats kept by 
dairies and dairy breeders to replace old cows and goats; (3) mature 
males used by breeders of milch cows and milch goats; and (4) im- 
mature males used to replace old males in the breeding of milch cows 
and milch goats.’’ 

Substitute the following for paragraph (4): 

‘“‘To obtain the benefit of stocker-feeder rates on stocker-feeder 
live stock which is sold prior to shipment, or upon which the freight 
charges are prepaid at origin, the consignor, or his duly authorized 
agent, must make a certificate in the form set forth below: 

‘““‘T am the consignor or the authorized agent of the consignor 
of the shipment of stocker-feeder live stock loaded in Car No. ..., 
originating at ...; the animals included in this shipment are properly 
described as stocker or feeder cattle, calves, hogs, sheep or goats; 
I am consigning the live stock to ... for the purpose of feeding or 
grazing; I have sold no portion of the shipment for slaughter and I 
will not sell any of the animals for slaughter within 30 days after 
they arrive at destination; and I have not sold any portion of the 
shipment for dairy uses as defined in the governing tariff.’ 

“To obtain the benefit of stocker-feeder rates on stocker-feeder 
live stock which is not sold prior to shipment, or upon which the 
freight charges are not prepaid at origin, the consignee or his duly 
authorized agent must make a certificate employing the language of the 
affidavit set forth in paragraph (5), excluding the oath.”’ 

Substitute the following for paragraph (5): 

If the carriers have any reason to believe that the entire shipment, 
or any portion of it, has been erroneously described the delivering 
carrier will readjust the charges to the basis of rates applicable on 
non-feeder or non-stocker live stock unless the consignee or his duly 
authorized agent makes an affidavit in the form set forth below: 

‘““‘T am the consignee or the duly authorized agent of the con- 
signee of the shipment of live stock loaded in Car No. ..., shipped 
by ..., from .... All the animals included in this shipment are properly 
described as stocker or feeder cattle, calves, hogs, sheep or goats, and 
all of them were forwarded to destination for feeding or grazing and 
subsequent reshipment by rail; I purchased none of them for im- 
mediate slaughter and none of them has been or will be slaughtered 
within a period of 30 days from date of arrival at destination. I 
purchased none of them for dairy uses, and I have not sold, and I 


will not sell, any of them for dairy uses, the dairy uses being those 
described in the governing tariff.’ ’’ 


MOTOR INSURANCE 


The Commission, by division 5, in a supplemental report 
in Ex Parte MC 5, motor carrier insurance for protection of 
the public, has modified Rule IX of its rules and regulations 
governing the filing and approval of surety bonds, and so forth, 
prescribed in 1 M. C. C. 45. As modified the rule will read: 


The Commission may, at any time, refuse to accept or may revoke 
its approval of any surety bond, policy of insurance (or certificate of 
insurance in lieu thereof), qualification as a self-insurer, or other se- 
curities or agreements if, in its judgment, such security does not com- 
ply with these rules or, for any reason, fails to provide satisfactory or 
adequate protection for the public. 


A question as to the sufficiency of the Commission’s regula- 
tions was raised, said the report, by the fact that an insurance 
company had been taken over by a state insurance department 
on account of very serious impairment of its financial condi- 
tion, but, notwithstanding, the company technically was still 
legally authorized to transact business in that state. It was, 
therefore, authorized under the Commission’s rules to act as 
insurer of a motor carrier. 

In the original report, 1 M. C. C. 45, the Commission 
said it had stated that one of the most difficult questions pre- 
sented by the record was that of determining the standards of 
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eligibility and responsibility of insurance companies. It said 
it recognized that it probably would be necessary in the de- 
velopment of regulation to prescribe standards for the insur- 
ance companies writing insurance for the protection of the 
public, but that it however, was confronted with the difficulty 
that neither the Commission nor any other agency of the fed- 
eral government possessed facilities designed for the investi- 
gation and determination of the responsibility of insurance 
companies, financial or otherwise. The various states, this 
report said, through their existing insurance departments did 
have those facilities and therefore, the Commission felt the 
practical solution of the problem, for the time being, would be 
to be guided by the standards for insurance companies accept- 
able to the states. With that principle in mind, the Commis- 
sion said, it decided to require that the insurance companies 
be legally authorized to transact business in each state in 
which their policies covered the operations of the insured motor 
carrier. That requirement was embodied in Rule VIII. 

By Rule IX, the Commission stated conditions under which 
it might revoke its approval of any insurance or other security 
furnished for the protection of the public, but it predicated 
that right to revoke on a determination that such insurance or 
security no longer complied with the rules. The Commission 
said that it had become convinced, as a result of experience, 
that there were circumstances in which approval of security 
should be refused, or approval previously given should be 
revoked, even though there appeared to be a technical com- 
pliance with the rules. 

Situations of the sort mentioned, the Commission said, 
affecting the matter of security for the protection of the public, 
created delay and uncertainty to which it felt the public should 
not be exposed. Therefore, because of these circumstances 
and in view of the responsibility imposed on it by the motor 
carrier act to prescribe rules and regulations governing the 
filing and approval of the security for the protection of the 
public, it had, in order to avoid any misunderstanding of the 
authority vested in it to refuse acceptance of, or to revoke 
approval of security when, in its judgment, such action is 
deemed necessary in the public interest, decided to amend 
Rule IX as hereinbefore shown. 


COMMISSION REPORTS 
Cabbage and Lettuce 


No. 27713, estate of J. E. Corcoran, P. J. Schaming, execu- 
tor, vs. Pennsylvania. By division 2. Backhaul rates, cabbage 
and lettuce, Sanford, Fla., and Watsonville, Calif., to Pitts- 
burgh, Pa., unreasonable to the extent they exceeded 7.5 cents 
on a cabbage shipment and 13 cents on a lettuce shipment, 
plus $6.30 reconsigning charge on each shipment. Reparation 
of $82.90, with interest, awarded. The order also authorizes 
the defendant to waive collection of an outstanding under- 
charge of $6.18. 

Fresh Pears 


No. 27578, Illinois Fruit Growers’ Exchange vs. C. B. & Q. 
et al. By division 2. Dismissed. Rates, fresh pears, carloads, 
in bulk and in baskets, Alma, Anna and Salem, IIl., to des- 
tinations in Kansas and Nebraska delivered since September 
30, 1934, not shown to have been unreasonable. 


Wall Paper 


Fourth section application No. 16948, wall paper from 
Worcester, Mass. By division 2. Carriers authorized, in 
fourth section order No. 13020, to establsih and maintain rates, 
wall paper, carloads, from Worcester, Mass., to Philadelphia, 
Pa., without observing the long-and-short-haul part of section 
4, minimum 30,000 pounds, not less than 2 cents a 100 pounds 
over the rate concurrently in effect by way of a competitive 
truck-water route but not less than 35 cents. The relief is 
subject to a 50 per cent circuity limitation. The application 
was for authority to maintain a rate of not less than 33 cents 
so as to enable the rail lines to meet a competitive rate of 33 
cents maintained on like traffic by motor truck to Boston, 
Mass., or Providence, R. I., and the Merchants and Miners’ 
Steamer Line. The present rail rate, the report said, was 
37 cents, and under the present adjustment all of the move- 
ment in the past two years, approximating 25 to 35 carloads 
annually, had been over the truck-water route. 


Potatoes 


No. 27591, H. G. Miles & Co. vs. A. C. L. et al. By divi- 
sion 2. Dismissed Claim for reparation on a carload of pota- 
toes, Aurora, N C., to Elizabeth, Pa., found barred by the 
statute. Commissioner Aitchison dissented. The Commission 
said that a power of attorney ratifiyng an informal complaint 
had not been filed until more than two years after the delivery 
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of the shipment. That filing, it added, did not serve to toll the 
limitation provision of the interstate commerce act. 


Petroleum Asphalt 


No. 27197, Stanolind Pipe Line Co. vs. Alton et al., em- 
bracing also two sub-numbers, Same vs. A. T. & S. F. et al. 
and Same vs. Alton & Southern et al. By division 2. Rates, 
petroleum asphalt, Wood River, Ill., and Whiting, Ind., to 
destinations in Oklahoma not unreasonable. Rates, same com- 
modity, Sugar Creek, Mo., and Wood River, Ill., to destinations 
in Texas not now unreasonable but unreasonable in the past 
to the extent they exceeded 80 per cent of the corresponding 
rates that were contemporaneously maintained on refined 
petroleum oils, minimum 50,000 pounds. Rates, petroleum 
asphalt, Whiting, Ind., to destinations in Texas, unreasonable 
to the extent they exceeded or may exceed rates from Wood 
River on the basis of 80 per cent of the present rates on re- 
fined oils to the same destinations plus 6 cents, minimum 50,000 
pounds except that to rates for the future may be added the 
authorized general commodity rate increases of 1937. New 
rates to be established on or before April 15. Reparation 
awarded to Stanolind Pipe Line Co. or its predecessor, Sinclair 
Pipe Line Co. 

Limestone 


Fourth section application No. 16986, limestone from Mas- 
cot to Nashville, Tenn. By division 2. Southern and N. C. & 
St. L. authorized, in fourth section order No. 13016, to estab- 
lish and maintain over their interstate routes on limestone, 
ground or pulverized, including stone dust in bulk or in bags, 
straight or mixed carloads from Mascot to Nashville, Tenn., a 
rate the same as contemporaneously in effect on like traffic 
over a competing intrastate route but not less than $1.76 a 
net ton without observing the long-and-short-haul part of sec- 
tion 4. The relief is subject to the provision that the rates 
from, to and between higher rated intermediate points in 
Tennessee shall not exceed the rates contemporaneously in 
effect on like traffic over the competing intrastate route from 
and to the same points and that the authority shall not include 
intermediate points as to which the haul of the petitioning 
line or route is not longer than the direct line or route. Tem- 
poary relief was accorded in fourth section order No. 12890. 


Oils and Foots 


Fourth section application No. 16962, oils and foots from 
Louisiana ports, including also fourth section application No. 
17077. By division 2. Carriers authorized in fourth section 
order No. 13018 to establish and maintian rates, oils and 
foots, carloads, New Orleans, La., and subports, to Cincin- 
nati, O., Louisville, Ky., Jeffersonville, Ind., East St. Louis, 
Ill., and St. Louis, Mo., without observing the long-and-short- 
haul part of section 4. The rate, subject to a minimum of 
40,000 pounds, is not to be lower than 28 cents a 100 pounds. 
The relief is subject to the condition that it shall not apply 
over any line or route over which the rate would yield earnings 
less than 5 mills a ton mile. One of the purposes of the relief 
sought was to enable applicants to establish a rate of 25 cents 
on murumuru and ouricury in tank-car loads and on all these 
commodities in packages in carload to meet competition of 
barge lines operating on the Mississippi and Ohio Rivers. Re- 
lief of that sort was granted in Imported Vegetable Oils from 
Gulf and Eastern Ports, 219 I. C. C. 359. The Commission 
found in this case that there was actual competition by the 
barge lines in connection with the traffic considered; that the 
proposed rate would be reasonably compensatory and not lower 
than necessary to meet the competition. 


Coke 


Fourth section application No. 16931, coke from Indian- 
apolis, Ind. By division 2. Chicago, Indianapolis & Louis- 
ville, for itself and on behalf of the Grand Trunk system lines 
west of the Detroit and St. Clair Rivers, authorized, in fourth 
section order No. 13019, to establish and maintain a rate of 
$2.75 a net ton, coke and related products, Indianapolis, Ind., 
to Muskegon, Mich., without observing the long-and-short-haul 
part of section 4 to meet the rate of the short tariff route. 


Paper 


Fourth section application No. 16875, paper and paper 
articles to St. Joseph, Mo. By division 2. Chicago, Burlington 
& Quincy and other parties to Kipp’s I. C. C. No. A-2537 
authorized, in fourth section order No. 13014, to establish and 
maintain rates, paper and paper articles from points in Minne- 
sota to St. Joseph, Mo., without observing the long-and-short- 
haul part of section 4 to meet the competition of the direct 
routes. Temporary relief was granted in fourth section order 
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No. 12805. This relief is subject to a 50 per cent circuity 
limitation. 


Building Paper 


Fourth section application No. 16359, building paper from 
Dallas, Tex., embracing also fourth section applications Nos. 
16450, 16515, 16524, 16526, 16661 and 16662. By division 2. 
Carriers represented by F. A. Leland authorized, in fourth 
section order No. 13021, to establish and maintain rates, build- 
ing or sheathing paper, not saturated, Dallas, Tex., to Mem- 
phis, Tenn., and to destinations in southern territory and on 
the Ohio River, without observing the long and short haul part 
of section 4, and te maintain the present rates to destinations 
in official territory without observing the aggregate of inter- 
mediates part of that section. Applicants, the report said, 
based their request for relief on market competition, Dallas 
vs. Beloit, Wis. The Commission found that on this traffic 
there was actual and compelling competition from the Beloit 
manufacturer at the Ohio River crossings and within the south- 


west and that the proposed rates would be reasonably com- 
pensatory. 


Crude Sulphur 


Fourth section application No. 16679, crude sulphur to 
Rochester, N. Y. By division 2. Finding that water compe- 
tition existing in the season of navigation on the Hudson River 
and the New York Canal affected the level of the rates neces- 
sary to move crude sulphur through the entire year, fourth 
section relief heretofore granted, 222 I. C. C. 284, with respect 
to crude sulphur, Edgewater, Hoboken, Jersey City and War- 
ners, N. J., and New York, N. Y., including New York light- 
erage stations to Rochester, N. Y., modified on further hearing, 
by supplemental fourth section order No. 12772 so as to au- 
thorize the relief granted in the previous report throughout the 
entire year. 


, 


Wood Pulp 


No. 27405, Columbian Paper Co. vs. N. & W. et al. By the 
Commission, on reconsideration. Prior report, finding 223 I. 
C. C. 383, that the rates, wood pulp, Bristol, Va.-Tenn., to points 
in official territory and Wisconsin were not unreasonable, modi- 
fied. It is now found that the rates were not unreasonable 
in the past but that they will be unreasonable for the future 
to the extent they may exceed 22.5 per cent of the correspond- 
ing first class rates prescribed in Eastern Class Rate Investi- 
gation, 164 I. C. C. 314, minimum 50,000 pounds. New rates 
are to be effective on or before April 21. Commissioner Caskie 
concurred because lower rates were prescribed but said the 
relief fell short of that to which the complainant was entitled. 
Dissenting, Commissioner McManamy said that this report 
merely cited and laid emphasis on precedents which were 
favorable to the complainant’s side and ignored those of a con- 


trary import. Commissioners Meyer and Miller concurred in 
that expression. 


COMMISSION MOTOR REPORTS 


In MC 50313, M. Dayle Gonder, contract carrier applica- 
tion, the Commission, by division 5, has granted a permit 
authorizing operation as a contract carrier of liquid petroleum 
products from Eldorado, Wichita, Hutchinson, and Augusta, 
Kan., to points in Colorado. 

In MC 33087, Dohrn Transfer Co. common carrier appli- 
cation, embracing also MC 78162, Same, as successor in interest 
of Carr Motor Service common carrier application, the Com- 
mission, by division 5, has found the applicant entitled to con- 
tinue operation as a common carrier of general commodities 
over specified routes between points in Illinois, Iowa and 
Missouri, by reason of its grandfather rights status. It has 
also found the applicant entitled to continue operation as a 
common carrier of general commodities over designated routes 
between points in Illinois and Iowa because it or its predeces- 
sor was engaged in such operation on the grandfather date. 
The report said that certain railroads opposed the application 
in MC 78162, but submitted no evidence. Protestants urged, 
said the report, that the applicant’s operations in Iowa and 
Missouri were not and had not been bone fide because of 
non-compliance with state laws. The applicant, the report 
said, had been informed that it needed no authority from the 
Iowa commission and that apparently the applicant took the 
position that the Missouri authorities went beyond their law- 
ful power in making requirements so far as they affected inter- 
state or foreign commerce. After discussing the bona fide 
angle as treated in the Slagle Contract Carrier Application, 
2 M. C. C. 127, the Commission concluded that the operations 
of the carrier had been bona fide in character. 

In MC 19734, Steinla Motor and Transportation Co., Inc., 
common carrier application, the Commission, by division 5, has 
denied a certificate and ordered the discontinuance of operation 
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on a finding that the applicant had failed to establish the right 
to a certificate as a common carrier of commodities generally 
between points in Maryland, on the one hand, and points in Vir- 
ginia, West Virginia, North Carolina, South Carolina and the 
District of Columbia, on the other, under the grandfather clause. 
Commissioner Eastman wrote a concurring opinion, saying that 
there was no convincing evidence that applicant’s predecessors 
were ever engaged in operation as a common carrier and cer- 
tainly no evidence that they continued to operate on and after 
the grandfather date. Commissioner Lee, dissenting, said the 
record showed that applicant’s predecessors, Katherine and 
John H. Fisher, were in bona fide operation on and prior to the 
grandfather date over irregular routes within the territory 
specified in the application except South Carolina. He said 
that in his opinion applicant had established his rights to the 
certificate sought except as to operation to and from South 
Carolina. 

In a_ supplemental report in MC F-292, Rutherford 
Freight Lines, Inc., purchase, L. M. Osborne and Albert Os- 
borne, the Commission, by division 5, has amended the findings 
in the prior report, 5 M. C. C., to authorize, in lieu of lease 
authorization, purchase by Rutherford Freight Lines, Inc., of 
certain operating rights and property of L. M. Osborne and 
Albert Osborne, doing business as Osborne Interstate Transit. 


SUSPENDED TARIFFS 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many schedules 
not reproduced here. Details of such orders are published in The 
Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. No. M-287 the Commission has suspended from 
January 17 until April 17 the operation of certain schedules as 
published in supplement No. 15 to Tariff MF I. C. C. No. 1 of 
Agent Harold A. Horwitz. The suspended schedules propose 
to establish new commodity rates on glass insulators from 
Millville, N. J., to New York, N. Y., and Philadelphia, Pa. 
The following rates in cents a hundred pounds applicable on a 
minimum weight of 20,000 pounds are illustrative: 


From Millville, N. J., to New York, N. Y., present 22, proposed 
20; Philadelphia, Pa., present 16, proposed 15. 


In I. and S. No. M-290 the Commission has suspended 
from January 18 until April 18 the operation of all schedules 
as published in supplement No. 12 to tariff MF I. C. C. No. 1 of 
Dixie Ohio Express Company. The suspended schedules pro- 
pose to establish new and reduced local commodity rates to 
apply on Rayon Tire fabric from Decatur, Ala., Cartersville, 


Cedartown, and Rockmart, Ga., to Akron, O. The following 
is illustrative: 


From Cartersville, Ga., to Akron, Ohio, present rate for any quan- 
tity, 179; proposed rate for minimum weight 10,000 pounds, 74. 


In I. and S. No. M-289 the Commission has suspended from 
January 19 until April 19 the operation of all schedules as 
published in tariff MF I. C. C. No. 2 of A. C. Fisher, doing 
business as White Transfer, Charlotte, N. C. The suspended 
schedules propose to establish new any-quantity proportional 
commodity rates applicable on packing house products from 
Charlotte, N. C., to points in North and South Carolina. The 
proposed rates result in both increases and reductions. The 
following is illustrative: 

From Charlotte, N. C., to Gastonia, N. C., present rate on ship- 
ment weighing 2,000 lIbs., 21.0; present rate on shipment weighing 
2,600 Ibs., 19.2 (as 7,000 pounds, minimum charge $5.00); present rate 
on shipment weighing 7,000 lbs., 7.1; proposed rate, any quantity, 20. 

In I. and S. M-288 the Commission has suspended from 
January 19 until April 19 the operation of all schedules as 
published in supplement 7 to Tariff MF I. C. C. 2 of Joseph 
Geresy and Louis Geresy, doing business as B & J Trucking 
& Forwarding Co. The suspended schedules propose to estab- 
lish reduced rates on electric storage batteries and related 
articles between Newark, N. J., and certain nearby New Jersey 
points on the one hand and Philadelphia, Pa., and Camden, 
N. J., on the other hand. The following is illustrative, rates 
being in cents a 100 pounds, between Newark, N. J., and 
Philadelphia, Pa.: 

Quantities: less truckload, present rate 43; min. wt. 30,000 Ibs., 
present rate, 25; 0 to 1,999 lbs., proposed rate 39; 2,000 to 9,999 Ibs., 
proposed rate 35; 10,000 to 19,999 lbs., proposed rate 28; 20,000 to 29,999 
lbs., proposed rate 20; 30,000 Ibs. and over, proposed rate 18. 


In I. and S. No. M-291 the Commission has suspended from 
January 20, until April 20, the operation of all schedules as pub- 
lished in Supplement No. 29 to tariff MF I.C.C. No. 96 of Agent 
D. T. Waring. The suspended schedules propose to establish 
reduced commodity rates on metals and metal alloys including 
brass, bronze, copper, nickel, etc. from Newark and Perth 
Amboy, N. J. to Sparrows Point, Md. 
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The following is illustrative, rates being in cents a 100 
pounds: From Newark and Perth Amboy, N. J. to Sparrows 
Point, Md. 

The present less truckload rates on articles rated first to 
fourth class range from 85 to 48 cents. The present truckload 
rate on articles rated fourth class is 38 cents, and on articles 
rated fifth class or lower is 28 cents. The proposed rates are 
40 cents on shipments weighing up to and including 19,999 
pounds and 26 cents on shipments weighing 20,000 pounds and 
over. 

In I. and S. No. 4554, the Commission has suspended from 
January 20 until August 20 schedules in supplements Nos. 27 
and 30 to Agent J. P. Haynes’ tariff, I. C. C. No. 1271. The 
suspended schedules propose to reduce the rates on dessert 
preparations, in carloads, from San Francisco, Los Angeles 
and San Diego, Cal., and points taking same rates, to destina- 
tions in Utah. The following is illustrative, rates being in 
cents a 100 pounds: 


To Salt Lake City, Utah, from San Francisco, Calif., present 85, 
proposed 75; Los Angeles, Calif., present 85, proposed 75; San Diego, 
Calif., present 90, proposed 80. 


COMMISSION ORDERS 


Finance No. 10992, New York, New Haven & Hartford reorganiza- 
tion. Mutual Life Insurance Co. of New York permitted to intervene. 

MC-F 71, ET&WNC Motor Transportation Co., lease, Imperial Trans- 
portation Co., Inc. MC-F 188, ET&WNC Motor Transportation Co., pur- 
chase, Chattanooga-Atlanta Motor Freight Line, Inc. MC-F_ 197, 
ET&WNC Motor Transportation Co., lease, Hoover Lines, Inc. Appli- 
cant’s petition for reconsideration denied. 

No. 22568, City of Winter Haven et al. vs. A. C. L. et al. Order 
entered November 21, 1930, as subsequently modified, further modified 
by vacating provision that order continue in force until further order 
of Commission. 

No. 27627, G. W. Capps Produce Corporation vs. Norfolk Southern 
et al. Petition of defendants to reopen proceeding for further con- 
sideration, denied. 

No. 27691, Brownsville Navigation District of Cameron County, 
Tex., et al. vs. St. L. B. & M. et al. Petition filed on behalf of de- 
fendant, St. L. B. & M., for reconsideration and vacation of orders, 
denied. 

No. 27719, Federal Container Co. vs. B. & O. Proceeding reopened 
for further hearing on question o fmanner and form in which shipments 
were presented to defendant for transportation, at such time and place 
as Commission may hereafter direct. 

Air mail docket No. 13, in the matter of fair and reasonable rates 
for air mail routes Nos. 9 and 15 operated by Braniff Airways, Inc. 
Transcontinental & Western Air, Inc., permitted to intervene, solely 
for purpose of participating in oral argument and participating in any 
further proceedings herein, on the questions of law involved in segre- 
gation of off-line and on-line services. 

MC-F 291, Wisconsin Carloading Co.. Inc., purchase, Krupp Motor 
Co. Portion of order of May 18, referring proceeding to joint board 
No. 13 for recommendation of an appropriate order thereon, vacated. 
Petition filed by applicant requesting dismissal of applictaion granted. 

MC-F 382, Plaza Express Co., Inc., purchase, L. K. Fast Freight. 
Inc. Order of October 26, referring proceeding to Examiner John S. 
Higgins for hearing and for recommendation of an appropriate order 
thereon and assigning matter for hearing, vacated. Petition filed by 
applicant requesting dismissal of application, granted. 

MC-F 437, Sam Ziffrin, control, Ziffrin-Kentucky Truck Lines, Inc. 
Petition filed by applicant requesting dismissal of application, granted. 

MC 223, application of Harry W. Nelson, dba H. W. Nelson Trans- 
fer, Lyons, Neb. Order of October 20 vacated and set aside. 

MC 448, application of Clarence Ray Cripe, Goshen, Ind. Order of 
November 18 vacated and set aside and application dismissed on re- 
quest of applicant. 

MC 451, application of Milton A. Bosse, Ellinwood, Kan. Order of 
November 18 vacated and set aside. 

MC 9960, application of Robert Marshall ,dba Marshall's Transporta- 
tion Service, Oneida, N. Y. Order of October 29, postponed to December 
29, vacated and set aside. 

MC 31520, application of Salvatore Soldani, dba Soldani of Boston, 
Medford, Mass. Order of November 15 vacated and set aside. 

No. 27908, Milwaukee Grain and Stock Exchange vs. A. & W. et al. 
Southern Minnesota Mills permitted to intervene. 

No. 27909, Milwaukee Grain and Stock Exchange vs. A. & W. et al. 
Southern Minnesota Mills permitted to intervene. 

No. 27929, Board of Commissioners Lake Charles Harbor & Terminal 
District vs. Y. & M. V. et al. New Orleans Joint Traffic Bureau per- 
mitted to intervene. 

1. & S. No. 1563, live stock to, from and between points in the 
southeast. Order entered July 6, 1925, modified to permit grouping as 
published in Roy Pope’s I. C. C. No. 200 (southern group basis) to 
apply at origins and destinations served by respondent carriers in con- 
nection with rates established pursuant to order. 

MC 2759, application of Ernest E. Schneider, dba Schneider’s Truck 
Line, Lidgerwood, N. D. Order of November 15 vacated and set aside. 

MC 3472, application of A. C. Bartelt, Medford, Wis. Order of 
October 18, postponed to January 17, vacated and set aside. 

MC 3490, application of Israel Dichter, Bridgeton, N. J. Order of 
November 10, vacated and set aside. 

MC 9910, application of Lawrence Walski, Anton Walski, Daniel 
Walski, and Sigmund Walski, dba Walski Line, Galesville, Wis. Order 
of October 4, vacated and set aside. 

MC 13840, application of Howard Cullen Bush, dba Alcorn Distribut- 
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ing Co., Corinth, Miss. Order of October 12, postponed to December 
11, vacated and set aside. 

Finance No. 10882, Chicago, Milwaukee, St. Paul & Pacific re- 
organization. Victor Greiff permitted to intervene. 

Finance No. 11579, Hartford & Connecticut Western trustees et al. 
abandonment. Petition for further hearing denied. Proceeding set 
for oral argument on date to be hereafter designated. 

MC 893, application of Donald Backman, Vliets, Kan. Order of 
August 30 vacated and set aside. 

MC 2648, application of Owen Hartness, dba Pawhuska Transfer 
& Storage Co., Pawhuska, Okla. Order of September 27 vacated and 
set aside. 

MC 2978, application of Erastus I. Hasty, Jonesboro, Ind. Order 
of November 15 vacated and set aside. 

MC 6404, application of Adolph Richard Fleischer, Singac, N. J. 
Order of November 6 vacated and set aside. 

MC 27043, application of J. T. Moore, Winfield, Ala. Order of No- 
vember 5, postponed to January 5, vacated and set aside. Application 
dismissed on request of applicant. 

No. 27868, Illinois Petroleum Marketers Association et al. vs. A. 
& S. et al. Missouri Independent Oil Jobbers Associatoin and others 
listed in Appendix ‘‘A’’ to the petition for leave to intervene, per- 
mitted to intrevene. 

No. 27610, South Chicago Coal & Dock Co. vs. B. & O. C. T. et al. 
Complaint dismissed without prejudice on request of complainant. 

No. 27903, Crescent Macaroni and Cracker Co. vs. A. T. & S. F. 
et al. Zion Industries, Inc. (Zion Baking Industry) permitted to inter- 
vene. 

No. 27908, Milwaukee Grain and Stock Exchange vs. A. & W. 
et al. Peoria Board of Trade permitted to intervene. 

No. 27909, Milwaukee Grain and Stock Exchange vs. A. & W. et al. 
Peoria Board of Trade permitted to intervene. 

No. 27913, Baltimore Association of Commerce vs. A. C. & Y. et al. 
Boston Port Authority permitted to intervene. 

MC 747, application of Gryce G. Read, White Salmon, Wash. Order 
of September 13, postponed to January 11, vacated and set aside and 
application dismissed. Order shall become effective February 17, un- 
less on the Commission’s own motion or for good cause shown by ap- 
plicant or any other party in interest it is otherwise ordered. 

MC 1014, Forrest E. Miller, extension of operations. Matter re- 
opened for further hearing at a time and place to be hereafter fixed 
by Commission. Order, effective December 30, vacated and set aside. 

MC 30132, Howard L. Skilling, contract carrier application. Mat- 
ter reopened for further hearing at a time and place to be hereafter 
fixed by the Commission, with respect only to operations between 
points in Kansas and points in Colorado. 

MC 56026, application of Alfred Fryer, administrator of estate of 
Francis Fryer, deceased, Clarkston, Wash. Order of September 4, 
postponed to December 3, vacated and set aside and application dis- 
missed. Order shall become effective February 17 unless on the Com- 
mission’s own motion or for good cause shown by applicant or any 
other party in interest it is otherwise ordered. 

MC 58943, application of Leslie B. Sharpless, Kitzmiller, Md. 
Order of October 26, postponed to December 27, vacated and set aside 
and application dismissed. Order shall become effective February 17, 
unless on the Commission’s own motion or for good cause shown by 
applicant or any other party in interest it is otherwise ordered. 

MC 1644, application of Ronald F. Mansfield, dba Keene & Boston 
Express, Keene, N. H. Order of October 22, postponed to January 
21, vacated and set aside and application dismissed. Order shall 
become effective February 17, unless on the Commission's own motion 
or for good cause shown by applicant or any other party in interest 
it is otherwise ordered. 

MC 2187, application of Paul W. Stowe, San Diego, Calif. Order 
of August 26, postponed to December 24, vacated and set aside and 
application dismissed. Order shall become effective February 17, unless 
on Commission’s own motion or for good cause shown by applicant 
or any other party in interest it is otherwise ordered. 

MC 14515, application of James Reuben Kolb, Wichita Falls, Tex. 
Order of October 25, postponed to December 24, vacated and set aside 
and application dismissed. Order shall become effective February 17, 
unless on Commission’s own motion or for good cause shown by ap- 
plicant or any other party in interest it is otherwise ordered. 

MC 17724, application of William Barham Porter, dba W. B. Porter. 
Severn, N. C. Order of October 28, postponed to December 27, vacated 
and set aside and application dismissed. Order shall become effective 
February 17, unless on Commission’s own motion or for good cause 
shown by applicant or any other party in interest it is otherwise 
ordered. 

MC 21630, application of William Ellis Darnell, Huntsville, Ala. 
Order of October 13, postponed to December 13, vacated and set aside 
and application dismissed. Order shall become effective February 17, 
unless on Commission’s own motion or for good cause shown by ap- 
plicant or any other party in interest it is otherwise ordered. 

MC 22318, application of Edward J. Faulds, dba B. & N. Transfer, 
Kennewick, Wash. Order of September 7, postponed to December 6, 
vacated and set aside and application dismissed. Order shall become 
effective February 17, unless on Commission’s own motion or for good 


cause shown by applicant or any other party in interest it is other- 
wise ordered. 





M. P. REORGANIZATION 


Guy A. Thompson, in Finance No. 9918, reorganization 
of the Missouri Pacific, has asked the Commission to ratify his 
appointment as trustee for the reorganization of the Asherton 
& Gulf Railway and other subsidiaries of the Missouri Pacific. 
He was appointed as trustee for these companies as subsidiary 
debtors, December 21, 1937. 
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PROPOSED REPORTS 


Sewer Pipe 


No. 27778, Robinson Clay Products Co. vs. Baltimore & 
Ohio et al. By Examiner Carl A. Schlager. Rate, mixed car- 
load, sewer pipe, flue lining, fire brick and fire clay, Parral, O., 
to Broadalbin, N. Y., imposed June 19, 1935, proposed to be 
found unreasonable to the extent it exceeded 30 cents, mini- 
mum 40,000 pounds, plus an emergency charge of 7 cents. 
Reparation of $21.43, with interest, proposed. 


Granite and Marble 


No. 27729, Lloyd Brothers Co. vs. Baltimore & Ohio et al. 
By Examiner T. K. Carpenter. Dismissal proposed. Less-than- 
carload rates, granite and marble, Elberton and Tate, Ga., 
Mount Airy and Salisbury, N. C., and Knoxville, Tenn., to 
Albion, Detroit and Royal Oak, Mich., and Toledo, O., not 
unreasonable or otherwise unlawful. 


Molding Sand 


No. 27762, Goulds Pumps, Inc., vs. Lehigh Valley et al. By 
Examiner Burton Fuller. Rates, molding sand, Mt. Holly, Mill- 
ville, Cape May and Dorchester Pit, N. J., to Seneca Falls, N. 
Y., proposed to be found unreasonable to the extent they 
exceeded $2.40 a net ton from Mount Holly, $2.80 from Cape 
May, Millville and Dorchester Pit. Reparation proposed. 


COTTONSEED REPARATION 


Awards of reparation totaling between $40,000 and $50,000 
are proposed by Examiner Frank C. Weems in No. 22752, Sub. 
No. 1, Swift & Co. vs. A. T. & S. F. et al., on account of un- 
reasonable rates on cottonseed oil, its products and related 
articles, between many points in the country, as determined in 
reports in Armour & Co. vs. A. T. & S. F., 201 I. C. C. 398, 
206 I. C. C. 325 and 206 I. C. C. 483. The case on further hear- 
ing for the determination of the amounts due complainants in 
this and the cases joined with it. The cases joined with it are: 


No. 27142, John Morrell & Co. vs. Alton et al.; No. 16300, Arm- 
strong Packing Co. vs. Abilene & Southern et al.; No. 16300 (Sub- 
Nos. 1, 2, 3, 4 and 5), Armstrong Packing Co. et al. vs. Same; No. 
18405, Interstate Cotton Oil Refining Co. vs. Chicago, Burlington & 
Quincy et al.; No. 20108 (Sub-No. 1), Swift & Co. vs. St. Louis-San 
Francisco et al.; No. 21010, Swift & Co. vs. Abilene & Southern et 
al.; No. 21508, Same vs. Same; No. 22752, Armour & Co. et al. vs. 
Atchison, Topeka & Santa Fe et al. (only in so far as intervener, 
Swift & Co., is concerned); No. 22752 (Sub-No. 2), Cudahy Packing 
Co. vs. Atchison, Topeka & Santa Fe et al.; No. 22752 (Sub-No. 3), 
Union Rendering Co. vs. Atchison, Topeka & Santa Fe et al.; No. 
22752 (Sub-No. 4), Marcus-Ruth-Jerome Co. vs. Atchison, Topeka & 
Santa Fe et al.; No. 22867, John Morrell & Co. et al. vs. Atchison, 
Topeka & Santa Fe et al.; No. 23463 (Sub-No. 1), American Agricul- 
tural Chemical Co. et al. vs. Atchison, Topeka & Santa Fe et al. 
(only in so far as intervener, Swift & Co., is concerned); and No. 
24615 (Sub-No. 1), Cudahy Packing Co. vs. Atchison, Topeka & Santa 
Fe et al.; on further hearing as to reparation only. No. 16300 and 
Sub-Nos. 1, 2, 3, 4 and 5 are confined to reparation only on ship- 
ments made after January 30, 1928, by Armstrong Packing Co., suc- 
cessor corporation, and by Swift & Co., intervener in No. 16300 and 
Sub-Nos. 1, 2, 3, 4 and 5. 


TRUCKER ADVERTISEMENT 


Misleading advertisements, in the opinion of Examiner 
Richard Yardley, expressed in MC 12017, Zaban Storage Co., 
Inc., broker application, show that an applicant for a broker’s 
license under the motor carrier act is not a fit and proper 
person to be given such a license. He has recommended that 
the Commission find applicant not fit to act as a broker. An 
additional count against Zaban is that he disregarded a letter 
from a supervisor of the Bureau of Motor Carriers. The ex- 
aminer has recommended denial of a license. 

The application was for a license to act as a broker in 
arranging for the transportation of household effects and used 
office furniture from Atlanta, Ga., to various points through- 
out the United States. The examiner found the proposed 
license not consistent with the public interest. The report 
was served January 17. 

Applicant, according to the report, operates a_ storage 
warehouse in Atlanta, and began operating as a broker in 
1932. It owns, according to the report, 11 units of equipment 
which are used for local moving in Atlanta and to and from 
points in Georgia. Applicant, at one time, Yardley said, trans- 
ported household goods to and from adjacent states but had 
discontinued that operation. Its brokerage business, he said, 
was incidental but important to its storage business. The 
applicant’s president, Yardley said, had made an arrangement 
with Burnham Van Service, a common carrier transporting 
household goods, whereby he gave that company 80 per cent 
of the business his company obtained. 
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In response to a question whether applicant advertised as 
a broker, applicant’s president made the following statement, 
said the examiner: 


‘“‘We have not been doing it. We haven’t really been advertising 
very much at all. I didn’t want to have anything in my ads that would 
affect my getting a permit.”’ 

On October 11, 1937, the following advertisement, in part, appeared 
in The Atlanta Georgian: 

“Perfect safety of moving is a specialty with the Zaban Company. 
More than 10 padded vans are available, either for long-distance or 
local moves, and a crew of trained men handle all jobs under the 
careful supervision of experts. 

“The concern is registered with the Interstate Commerce Com- 
mission for moving purposes and has agency connections in al! principle 
cities throughout the entire country. . .. For free estimates on all 
jobs, call Walnut 2701.’’ 


In disposing of the case the examiner said: 


On December 27, 1937, practically the same advertisement appeared 
in the same paper. 

From the reading of the foregoing one would be led to believe that 
applicant is in the long distance moving business by its own trucks; 
that it is registered with the Commission to do this business; and that 
applicant has agencies in all principal cities. The advertisement is 
misleading. Applicant did file an application for a certificate as a 
common carrier of household goods but at the hearing on its broker 
application and in several letters, its president has stated that this 
operation has been discontinued. It does not have any agents, and 
it does not have 10 padded vans of its own or under lease for long 
distance hauling. 

Furthermore, by letter dated June 12, 1937, applicant’s president 
was advised by Robert N. Springfield, supervisor, that the Zaban 
broker operations were unlawful and that it should cease acting in 
the capacity of a broker pending the decision of the Commission on 
the broker application. Applicant may not have considered this letter 
as an official notification; nevertheless, it was such official advice as 
to place applicant on notice that its broker operations were unlawful. 
These misleading advertisements, together with the disregard of the 
letter of June 12, 1937, show that applicant is not a fit and proper 
person to be granted a broker’s license. 


AREA AUTHORITY OPERATION 


_ A proposal that the Commission grant authority to carry 
liquid petroleum products in a described area in Washington, 
Idaho, and Oregon rather than authority to operate point-to- 
point over specified routes has been made by joint board No. 
81, composed of J. W. Cornell of Idaho, A. F. Harvey of Oregon 
and W. D. Lane of Washington in MC 36871, Asbury Trans- 
portation Co., Inc., of Oregon, common carrier application, and 
a sub-number, Same, extension of operations. The report was 
served January 14. Under the rule of the Commission, on 
account of the matter pertaining to the far west, exceptions 
if any, may be filed within 25 days instead of the 20 days 
ordered in most cases. The board, in the head notes to its 
report summarized its proposed findings as follows: 


Applicant found entitled to continue operations as a common car- 
rier of property, by motor vehicle, in interstate or foreign commerce 
in the transportation of liquid petroleum products, in irregular route 
radial service, Class C-4, between Portland, Willbridge, and Linnton 
Oreg., as radial points, on the one hand, and points and places in the 
counties of Ada, Adams, Canyon, Gem, Owyhee, Payette, Valley and 
Washington, in the State of Idaho, in Malheur County, Oreg., and in 
the counties of Benton, Clark, Columbia, Cowlitz, Franklin, Garfield, 
Klickitat, Lewis, Skamania, Walla Walla, and Whitman, in the State 
of Washington, on the other hand; and, in irregular route nonradial 
service, Class D-4, in emergency movements between all points and 
places within the above described area. Certificate ordered issued. 

Public convenience and necessity found to require extension of op- 
eration by applicant as a common carrier of property, by motor vehicle, 
in interstate or foreign commerce, in the transportation of liquid pe- 
troleum products, in irregular route radial service, Class C-4, between 
The Dalles, Oreg., as a radial point, on the one hand, and all points 
and places in the counties of the States of Idaho, Oregon, and Wash- 
ington, on the other hand, as to which applicant is authorized to render 
service under the ‘‘grandfather’’ clause provisions of the act; and be- 
tween said radial point, on the one hand, and all points and places in 
the counties of Boise, Elmore, Gooding, Jerome, Lincoln, Nez Perce, 
and Twin Falls, in the State of Idaho, all points and places in the 
State of Oregon east of the summit of the Cascade Mountains, and all 
points and places in Asotin county, Wash., on the other hand; and in 
irregular route, nonradial service, Class D-4, in emergency movements 
between all points and places within the above described area. Certifi- 
cate granted. 





The applicant, having its principal place of business at Los 
Angeles, Calif., by one application asked authority to operate 
as a carrier of general commodities between points and places 
in Oregon, Washington and Idaho. By a later application it 
sought authority to transport liquid petroleum products between 
The Dalles, Ore., and Attalia, Wash., on the one hand, and 
points and places in the three states mentioned, on the other. 

At the hearings in both cases interventions were filed by 
Arrow Transportation Co. of Delaware, Pacific Inland Trans- 
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port Co., both, according to the report, competing motor car- 
riers in carrying liquid petroleum products, and Inland Naviga- 
tion Co., a carrier by water. Railroads serving the territory filed 
protests. The public Utilities Commissioner of Oregon, also 
intervened. No evidence was introduced by the interveners 
but the Arrow company filed a brief. 

Before considering proof offered as to operations before 
and after the grandfather date, the board said it was necessary 
to consider a fundamental question of whether the applicant 
should be authorized to provide service over designated high- 
ways or within designated territory. The applications, the 
report said, covered both types of service. 

The problem of determining as to what character of cer- 
tificate should be granted, the board said, was due in some 
measure to the varying types of certificates heretofore issued. 
In part, the board said: 


Applicant cites in support of its territorial theory, the ‘‘grandfather’’ 
clause certificate issued July 29, 1937, by the Commission, division 5, MC- 
2789, West Coast Transport Co., pursuant to the recommendation of 
one of our district supervisors after informal conference with that car- 
rier. On the other hand, one of our supervisors has recommended a 
point-to-point certificate and the Commission has issued such a cer- 
tificate in MC-2862, Arrow Transportation Co. of Delaware. In the 
ease of the latter, that carrier asked for further consideration, like- 
wise citing the West Coast Transport Co.'s certificate, and our super- 
visor has since recommended a territorial certificate. At the time of the 
hearing in this case, the Arrow Transportation Co. of Delaware cer- 
tificate was the only one outstanding, and it is only frank for us to 
say that the joint board, as well as all protestants and the examiner 
who assisted in the case, were all proceeding upon the assumption that 
it was the Commission’s policy to issue only point-to-point certificates. 

However, in the brief filed in connection with this case, and with 
related cases, cogent reasons have been presented for authorizing ter- 
ritorial certificates in cases of this nature. These applicants serve the 
oil companies in the transportation of liquid petroleum products from 
the port terminals to various sub-stations throughout the Pacific 
northwest. New sub-stations are continuously being erected. Fre- 
quently these sub-stations are not on any designated highway but are 
in remote sections that are available to farming, logging, and isolated 
communities. The demand for transportation is highly seasonal, de- 
pending upon travel conditions, highways conditions, logging opera- 
tions, farming, grazing, river conditions, general business conditions, 
and other variable factors. In this respect we are persuaded that it is 
very different from the usual transportation of general commodities by 
carriers engaged in regular route operations, and the certificate here- 
inafter granted will authorize operations over irregular routes. 


MOTOR PROPOSED REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
20 days from date of service of reports (unless otherwise stated), be- 
come effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission.) 


MC 19198, Interurban Transportation Co., Inc., common 
carrier application. By joint board No. 218. Served January 
18. Passengers, their baggage, express, and newspapers in 
Arkansas, Louisiana and Mississippi. Certificate granted. Ap- 
plicant, as successor in interest to Southwestern Greyhound 
Lines, Inc., and Dean Bus Line, found entitled to continue 
operations as a common carrier of passengers, their baggage, 
express, and newspapers between Little Rock and Hamburg, 
Ark. Certificate granted. Passengers, their baggage, express 
and newspapers between Hamburg, Ark., and Monroe, La. Cer- 
tificate granted. Applicant authorized to transport mail in the 
same vehicle with passengers, and to conduct charter opera- 
tions from territories served by its routes to any place within 
the United States. Application denied in all other respects. 

MC 32523, Sub. No. 1, Herman Uecker, contract carrier 
application. By joint board No. 185. Served January 18. 
Denied for want of prosecution. 

MC 50102, Howard K. Brundage, common carrier applica- 
tion. On further hearing. By joint board No. 49. Served 
January 18. Public convenience and necessity found to require 
continuance of operation by applicant as successor in interest 
to James S. Bogart, as a common carrier of general com- 
modities, except live stock, between Lewiston and Headquarters, 
Ida. Certificate granted. Exceptions, if any, must be filed 
within 25 days from date of service in this case. 

MC 53982, Diver & Shedron, common carrier application. 
By Examiner M. T. Corcoran. Served January 18. On further 
hearing, findings in former report granting applicants certifi- 
cate under “grandfather” clause of section 206(a) of the 
motor carrier act, authorizing continuance of operation as a 
common carrier of petroleum products, in packages, from 
Casper, Wyo., to certain points in Colorado and of merchandise 
and packaged freight from Denver, Colo., to certain points in 
Wyoming, modified with respect to service from Denver to 
Cheyenne, Wyo. 

MC 86068, Ralph French, common carrier application. By 
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Examiner M. B. Driscoll. 
want ot prosecution. 

MC 86248, Sub. No. 1, Kayser Transport Co., extension 
of operations. By joint board No. 43. Served January 18. 
Liquid petroleum products, in tank-truck loads, from refining 
points in Kansas to Denver, Colo. Permit granted. 

MC 86267, S. S. Eland and O. E. Stewart, common carrier 
application. By joint board No. 80. Served January 18. Gen- 
eral commodities between Seattle and Spokane, Wash. Certifi- 
cate denied. Exceptions, if any, must be filed within 25 days 
from date of service in this case. 

MC 88299, W. C. McQuade, contract carrier application. 
By Examiner A. F. Borroughs. Served January 18. Sheet 
and fabricated steel from Apollo, Pa., to points in western 
New York. Permit granted. 

MC 2862, Sub. No. 1, Arrow Transportation Co. of Dela- 
ware, extension of operations (regular routes). MC 2862, Sub. 
No. 2, Arrow Transportation Co. of Delaware, extension of 
operations (irregular routes). By joint board No. 81. Served 
January 14. Liquid petroleum products, in irregular route 
radial service, Class C-4, between The Dalles, Ore., and Attalia, 
Wash., as radial points, on the one hand, and all points and 
places in Oregon and Washington east of the summit of the 
Cascade Mountains, and in the counties of Ada, Adams, Bene- 
wah, Boise, Bonner, Boundary, Canyon, Clearwater, Elmore, 
Gem, Gooding, Idaho, Jerome, Kootenai, Latah, Lewis, Lin- 
coln, Nez Perce, Owyhee, Payette, Shoshone, Twin Falls, Valley 
and Washington, in Idaho, on the other hand, and in irregular 
route, nonradial service, Class D-4, in emergency movements 
between all points and places within the above described area. 
Certificate granted. Exceptions, if any, must be filed within 
25 days from date of service in this case. 

MC 2789, Sub. No. 1, West Coast Transport Co., extension 
of operations. By joint board No. 81. Served January 14. 
Liquid petroleum products in bulk, between The Dalles, Ore., 
on the one hand, and, on the other, Lewiston, Ida., and points 
and places in Idaho within 5 miles of Lewiston, and points 
and places in Washington and Oregon. Certificate granted. 
Exceptions, if any, must be filed within 25 days from date of 
service in this case. 

MC 5047, Garden City Transportation Co., Inc., contract 
carrier application. By Examiner W. T. Croft. Served Jan- 
uary 14. Canned and dried fruits and vegetables, canned ani- 
mal food, beer and empty fibre cases and labels, between cer- 
tain points in California. Permit granted. Exceptions, if 
any, must be filed within 25 days from date of service in this 
case. 

MC 6314, Sub. No. 1, Bertie Towers, contract carrier appli- 
cation. By Examiner M. T. Corcoran. Served January 14. 
Dismissed at request of applicant. 

MC 16081, Sub. No. 1, Owners’ Trucking Co., Inc., contract 
carrier application. By Examiner T. B. Johnston. Served 
January 14. Liquid petroleum products, in tank-trucks, from 
points in New York and Pennsylvania to points in New York, 
Pennsylvania, Massachusetts and Vermont. Permit granted. 

MC 26529, Port Columbus Cab Co., contract carrier appli- 
cation. MC 86455, Port Columbus Cab Co., contract carrier 
application. By joint board No. 117. Served January 14. 
General commodities between Columbus and Port Columbus, 
O. Permit denied. 


MC 29909, Sub. No. 2. Richard L. Richards, extension 
of operations. By joint board No. 70. Served January 14. 
General commodities, in truckloads, between points in New 
York and Maine. Certificate denied. 

MC 38801, Ellington Brothers, Ltd., common carrier appli- 
cation. By joint board No. 47. Served January 14. Liquid 
petroleum and petroleum products, in bulk, from points in the 
so-called Los Angeles Basin in California, to Los Angeles har- 
bor points and to certain points and places in Arizona. Cer- 
tificate granted. Exceptions, if any, must be filed within 25 
days from date of service in this case. 

MC 50077, Louis Amendt, common carrier application. By 
Examiner A. J. Sullivan. Served January 14. Denied for want 
of prosecution. 

MC 50273, Andrew Hanson, contract carrier application. 
By joint board No. 182. Served January 14. Application for 
permit to operate as contract carrier of general commodities 
between points in Shelby County and adjoining counties in 
Iowa and Omaha, Neb., and points in Minnesota, denied on 
finding that operation proposed is that of a common carrier 
and that such operation is not shown to be required by present 
or future public convenience and necessity. 

MC 50574, Peake Oil Co., contract carrier application. By 
joint board No. 19. Served January 14. Refined petroleum 
products from certain Kansas origins to destinations in Ne- 
braska. Permit granted. 

MC 52139, John C. Schiller, common carrier application. 


Served January 18. Denied for 


nt 
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January 22, 1938 


By Examiner William A. Maidens. Served January 14. Gen- 
eral commodities, new automobiles and trucks between points 
in Illinois, Indiana, Kentucky, Michigan, Ohio, New York and 
Pennsylvania. Certificate denied. The examiner said it would 
appear that applicant was primarily a leased subsidiary of 
motor carriers for whom he operated, as his identity was so 
merged with those of his principals that it could not be said 
that he was a motor carrier of any kind in his own right. 

MC 58970, Lehigh Valley Motor Express Corporation, com- 
mon carrier application. By joint board No. 67. Served 
January 14. General commodities, with certain exceptions, 
between points in Pennsylvania, New York and New Jersey. 
Certificate granted. 

MC 86666, Larry’s Vermont Express, contract carrier ap- 
plication. By Examiner P. R. Naefe. Served January 14. 
Denied for want of prosecution. 

MC 86741, Firman George, contract carrier application. 
By Examiner Herbert P. Haley. Served January 14. Denied 
for want of prosecution. 

MC 70133, Marine Trucking Co., Inc., contract carrier ap- 
plication. By Examiner J. L. Bradford. Served January 15. 
Applicant’s operation found to be that of a common carrier. 
Automobiles, trucks and parts from Louisville, Ky., to points 
located east of the Tennessee River in Kentucky and Tennes- 
see. Certificate granted. Automobiles, trucks and parts from 
Louisville to Ohio River points in Indiana. Certificate granted. 
Application denied in all other respects. 


MC F-173, A. W. Gordon, control, L. & T. Fast Freight 
Lines, Inc. By Examiner Robert R. Hendon. Served January 
19. Application for acquisition by A. W. Gordan of control of 
L. & T. Fast Freight Lines, Inc., by purchase of capital stock, 
dismissed. 

MC 3362, Lubbock-El Paso Motor Freight, Inc., common 
carrier application. MC 30819, Lubbock-El Paso Motor Freight, 
Inc., common carrier application. By joint board No. 77. 
Served January 19. Applicant, as successor to C. M. Lang and 
C. R. Givens, doing business as Lubbock-El Paso Motor Freight, 
found entitled to continue operation as a common carrier of 
dressed poultry, butter and eggs from Lubbock, Tex., to La 
Tuna (Texas-New Mexico state line), and fresh fruit and 
vegetables, cosmetics, toilet preparations and beauty supplies 
from La Tuna (Texas-New Mexico state line) to Lubbock, Tex., 
serving no intermediate points, and general commodities be- 
tween Lubbock and El Paso, Tex., including the intermediate 
points of Odessa, Monahans, Wickett Pyote and Pecos. Cer- 
tificate granted. Applications in all other respects denied. 
Exceptions, if any, must be filed within 25 days from date of 
service in this case. 

MC 6554, Dixie Freight Lines, Inc., common carrier appli- 
cation. MC 4378, Lewis Transfer Co., common carrier applica- 
tion. By joint board No. 157. Served January 19. General 
commodities, with certain exceptions, between Atlanta, Ga., 
and Birmingham, Ala., over regular routes, and to certain off- 
route points in Alabama. Applicant, as successor in interest 
to Lewis Transfer Co., found entitled to continue operation as 
a common carrier of general commodities, with certain excep- 
tions, between Columbus, Ga., and certain points in Alabama. 
General commodities, with certain exceptions, over a regular 
route, between Montgomery, Ala., and Atlanta, Ga. Certificate 
granted. Application in all other respects denied. 


MC 29909, Sub. No. 3, Richard L. Richards, extension of 
operations. By joint board No. 232. Served January 19. 
Denied for want of prosecution. 

MC 49286, Denver-Taos Motor Transport, common carrier 
application. MC 49286, Sub. No. 1, Denver-Taos Motor Trans- 
port, extension of operations. By joint board No. 125. Served 
January 19. Applicant, as successor in interest to J. W. 
Barker, found entitled to continue operation as a common car- 
rier of general commodities between Denver, Colo., and Taos, 
N. M., and intermediate points. General commodities between 
Jarosa, Colo., and Taos, N. M. Certificate authorizing such 
operations granted. Exceptions, if any, must be filed within 
25 days from date of service in this case. 

MC 50941, Fred M. House, common carrier application. 
By Examiner A. J. Sullivan. Served January 19. General com- 
modities between Biglerville, Pa., and specified points in 
Massachusetts, Connecticut, New York, New Jersey, Delaware, 
Maryland, Virginia, West Virginia, Ohio, Georgia and Florida. 
Certificate denied. 

MC 86661, Greely Truck Line, common carrier applica- 
tion. By joint board No. 50. Served January 19. Live stock 
and hay from Jackson County ranches to Denver, Colo., and 
ranch equipment and supplies used household furniture from 
Denver to Jackson County ranches, over specified routes via 
Laramie, Wyo., during the time intrastate routes between such 
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ranches and Denver are closed. Certificate granted and appli- 
cation in all other respects denied. 


ERIE RAILROAD REORGANIZATION 


The Erie Railroad filed a petition for reorganization under 
section 77 of the bankruptcy law in the federal court at Cleve- 
land, O., January 18. Federal Judge Samuel H. West signed 
an order permitting the present management of the railroad 
to continue operation in the course of reorganization. He 
ordered the books of the railroad closed as of January 18 and 
a new set opened dated the following day, and set February 
14 as the date of a hearing to consider the appointment of 
trustees. 

The Erie Railroad Co., in Finance No. 11915, has filed a 
petition with the Commission asking approval of its petition, 
as being properly filed, for reorganization under Section 77. 

According to the petition the debtor had _ substantial 
amounts of principal maturities, interest payments, leased 
line rental and equipment trust payments which became due 
or will be coming due in the period January 1, 1938, up to and 
including March 1, 1938, those already due being unpaid. The 
obligations listed in the petition totaled $10,071,062. They con- 
sist of maturities of mortgage debt and notes (including $4,616,- 
000 principal amount, New York and Erie Railroad third 
mortgage bonds), $5,894,874; interest on debt, $2,011,239; 
leased-line rentals and equipment trust rentals, including pay- 
ments on principal and on warrants or coupons, $2,164,949. 
The petition says the debtor is without sufficient funds to pay 
the obligations as they mature. It adds that on information 
and belief that it has no means of borrowing or otherwise 
securing such funds; that it is unable to meet its debts as 
they mature and desires to effect a plan of reorganization pur- 
suant to section 77 of the national bankruptcy act. The peti- 
tion is signed by C. E. Denney, president of the company, and 
H. A. Taylor, its attorney. 


UNCONTESTED FINANCE CASES 

Report and certificate in F. D. No. 11853, Shelby County Railway 
Company abandonment, permitting abandonment, as to interstate 
and foreign commerce, by the Shelby County Railway Company, and 
its receiver, of the entire line of railroad of that company in Shelby 
County, Mo., approved. 

Report and certificate in F. D. No. 11854, Shelby Northwestern 
Railway Company abandonment, permitting abandonment, as to inter- 
state and foreign commerce, by the Shelby Northwestern Railway 
Company, and its receiver, of the entire line of raliroad of that com- 
pany in Shelby and Knox counties, Mo., approved. 

Report and certificate in F. D. No. 11868, Acme Tap Railroad 
Company et al. abandonment, permitting abandonment, as to inter- 
state and foreign commerce, by the Acme Tap Railroad Company of 
its entire line of railroad in Hardeman county, Tex., and abandon- 
ment of operation thereof by the Fort Worth & Denver City Railway 
Company, approved. . 

Report and order in F. D. No. 11894, Norfolk & Portsmouth Belt 
Line Railroad Company notes, granting authority to issue at par 
a promissory note or notes in the face amount of not exceeding $450,- 
000, the proceeds to be applied to the payment at maturity on February 
1, 1938, of $400,000 of the applicant’s first mortgage 5 per cent gold 
bonds and its note in the reduced principal amount of $50,000, approved. 


FINANCE APPLICATIONS 

Finance No. 11910. Reading Co. asks for approval of lease of 
property of Mount Carmel Railroad Co. for ten years beginning Octo- 
ber 1, 1937. The property has been operated under lease by applicant 
and its predecessor, “Philadelphia & Reading, for the last 30 years. 
The proposed lease, said applicant, would be in the public interest in 
that it would result in a continuation of this long established relation- 
ship. 

MC-F 490. Fox & Ginn, Inc., Bangor, Me., asks authority to pur- 
chase the rights of Norris E. Richardson, dba Boundary Express, 
Skowhegan, Me. 

MC-F 491. Consolidated Freight Lines, Inc., Portland, Ore., asks 
authority to issue $42,830.50 dividend scrip certificates for payment of 
dividends. 

Finance No. 11903. Syracuse, Binghamton & New York and the 
Delaware, Lackawanna & Western ask authority for the former to 
issue to the latter its promissory note for $1,462,576.26 and the latter 
to endorse that note and pledge it as collateral security for a loan of 
$1,000,000. The note to be issued by the Syracuse, Binghamton & New 
York is to cover advances made by the D. L. & W. to the Syracuse 
line chargeable to construction accounts. 

Finance No. 11904. Wisconsin Central and E. A. Whitman receiver 
and Minneapolis, St. Paul & Sault Ste. Marie ask authority to abandon 
6.78 miles of line from Owen to Curtiss, Wis. The part to be abandoned 
was once a part of the main line. It was made unnecessary by the 
construction of a cut-off. 

Finance No. 11905. Cleveland, Cincinnati, Chicago & St. Louls, 
called the Big Four; the Cincinnati Northern; Cincinnati, Sandusky & 
Cleveland; Cincinnati, Lafayette & Chicago; Columbus, Hope & Greens- 
burg; Evansville, Indianapolis & Terre Haute; Evansville, Mt. Carmel 
& Northern; Muncie Belt Railway and Varnon, Greensburg & Rush- 
ville ask authority to merge themselves into the Cleveland, Cincinnati, 
Chicago & St. Louis Railway Co. The Big Four now owns the securities 
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of the other lines which are to be merged into the parent company, 
which is to be the survivor. No change is proposed in the name or 
capitalization of the Big Four on account of the proposed merger, 
says the application, except that the Big Four proposes to issue out 
of its now authorized but unissued common capital stock not to exceed 
3,582.06215 shares of $100 par stock or necessary scrip, in exchange 
for shares of stock of the companies to be merged not owned by the 
Big Four which may be surrendered for exchange for Big Four stock 
in accordance with the terms of an agreement of merger. The Big 
Four proposes to acquire the railroads, properties and franchises 
of each of the applicant companies to be merged into it pursuant to 
the statutes of Ohio and Indiana under which they are incorporated. 
Under the terms of the proposed agreement of merger capital stock 
of the companies to be merged not owned by the Big Four, may be 
surrendered for exchange for the stock of the Big Four at any time 
after the effective date of the agreement and within 10 years thereafter. 
The proposed merger is to become effective when the agreement shall 
have been adopted by the stockholders of each company. The owned and 
leased lines of the Big Four, including the lines of all the companies 
to be merged except that of the Muncie Belt which is not leased are 
now operated by the New York Central as lessee under the provisions 
of a 99 year lease dated January 2, 1930. The New York Central, 
according to the application, has consented to and approved the pro- 
posed merger. The value of the properties to be merged as set forth 
in the application is about $300,000,000, the value being based on the 
valuations made by the Commission, except in the case of the Evans- 
ville, Indianapolis & Terre Haute. The cost of that property has been 
shown instead of the value, the Commission not having made a valua- 
tion. The final value, plus additions and betterments to October 31, 
1937, of the Big Four, is shown in the application as $272,789,130.95. 

Finance No. 11906. Cleveland, Cincinnati, Chicago & St. Louis 
Railway Co. asks authority to assume obligation and liability in re- 
spect of securities involved in the merger proposed in the preceding 
application and to issue not exceeding 3,582.06215 shares of its common 
capital stock with necessary scrip, incident to the proposed merger. 

MC-F 488. Ray Miller, dba Ray Miller Trucking Co., Terre Haute, 
Ind., asks authority to purchase the certificate of C. A. Garber, as- 
signee of Ralph Williams, dba Williams Express Line. 

MC-F 489. Forrest E. Miller, dba Eck Miller Transfer Co., Owens- 
boro, Ky., asks authority to purchase a certain portion of the cer- 
tificate of Pearce and Childress Truck Line, Henderson, Ky. 

Finance No. 11907. Toledo & Ohio Central Railway Co. asks aproval 
and authorization for the acquisition by it of the Bailey Run, Sugar 
Creek & Athens and the Middleport & Northeastern through purchase 
of their capital stock and the Toledo & Ohio Central; Kanawha & 
Michigan; Kanawha and West Virginia; Zanesville & Western; Bailey 
Run, Sugar Creek & Athens; and Middleport & Northeastern ask au- 
thority to merge themselves into the Toledo & Ohio Central. The par- 
ties are parts of the New York Central System. 

Finance No. 11908. Toledo & Ohio Central asks authority to as- 
sume obligation and liability in respect of securities of the Kanawha 
& Michigan and the Zanesville & Western incident to the proposed 
merger of those companies. 

Finance No. 11909. New York Central asks authority to assume 
obligation and liability in respect of bonds of the Kanawha & Mich- 
igan, totaling $2,469,000. 

Finance No. 2071. Supplemental. New York Central and Toledo 
& Ohio Central ask approval and authorization by the Commission 
of the making by the petitioners of a proposed supplemental lease 
supplementing and amending a lease dated January 1, 1922, made by 
the Toledo & Ohio Central ,as lessor, to the New York Central so as 
to include therein after-acquired properties, including certain properties 
proposed to be acquired by lessor through merger and to subordinated 
that lease to the Toledo & Ohio Central Railway Company’s refunding 
and improvement mortgage in respect of all bonds issuable under that 
mortgage; and the lease and operation of the properties by the New 
York Central as owned properties of the lessor under the terms and 
provisions of the lease as so supplemented and amended. 

Finance No. 5690. Supplemental. New York Central and Cleveland, 
Cincinnati, Chicago & St. Louis ask approval and authorization of the 
making of a proposed confirmatory supplemental lease evidencing the 
inelusion under the lease dated January 2, 1930, made by the C. C. C. 
& St. L. as lessor to the New York Central as lessee, as owned prop- 
erties of the lessor, of certain properties proposed to be acquired by 
the lessor through merger and the lease and operation of the properties 
by the New York Central as owned properties of the lessor under the 
terms and provisiens of the lease as amended and supplemented. 

Finance No. 7744. Supplemental. New York Central asks authority 
to assume obligation and liability in respect of additional shares of 
common capital stock of the C. C. C. & St. L. proposed to be issued 
by that company in carrying out a merger of the C. C. C. & St. L. 
subsidiaries, the number of shares to be issued not to exceed 3,582.06215. 

Finance No. 11801. Tennessee, Alabama & Georgia asks for an 
order modifying the order of the Commission, dated November 4, 1937, 
by changing the name of the $1,027,000 aggregate principal amount of 
bonds of the petitioner from ‘“‘first (collateral) lien twenty-year 4 per 
cent sinking fund bonds” to “first mortgage twenty-year 4 per cent 
sinking fund bonds.”’ 

Finance No. 11912. Southern Pacific Railroad Co. asks authority 
to issue and sell to Southern Pacific Co. $7,660,500 first refunding 
mortgage gold bonds. Southern Pacific Co. asks authority to guar- 
antee the payment of the principal of and interest on such bonds. 
and to pledge and repledge them. The bonds are to bear interest 
at the rate of 4 per cent, payable semi-annually and mature January 
1, 1955. The purposes and uses of the proposed issue and the pro- 
ceeds thereof are: To the extent of $3,533,000 to reimburse the South- 
ern Pacific Railroad Company’s treasury for money expended there- 
from in the payment on maturity of an equal amount of first mort- 
gage bonds due April 1, 1937, of the Southern Pacific Branch Railway 
Co. and to the extent of $4,127,500 to reimburse the railroad company’s 
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treasury for the moneys used in the payment of the like amount 
of the first consolidated mortgage gold bonds due November 1, 1937. 
of the Southern Pacific Railroad Company. 

MC-F 492. L. J. Russell, dba Russell Transportation Co., Douglas, 
Wyo., asks authority to purchase Calhoun Truck Lines, Cheyenne. 
Wyo. 

Finance No. 11914. Trustees of the St. Louis Southwestern and of 
the St. Louis-San Francisco jointly ask authority to abandon a con- 
necting track at Blazer, Mo., 1,106 feet long. 

MC-F 493. Universal Service, Inc., Milwaukee, Wis., asks au- 
thority to purchase a part of the properties of W. R. Arthur & Co., 
Inc. 

MC-F 494. W. R. Arthur & Co., Inc., Janesville, Wis., asks au- 


thority to acquire control of Universal Service, Inc., through ownership 
of stock. 


PETITIONS FOR REHEARING, ETC. 


Petitions for stay of order have been filed in the following proceed- 
ings: MC 4484, application of Moore-Flesher Hauling Co., Pittsburgh, 
Pa.; MC 13252, application of C. H. Stradling, dba Walter G. Wilson 
& Co., Philadelphia, Pa.; MC 21160, application of Morris Kravetz, dba 
Kravetz Motor Express, Chelsea, Mass. 

MC 61753, application of W. F. Moss, dba Moss Transfer Co., Char- 
lotte, N. C. Applicant asks setting aside and cancelling of permit as 
contract carrier issued October 25, effective December 24, and issuance 
of certificate as common carrier. 

MC 79754, application of Marvin F. Schlick, Charles City, Ia. R. O. 
Seaton, dba Seaton Truck Lines, Osage, Ia.. protestant, asks rehearing. 

No. 27647, Armour and Co. et al. vs. Alton et al. Complainants ask 
that order for filing of briefs be set aside and that case be reopened 
for further hearing. 

1. & S. No. 4122, automobiles to southern ports for export; and 
1. & S. No. 4252, automobiles to southern and Canadian ports. Auto- 
mobile Manufacturers Association asks reconsideration. 

1. & S. No. 4302, meats, north to southern border points; and 
No. 21665, North Carolina Corporation Commission vs. A. C. & Y. et al. 
Wilson & Co., Inc.; Armour and Co. and Swift and Co. ask that time 
for filing of exceptions be set aside and case be reopened for further 
hearing. 

MC 3389, application of Curtis & Croston, Inc., Boston, Mass. Ap- 
plicant asks stay of order and rehearing. 

MC-F 267, Red Arrow Freight Lines, Inc., purchase, Stephenville 
Motor Freight Line; Cleburne Motor Freight Line and Willie O. 
Brown. Applicant asks postponement of effective date of recommended 
order of joint board No. 77. 

MC 30423, application of Sam Gresham, dba Sam Gresham Truck- 
ing Co. Oklahoma-Louisiana Motor Freight Co., successor to original 
applicant above named, asks reopening and further hearing. 

1. and S. No. 4220, bags and bagging from New Orleans, La., to 
Oklahoma. Houston Port and Traffic Bureau asks reopening, reargu- 
ment and reconsideration by the entire Commission, on the present 
record. 

MC 51088 and MC 51089, Gregg Cartage and Storage Co., common 
carrier application. Anderson Motor Service Co., and other motor ecar- 
riers, protestants, ask further hearing. 

MC-F 4, application of Pennsylvania Truck Lines, Inc., to acquire 
Alko Express Lines. Applicant asks amendment of report and order 
issued March 24, 1937. 


MC 1371, application of Harry Docking, Bangor, Pa. Applicant 
asks rehearing. 


MC 70203, application of Interstate Dispatch, Inc., Chicago, Ill. 
Applicant asks rehearing and reconsideration. 

MC 29707, application of Corner’s Service, Inc., Blue Hill, Neb. 
Applicant asks further hearing. 

McC 40978, Chair City Motor Express Co., common carrier applica- 
tion. Applicant asks re-reference to joint board No. 13 for further 
hearing. 

MC 74600, application of Missouri Motor Distributing Corporation. 
Riss & Co., Inc., asks stay of order and reference to field supervisor 
for further consideration. 

MC 30259, application of Coastline Express, Inc., Lowell, Mass. 
Harry S. Kearney, for a large group of common carriers operating 
between points in Massachusetts and Maine, asks stay of order. 





PIPELINE VALUATIONS 


The Commission, by division 1, in valuation No. 1206, 
Sinclair Prairie Pipe Line Co. et al., including the valuation of 
the Sinclair Prairie Pipe Line Co. (of Texas), valuation No. 
1205, has found the final value for rate making purposes of the 
first mentioned company owned and used for common carrier 
purposes to be $47,000,000 as of December 31, 1934; of prop- 
erty owned but used for purposes other than those of a com- 
mon carrier, $65,500; of property owned but not used, 
$3,601,851; and of property used but not owned, $18,440. 

It has found the final value for rate-making purposes of 
the property of the Texas company to be $15,500,000 as of 
December 31, 1934; of property owned but used for purposes 
other than those of a common carrier, $110,000; of property 
owned but not used, $746,900; and of property used but not 
owned, $7,410. 

The company has lines in Texas, Oklahoma, Kansas, Mis- 
souri, Iowa, Illinois and Indiana. The total owned and used 
of line miles is 1,576.29 miles; loops and parallel lines, 3,684.46 
and gathering lines, 4,410.46. 
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INCREASED FREIGHT RATES 
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Ex Parte 123, the fifteen per cent freight rate case of 1937, 
will be taken under consideration by the Commission, for final 
disposition, February 9. Arrangements to that effect were 
announced the day hearings were resumed therein in Washing- 
ton, January 17, before Commissioners Aitchison, Porter, and 
Caskie and the cooperators representing the state commissions. 

The final argument will be begun January 31 and briefs will 
be accepted to February 9, the day on which, in the language 
of the Commission, the matter will be submitted. A notice to 
all concerned, signed by Secretary Bartel, was distributed at 
the hearing. At the same time it was announced that the last 
hearing on the passenger fare phase of the matter would be 
held by Commissioner Porter January 20. The notice issued 
by Secretary Bartel follows: 


The above-entitled proceeding is assigned for oral argument at 
10 o'clock a. m., standard time, Monday, January 31, 1938, at the offices 
of the Commission, Washington, D. C. 


Requests for allotments of time should be made in writing as 


soon as possible and must reach the Commission not later than Janu- 
ary 27. 


Written briefs may be filed on or before February 9, 1938, and 
the proceeding will be submitted for decision as of that date. Reply 
or answering briefs will not be received. 

In view of the short time permitted for the filing of briefs, the 
Commission will waive its rules of practice requiring that briefs con- 
taining more than 40 pages be printed and that briefs contain an 
abstract of the evidence relied upon. The briefs may therefore be 
in the nature of written arguments and memoranda of authorities. 
The Commtssion urges parties whose interests are common to cooperate 
in presenting their contentions in a single argument, and by a single 
brief, wherever that is possible. The evidence is being currently ab- 
stracted by the Commission, and a copy of this abstract is supplied 
to each member of the Commission. ’ 

If the applicants file briefs, they shall serve copies on all pro- 
testants. Counsel for protestants who file briefs should send 20 copies 
to this Commission and 25 copies to R. V. Fletcher, Transportation 
Building, Washington, D. C., of counsel for the applicants. Counsel 
for protestants who desire copies of briefs filed on behalf of any other 
protestants should make a request directly on counsel for the latter, 
as soon as possible, and counsel who receive such requests in good 
time will be expected to supply copies to those who so apply. 


Pennsylvania and Coal Rates 


What is sometimes referred to as window-dressing testi- 
mony—that is, testimony by public officials or railroad execu- 
tives who do not know the technicalities of rate-making—was 
submitted at the initial session of the resumed hearing by 
Governor Earle, Lieutenant Governor Kennedy, and Representa- 
tive Bowland, of Pennsylvania, the last mentioned being the 
Democratic whip of the national House of Representatives. A 
foundation for what the governor said was laid in the form of 
exhibits submitted by P. E. Fickenscher, the chief rate man of 
the Pennsylvania commission. When he had submitted his ex- 
hibits he stepped aside to make room for the governor. The 
governor opposed any increase on either anthracite or bitumi- 
nous coal. 

“Exploitation of Pennsylvania by privately owned utility 
companies must be halted,” said the governor in his conclu- 
sion. “Railroads are public utilities. I have shown how by 
extortionate and discriminatory freight charges they have 
dislocated Pennsylvania’s two essential industries, and, by 
so doing, have wrecked whole communities and hundreds of 
thousands of homes. In the name of Pennsylvania therefore, 
I ask that the proposed freight increase of 25 cents a ton on 
anthracite be disallowed and that any increase whatever on 
Pennsylvania bituminous be refused.” 

The governor said that in his judgment it was not wise for 
the Commission te authorize a blanket increase of fifteen 
per cent. 

“Some railroads do not need any aid,” said the governor, 
“This Commission will be placed in the position of adding 
millions of dollars to the revenue of already profitable roads 
if the petition of the railroads shall be granted. The increase 
also will go to roads that are so sick that they are virtually 
dying. Truck and bus competition and shifting populations 
have caused their sickness and approaching death. The history 
of the railroads has shown that there will be no effective action 
by these corporatoins toward a weeding out of those roads 
unfit for any reason to receive the increase. Your Commission 
must take that responsibility. It is unprofitable at this time 
to speculate upon what good might have been accomplished by 
consolidations, by poolings and by other devices suggested 
from time to time to solve the »roblems of the railroads. It is 
profitable, however, to note the mistakes and the wrongs of 
the past and to apply the lessons learned by trial and error.” 

Commissioner Aitchison wanted to know about the words 
“weeding out,’”’ used by the governor. He said he was a farm 
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boy and that, when the words were used on a farm, it meant 
pulling up and throwing aside that which was pulled up. The 
governor said that what he really meant was a separation of 
the sheep from the goats rather than “weeding out” in the 
sense of taking up and throwing aside. 

“The commonwealth ‘I now use the term in its restricted 
sense) of Pennsylvania,” said the governor, “has been partly 
dissipated and partly destroyed by grossly discriminatory and 
ruinously excessive freight rates already imposed upon these 
two distinctively Pennsylvania industries” (bituminous and 
anthracite mining). 

“It is my purpose to lay before you as briefly and dis- 
passionately as I may, what I firmly believe to be compelling 
reasons why you should not add to Pennsylvania’s already 
crushing load the burdens demanded by the railroads in the 
action scneduled here as Ex Parte 123. I shall make no 
recriminations in what I have to say. I shall raise no issue 
against any other part of the Union nor antagonize unneces- 
sarily any of our sister states.” 

Then Governor Earle reviewed the struggle between 
Pennsylvania, on the one hand, and the southern coal fields 
in the lake cargo and so-called tidewater coal cases. He pointed 
out the decreasing shares of Pennsylvania in the two trades, 
claiming the shrink in the tonnage was due in part to Penn- 
sylvania’s being denied the advantage of her proximity to the 
markets. He claimed that Pennsylvania was the victim of dis- 
crimination. The governor said that it was a matter for pass- 
ing comment that the gentlemen responsible for the discrimina- 
tion against Pennsylvania in the matter of tidewater coal were 
prominent Pennsylvanians. He said that at the present time 
the effect of this discrimination ranged from 15 cents a ton in 
New York harbor to $1.25 a ton at point in New England. 
Pennsylvania, he said, had been assured from time to time that 
the northern carriers which were largely responsible for this 
discrimination “would abolish the outrageous tariff.” 

“We in Pennsylvania, however,” said he, “are still wait- 
ing for the redemption of that promise.” 

The governor made use of figures that had been submitted 
by Pennsylvania complainants against tidewater rates and said 
that in the years of decline in Pennsylvania’s production, that 
of West Virginia steadily increased. 

“For the first time in history,” said the governor, “the 
production of West Virginian exceeded that of Pennsylvania in 
1927 and during the decade beginning with that year, West 
Virginia’s production fell below that of Pennsylvania in only 
two years, namely, 1929 and 1930, and only to the extent of 3 
million tons and one million tons, respectively.” 


The direct effect on the economic and social status of the 
mining areas due to the loss of production, the governor said, 
was fully presented to the Commission in No. 26967, Penn- 


sylvania Coal & Coke Corporation vs. Pennsylvania et al., 222 
1 C Cosme. 


Governor Earle examined what he called the “amazing 
and devastated condition into which the anthracite field, the 
field containing the world’s best fuel, has been sunk.” He 
pointed out that from a peak production of 99,600,000 net tons 
in 1917 the output of the anthracite mines had declined in the 
depression year, 1933, to 49,500,000 tons. He said Pennsylvania 
was satisfied that the level of the freight rates was in no small 
measure responsible for this loss. 

Statistics showing that a larger percentage of the popula- 
tion of Pennsylvania in the anthracite district was subject to 
relief and other special aids than the rest of the state were 
submitted by the governor. He said that in the efforts to 
rehabilitate the anthracite industry the cost had been cut in all 
directions and said that it was a most inopportune time to 
place any additional freight rate burdens on either anthracite 
or Pennsylvania bituminous. He said it was not however on 
past and present discriminations that Pennsylvania rested its 
case. He said that with the proposed new rates added to the 
artificially high price of Pennsylvania coals, Pennsylvania would 
be absolutely out of the sales picture. 

“As I see the case of the railroads in relation to freight 
rates upon coal,” said the governor, “they ask to be permitted to 
acquire profits at the expense and to the great detriment of 
the anthracite and bituminous industries. That, may it please 
the Commission, amounts to industrial cannibalism . . . I pro- 
test against the further bludgeoning of industries employing 
many thousands of its (Pennsylvania’s) workers.” 

J. V. Norman, who told the governor that he represented 
West Virginia coal interests, asked the governor how he got a 
certain rate figure. Counsel Beamish, for the Pennsylvania 
commission, objected that that was a technical question the 
answer to which the governor could give by the technical man 
who had been presented as a witness. 

“Technical or not,” said Commissioner Aitchison, “the 
governor made it and Mr. Norman is entitled to ask a question.” 

The governor did not know the answer but admitted the 
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figure about which Mr. Norman was asking might be wrong. 
Mr. Norman suggested that, if the governor’s figures were 
wrong his conclusions were wrong. Mr. Norman wanted to 
know whether the governor admitted Pennsylvania had an 
advantage in rates in the sense that Pennsylvania rates were 
lower in dollars and cents than those from West Virginia. 
Commissioner Aitchison said that the governor did not have 
to answer that question. Mr. Norman also brought up ques- 
tions about wages and safety regulations in Pennsylvania as 
elements of expense greater in Pennsylvania than in the south- 
ern mines. The governor said he had said that wages and safety 
measures had made costs higher. The governor also referred 
to the interest, as he said, in southern railroads by northern 
lines as a factor in the situation. Mr. Norman said that the 
southern operators also complained of that situation. 

Testimony by the lieutenant governor was of much the 
same character, as was also that of William Lynett, assistant 
publisher of the Scranton Times, who had served on an anthra- 
cite commission appointed by Governor Earle. 

Testimony intended to show the local sentiment in support 
of the position taken by Governor Earle was given by Repre- 
sentatives Gildea and Flannery. They presented resolutions 
adopted in business and civic bodies and added observations 
about the seriousness of the situation in the anthracite indus- 
try from their own experience. Mr. Fickenscher completed 
his rate testimony. 

Testimony of Shippers 


While the Pennsylvanians were being heard in the main 
hearing room Examiner Hosmer took the testimony of wit- 
nesses of shippers who were ready and who desired to get 
away without waiting for the completion of testimony by the 
Pennsylvanians. Among those who appeared were George B. 
Cromwell, for the Certain-Teed Products Corporation, New 
York; R. F. Mackrell, traffic manager of the National Gypsum 
Co., Buffalo, N. Y., who was also delegated to speak for the 
American Gypsum Co., Port Clinton, O., Grand Rapids, Mich.., 
Plaster Co., Best Brothers Keenes Cement, Chicago, Texas 
Cement Plaster Co., Oklahoma City, Okla., and Oakfield Gyp- 
sum Products Co., Utica Co.; George E. Riley, traffic manager, 
United States Gypsum Co.; Edward J. Gresslin, Wilmington, 
Del., Ethyl Gasoline Corporation; A. E. Enoch for slate in- 
terests, in particular Vermont-New York Slate Manufacturers’ 
Association; Pennsylvania Slate Manufacturers’ Association; 
and Buckingham, Va., Slate Corporation; George W. Collier, 
Providence, R. I., fruits and vegetables; Frank E. Monnin, 
vice-president, National Retail Coal Merchants’ Association and 
chairman of its transportation committee; T. J. Ryan, secre- 
tary of the Southern Furniture Manufacturers’ Association, 
High Point, N. C. 

A large percentage of the testimony given at the Hosmer 
hearing was in opposition, qualified in some instances, to in- 
creases, particularly the breaking of relationships. For 
instance Mr. Ryan said it was the position of the furniture 
association that a flat percentage increase in freight rates 
would change existing relationships between competing points, 
bearing more heavily on the long-haul shippers than on the 
short-haul shippers. Also because of the higher level of freight 
rates from southern producing points than from northern 
points, he said the disadvantage of southern furniture manu- 
facturers would be intensified in the sale and distribution of 
their products in the important consuming centers of the coun- 
try. He said that in view of the heavy increases already made 
effective on the southern furniture traffic, the people he repre- 
sented felt that further increases were not justified. 

Mr. Mackrell said that while the group of gypsum pro- 
ducers for which he was speaking were not unsympathetic 
with the carriers’ plea for additional revenue, they were 
opposed to the method and the level of the increase proposed. 
He said the minimum disturbance would come from a flat 
instead of a percentage increase. 

“We advocate,” said Mr. Mackrell, “that thorough con- 
sideration be given actual and potential changes in distribu- 
tion of these goods, as related, and that a minimum increase 


not in excess of one cent per hundred pounds be permitted on 
this traffic.” ~ 


Mr. Monnin said he came before the Commission to plead 
the cause of coal merchants all over the country whose busi- 
ness, he said, would suffer irreparable harm if an increase in 
coal freight rates were granted. He called attention to previ- 
ous hearings in which he had suggested that an increase in 
freight rates would have the effect of loss of tonnage to the 
detriment of the coal industry and a consequent loss in revenue 
to the railroads. 

“We feel that instead of handicapping us by further in- 
creases,” said Mr. Monnin, “the carriers should be taking action 
to assist us, as our success means their success. The continual 
expansion, under present freight rates, of competitive fuels, 
without rail movement is an indication of the future need of 
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cooperation. Time has proven our previous statements re- 
garding loss of tonnage to be true and there is no doubt in 
my mind about further losses if this increase is granted. . . To 
increase rates on coal now means simply to defeat the very 
objective of the carriers because tonnage will be driven to 
trucks and competitive fuels.” 


Governor Earle, after leaving the witness stand, told news- 
paper correspondents and others in the ante room that he was 
going over to the White House to present to the president 
“almost unbelievable facts relating to anthracite.’ When 
pressed for illumination of his utterance, the governor said 


he would leave the question of making the matter public up 
to the President. 


Wallace Opposes Increase 


It is the opinion of Secretary Wallace, of the Department 
of Agriculture, that among the measures that will conduce to a 
recovery, “general increases in freight rates have no place and 
do not contribute to the long time solution of the railroad 
problem.” 

That opinion he expressed as a witness in Ex Parte 123, 
January 18. He directed attention to testimony given by him in 
1934 in which he spoke of results flowing from what was called 
a policy of inflexible freight rates. Those results, he said, led 
him to make suggestions for a flexible policy toward freight 
rates—a policy which would result in freight rates lower in 
depression periods and higher in prosperity periods. 

“These suggestions,” said he, “would not call for an in- 
crease in freight rates in the present phase of the economic 
cycle when forces of recession prevail and when farmers, the 
railroads, workers in all industries, and the country as a whole 
must have an increased volume of industrial production and 
must refrain from adding to the retarding disparities that 
already exist.” 


Continuing, in part, Secretary Wallace said: 


Every economic group is suffering from the letdown in the volume 
of activity and every economic group is interested in reducing rather 
than increasing the price disparities that retard recovery in the volume 
of construction, manufacturing and mining. Consequently, an increase 
in freight rates at this time would be untimely, for it would but add 
to the disparities that exist and serve to retard recovery. It would tend 
to increase those prices and costs that have been relatively high and 
inflexible and to lower those that are now already low. 

In relation to farm products, the proposed 15% increase would 
raise the present level of rates from 135% of prewar to 155% or some- 
what higher than in 1929. Prices of farm products are on the average 
at about the prewar level. If rates are thus restored, it would require 
about 50% more units of live stock and grains to pay for a given 
freight haul than in 1929 or in the prewar years. 

The demand conditions as shown in the exhibit on the Agricultural 
Situation in 1938 are not as good as they were, and with the national 
income receding, farmers and processors of farm products cannot pass 
increased costs on to the consumers. Consequently an increase in 
freight rates would of necessity lower prices of farm products. If 
we take prices at present and compare them with those of 1929, we 
find that as usual agricultural prices are at the bottom of the list. 
At the top of the list are some of those industrial prices that have been 
relatively stable throughout the depression or have been increased re- 
cently to a point where they hamper recovery. 

Railroad traffic is a two-way affair and to a very large extent it 
depends on proper balance between prices. Total volume is measured 
not only by the quantity of freight coming from the farms to the cities 
but also by the quantity of freight going from the cities to the farms. 
We found, for example, that in 1933 to 1935 when farm prices were 
being restored more nearly to a normal relationship with other prices 
there were substantial increases in shipments of industrial goods from 
the large cities of the North and East into the agricultural region. 

The existence of an unbalanced situation in our general price 
structure is shown in the accompanying table. The average of the 45 
groups of wholesale prices in the Bureau of Labor Statistics index was 
85% of the 1929 level at the beginning of 1938, but fruits and vegetables 
were down to 57%, feed products 68%, miscellaneous farm products 
65%, live stock and poultry 73%, grains 75%, foods 76%, meats 78%, 
and dairy products 83%. At the top of the list are coke at 125%, bi- 
tuminous coal 115%, automobile tires and tubes 105%, cement 104%, 
iron and steel 103%, furnishings 102%, lumber and miscellaneous 
building materials about 100%, motor vehicles 98%, and agricultural 
implements 97%. Since prices of these products are generally fixed by 
management instead of by the market, increased freight costs in these 
relatively high-priced commodities unlike the situation in farm prod- 
ucts would be added to the price to consumers and the disparity in the 
general price list widened. Inasmuch as the railroads are now suffering 
from a lack of volume due not to a lack of farm production but a lack 
of activity in construction and in general industrial activity, raising 
production costs for industry and construction would only serve to make 
the railroad situation worse. All observers of the current business sit- 
uation agree that one of the important factors in the failure of con- 
struction activity to advance and to supply the railroads with traffic 
in heavy goods, is the advance in building costs out of line with rents. 
The great need of the moment is to lessen this disparity and not to in- 
crease it. Higher freight rates would inevitably drive still higher the 
delivered costs of building materials, would still further discourage 
housing construction, and would tend to reduce still more the present 
volume of traffic. 
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While I have not undertaken to examine in detail by commodities 
the probable effect of increased rates on volume, the broad aspects of 
the problem seem fairly clear. In the case of farm products, we have 
seen how with the maintenance of rates in 1929-1932, in the face of a 
decline in prices and costs in general, including a decline in truck 
operating costs, the railroads have lost traffic. In 1932 when farm pro- 
duction was about equal to that of 1929, the railroads carried only 
72% as much tonnage of farm products as in 1929. This may be as- 
sociated with the fact that in 1932 freight rates relative to the lower 
prices of items in the cost of truck operation such as trucks, tires, 
gasoline, etc., were about 15% higher than in 1929. In 1937 when ag- 
ricultural production was 104% of 1929, freight traffic in farm products 
was only 78%. Relative to truck operating costs, freight rates in 1937 
were lower than in 1932 but freight traffic in farm products relative to 
the available supply showed no material increase. It thus appears that 
traffic once lost by rigid rates in depression is not easily regained in 
recovery. In the case of live stock, the loss has been even greater. 
Although the volume of live stock production in 1937 was about the 
same as in 1929, the railroads carried only 56% as much live stock as 
they did in 1929. These facts indicate that increases in agricultural 
freight rates, recreating the 1932 disparity between freight rates and 
items in competitive transportation costs, would again have the effect 
they had in 1929-32, namely to reduce still further the relative volume 
of rail traffic in farm products. 


Rail Traffic Relationships 


If we examine the total of rail traffic, agricultural and industrial, 
in relation to total available, it is also clear that increases in rates or 
the maintenance of constant rates while all other costs are lower or 
declining, tend to affect the rdilroads adversely. The total volume of 
freight traffic depends very largely on the total of industrial and ag- 
ricultural production; but over the past 17 years there have been two 
periods when the railroads lost a share of the available volume to 
competitors. The first period was 1921 to 1925, when rates were main- 
tained higher than they were prior to 1921 and relatively higher than 
other prices. During that period the volume of rail freight in relation 
to total available production declined 12%. 

By 1925-26, revenue per ton mile had been reduced to 1.08 cents 
compared with 1.28 in 1921 and remained at that figure until 1929. 
Between 1925 and 1929 the volume of freight handled by the railroads 
remained in constant proportion to the total industrial production. 
With the onset of the depression, however, freight traffic again began 
to shrink, and by 1933 the railroads had lost another 16 per cent of 
the available traffic, and they have not in the past 5 years of in- 
creased industrial production been able to regain their former share. 

There is one additional set of broad facts which have a bearing 
on this problem. It is the relation of total freight and passenger 
revenue to the total purchasing power of the country. In the case 
of passenger traffic, I find that in 1921 revenue for passenger traffic 
amounted to 2.09 per cent of the total national income and that year 
by year that percentage declined continuously as automobile traffic 
expanded until in 1934 passenger revenue was only .66 per cent of 
the national income. For the past three years this proportion has 
remained practically constant at .64 per cent in 1935, .65 per cent in 
1936 and .63 per cent in 1937. These facts suggest that by and large 
the country now spends a fairly fixed proportion of its purchasing 
power for passenger traffic if competitive conditions remain unchanged. 
and that for a given national income the railroads may expect only 
a certain total passenger revenue. This means, furthermore, that an 
increase in passenger revenue with the national income unchanged or 
declining as at present, is likely to be accompanied by a reduction in 
volume; and while this would not alter materially the amount of 
revenue, it would lower service requirements and cause unemployment 
among railroad labor. 


This is essentially the same type of economic problem that many 
farmers face, particularly those who produce foods and food products. 
Given a fixed national income, there tends to be only a certain amount 
of consumer retail expenditures for food, and farmers are confronted 
with the basic fact that if they seek prices out of line with industrial 
prices they cannot sell a normal volume 


The case of freight traffic is a similar one. In the years 1921, 
1922, and 1923, the railroads could bank on about 7 per cent of the 
national income being spent for railroad freight traffic. By 1929 this 
proportion had declined to 6 per cent and by 1932 to about 5 per cent. 
It has since then remanied practically at 5 per cent. 


Income Spent on Freight Traffic 


The fact that the per cent of the national income which is spent 
on freight traffic is constant is of peculiar significance to the railroads. 
It means in general that if freight rates are increased the proportion 
of the total traffic available which they will carry tends to be reduced 
by an offsetting proportion so that their total per cent of the national 
income tends to remain unchanged. At the same time, however, for 
the reasons already pointed out, higher freight rates would tend to 
intensify the current recession and so would reduce the total national 
income. That means that although higher freight rates would give 
railroads no larger per cent of the total national income, at the same 
time that would tend to result in the size of that national income 
being lower, so that the actual revenue received by the railroads 
would decline. On the contrary, if the rail roads should reduce their 
freight rates instead of increasing them, that would tend to lead to 
an increase in industrial activity and in traffic volume offsetting the 
reduction in rates so that the total per cent of the national income 
would not decline. Reduced construction costs and the lowered margin 
between producers and consumers which a significant reduction in 
rates would produce, would tend powerfully toward recovery from 
the recession and increased production and national income. It ap- 
pears, therefore, in the light of the facts presented that a reduction 
in rates would have some promise of increasing railroad income, while 
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an increase in rates rather than increasing railroad revenue might 
tend to reduce it. 

A further fact bearing on the reasonableness of the request of the 
railroads for higher rates at this time is a subsequent request that 
rates for telegraph messages be increased so as to enable the telegraph 
companies to make profits in spite of the reduced traffic produced by 
the business recession. The Commission might well consider for a 
minute what the result would be if every industry throughout the 
country would increase its rates or prices in the face of the recession 
sufficiently so that it could still make a profit in spite of a lower 
volume of activity. With general increase in prices and costs of living 
but with no accompanying increase in national income, the total 
amount of goods and services which consumers could buy would be 
reduced to the extent costs rose. There would be a still further fall 
in demand for goods and services, the volume of traffic would fall 
still further. 


The only short-time policy which can mean real health for the rail- 
roads is one which means real health for the construction, manufac- 
turing, mining, agricultural and all other industries that supply the 
railroads with volume. I believe that steps can be taken to bring about 
a rapid restoration of business activity and production through our 
productive system and a rapid restoration of employment and pro- 
duction. I believe the railroads migh effectively cooperate with the 
industrialists and other groups that are now trying to devise ways and 
means for getting construction and industrial activity revived. Such 
means can bring profits to the railroads at the same time it brings 
profits to all other industries. It is, however, my opinion that among 
the measures that will conduce to such a recovery, general increases 


in freight rates have no place and do not contribute to the long time 
solution of the railroad problem. 


Rate Increases Favored 


W. H. Day, of the Boston Chamber of Commerce, speak- 
ing also for the New England Traffic League, New York Mer- 
chants’ Association, New Bedford Board of Commerce; Wor- 
cester Chamber of Commerce and Southern New England 
Finishers’ Traffic Conference, appearing before Commissioner 
Caskie and Examiner McGrath, said the organizations for 
which he was speaking were much concerned with regard to 
the railroad situation which had caused the carriers to curtail 
maintenance, improvements and betterments. He said that if 
this were permitted to continue for any prolonged period it 
would result in an impairment of service which the public 
could ill afford at this time. 

The interest of New England and the country, he declared, 
demanded that the railroads remain in private hands. Those 
he represented, he said, appreciated that the carriers must 
obtain increased revenues to meet their increased operating 
expenses. 

“And whether we like it or not,” said Mr. Day, “We’ve 
got to pay higher shipping charges or eventually have gov- 
ernment ownership. We therefore favor such an increase in 
rates as will enable the carriers to continue the adequate and 
efficient service to which shippers throughout the country have 
become accustomed.’ 

Mr. Day said this increase would enable carriers to resume 
purchasing supplies and materials and inaugurate construction 
projects which would stimulate business throughout the coun- 
try. 

Mr. Day’s position was supported by J. H. McCain, of the 
Associated Industries of Massachusetts and N. W. Ford, of the 
Connecticut Manufacturers’ Association. 

George A. Duffy of Philadelphia, speaking for whiting 
interests, said the people he represented did not object to 
increases in rates that might be necessary so long as they were 
equalized with those of their competitors. 

Milton P. Bauman, speaking for the Tanners’ Council of 
America and various glue companies, opposed increases on 
glue stock but not on glue. 

B. A. Word, Louisville, Ky., for the Kentucky Rock Asphalt 
Co., opposed increases on account of increases made on Decem- 
ber Fag on the commodities in which that company was inter- 
ested. 


H. C. Smedley, of the American Refractories Institute, 
Pittsburgh, Pa., did not oppose an increase in rates on the 
products in the brick list in which he was interested, but 
opposed increases in percentages. He suggested flat increases 
in cents a ton or on 100 pounds, if increases were allowed. 

R. A. Ellison, of the Ohio-Kentucky Associated Industries, 
took the same position as Mr. Smedley as to brick and articles 
taking the same rates. 


Glass Container Position 


John C. Magness, director of traffic of the National Glass 
Container Association of America, said its position was that 
unless the recently authorized increase in Ex Parte 115 on its 
traffic be deducted from such percentage increase as might be 
allowed in Ex Parte 123 on traffic generally, the increase over 
the December 19, 1937, rates would be excessive and not justi- 
fied and the industry would object. He added that it also 
objected to increases where the result, by reasonable standards 
of judgment, would be to reduce instead of increase railroad 
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revenue and cause needless injury to the industry. That, he 
said, applied to either temporary or permanent increases in 
this case. He pointed out that percentage increases would 
increase the handicaps of long haul shippers and tend to 
localize the business. Any increases that might be allowed, 
he said, should be temporary, that is, should carry an expira- 
tion date. The proceeding, he said, should be continued so as 
to permit of a determination of a permanent basis of rates. 
He suggested a limit of six or eight months and extensions of 
the increases if necessary. He said in reference to the disad- 
vantages of a percentage increase for long haul shippers that 
it was impossible for a single-plant concern to live in a high 
rated territory. 

In the program that had been arranged for the day, Robin 
Hood was set down for a five minute appearance January 18 
for consumer cooperative organizations. When his name was 
called, however, there was no response. 


Newsprint and Publishers 


Sheldon E. Wardwell, appearing for the Great Northern 
Paper Co. in which he said he was a director, and the Asso- 
ciation of Newsprint Manufacturers of the United States, said 
his company did not wish to appear in opposition to any in- 
creases. He said he believed the carriers were entitled to an 
increase in rates. But he suggested exemption of outbound 
tonnage from paper mills. He said his company had three 
tons inbound to one ton of outbound and that two of the in- 
bound tons came in by rail. 

Opposition to increases on outbound tonnage was based 
on the dislocation and changes of relationships which he said 
would follow such an increase. The reason he believed news- 
print should be exempt from any increase, he said, was on 
account of a belief that it would shift production from the 
United States to Canada and Europe and bring a net loss 
to the United States carriers rather than a gain. He sug- 
gested that both the Commission and the carriers had recog- 
nized that danger. 

Among the exhibits submitted by Mr. Wardwell was one 
showing that in 1913, the year newsprint was taken off the 
customs tariff, 88 per cent of the newsprint used by American 
publications came from American mills while in 1937, in the 
first eleven months, only 22 per cent came from American 
mills. Another exhibit showed that in the labor scale paid by 
American and Canadian paper mills, the hourly wage of 
laborers was 41 cents in Canadian mills and 54 cents in the 
American mills, the figures being taken from the records of 
the Great Northern Paper Co. 

Advances in rates, Mr. Wardwell said would further handi- 
cap United States mills and cause loss of revenue to the rail- 
roads. Canadian mills, he expressed the opinion, to a large 
extent would escape increased cost, much of the Canadian in- 
bound tonnage being water borne. In answer to a question 
from the bench, Mr. Wardwell said that if Canadian costs 
went up, American costs went up faster and farther. He said 
the American newsprint mills gave up the ghost as to tariff 
protection in 1913. 

Assuming that it was the policy of Congress that Amer- 
ican newspapers should use the lowest cost newsprint, was 
it for the Commission to nullify that policy, asked Commis- 
sioner Aitchison. 

Mr. Wardwell said he didn’t ask the Commission to 
equalize disabilities but hoped the Commission would not in- 
crease freight rates that would hasten the death of the Amer- 
ican mills. 

R. A. Cooke, traffic manager of the American Newspaper 
Publishers’ Association, presented evidence to show a belief 
that the railroads would suffer a loss of revenue if rates were 
increased, the loss being by reason of water competition. 

Commissioner Aitchison asked whether Mr. Cooke repre- 
sented all the newspapers. Mr. Cooke told what he did repre- 
sent. Then Mr. Aitchison referred to what he said was the 
fact that many newspapers had been “panning” the Commis- 
sion for not granting these increases immediately. Mr. Cooke 
said that he represented a majority of the newspapers and that 
caused Mr. Aitchison to observe that a majority of newspapers 
wanted hearings in this matter. Mr. Cooke assented to that 
proposition. 

Wallace Cross Examined 


Secretary Wallace was subjected to cross examination by 
J. M. Souby for the railroads. John E. Benton, general solicitor 
of the National Association of Railroad and Utilities Commis- 
sioners, and others, also asked questions. When the cross 
examination was completed, Commissioner Aitchison said that 
the secretary had appeared at the request of the Commission, 
and, therefore, thanked him. Mr. Benton said the state com- 
missions had also asked Mr. Wallace to appear so he added 
his thanks to those of Commissioner Aitchison. 

Mr. Souby referred to Secretary Wallace’s 1934 testimony 
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and asked the witness why developments after that testimony 
had been contrary to the prediction. Secretary Wallace said 
that the situation was much the same at that time as at present 
in that there was then a disparity in prices and that there 
had been no general prosperity. Mr. Souby wanted to know 
what assurance there was that the secretary’s prediction now 
would be any more accurate than it was in 1934. The secre- 
tary said there were many factors in the situation, and said 
that it would take a long time to answer the question. After 
an exchange of questions Secretary Wallace remarked that 
he would like to know what he had said in 1934. Mr. Benton 
told him that he had read the Wallace testimony of 1934 a few 
days ago and expressed the thought that Secretary Wallace 
was a very good prophet then. 

Charles E. Blaine, representing live stock interests, asked 
whether the witness subscribed to the proposition laid down 
by President Roosevelt that there were two groups of pro- 
ducers of about equal size and a third group which distributed 
the products of the other two. 

“My chief has already spoken on that,” similingly said 
Secretary Wallace. 

In answer to a question by J. R. Bell of the Southern 
Pacific, Secretary Wallace said that he would agree that if the 
purchasing power of the railroads were restored the result 
would be a stimulation of activities. 

Recurring to the Wallace proposition that rates should go 
up as times improved and remain stationary or go down in 
times when there wasn’t much prosperity, Mr. Souby asked 
at just what point on the way up the secretary would permit 
the railroads to increase their charges. After Commissioner 
Aitchison had asked as to how “we are going to know when 
things are on the way up,” Secretary Wallace said that two 
factors were involved—the relation of railroad freight rates 
to other prices in the long range view and the necessities of the 
immediate situation. He suggested, however, that it would 
be well for the railroads “to make hay while the sun is shin- 
ing.” 

Chairman Page of the Arkansas commission opposed any 
increases on agricultural or horticultural products. 


West Virginia vs. Pennsylvania 


Governor Holt of West Virginia was an unexpected witness 
in the case on January 18. He took the stand to make an 
answer to the representations made by Governor Earle of 
Pennsylvania. He said: 


Upon my arrival here for other business this morning, and not for 
the purpose of appearing in this hearing, I learned that the governor 
of a large state, a neighbor to my state of West Virginia, had appeared 
and stated that existing freight rates on bituminous coal, as between 
the producing fields of West Vfrginia and Pennsylvania, with practi- 
cally negligible exception, are prejudicial to and discriminatory against 
the state of Pennsylvania. 

I appear here not as a transportation rate expert, but to state the 
position of my state of West Virginia with respect to the rate differences 
on coal haulage from Pennsylvania and West Virginia producing fields 
to certain large consuming markets. 

Almost without exception, the rates from the West Virginia fields 
are materially higher than from the Pennsylvania fields. 

Our position is that the existing differences already unduly favor 
the Pennsylvania production. Should any revision of these differences 
seem expedient the revision should be downward, that is the difference 
decreased or disminished. 

I realize that changes in differentials are not before the Commis- 
sion in this case. It should be clear to everyone that no shipper has 
ever been put out of business by freight rates applicable to his industry 
when the rates applicable to his shipments are lower than the rates 
applicable to his competitors shipments for comparable products. 

West Virginia miners, now numbering more than 110,000, and West 
Virginia operators have for some 30 years labored against substantial 
and frequently increased rate advantages favorable to Pennsylvania and 
prejudicial to West Virginia. 

I hope that the freight rate advantages of our neighbor, the great 
state of Pennsylvania, will not be further increased. 


Alkali Consumers’ Position 


Milton P. Bauman, chairman of the Alkali Consumers’ 
Traffic Committee, said he did not object to paying a fair 
share of what the railroads needed, but said he did object to 
the addition of 15 per cent to the rates as increased by 2 cents 
on December 20. Those two cents, he said, should be taken 
into consideration by the Commission in disposing of this 
application. 

The testimony given by Mr. Bauman was in respect of 
carbonate of sodium, soda ash, caustic sodium and sal soda in 
various containers and in solution. 


Virginia 
Virginia interests, generally in opposition to the proposed 


increase in rates, appeared before Commissioner Caskie and 
Examiner McGrath, January 19. Representative Luecke of 
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Michigan interrupted the stream of Virginia witnesses long 
enough to oppose increases on hay. Instead, he suggested 
reductions. 

W. B. Jester, for the Virginia-Carolina Peanut Association, 
and Planters Nut and Chocolate Co., opposed increases on 
oo in addition to those which had resulted from Ex Parte 

Ralph F. Schaeffer, for the Columbian Peanut Co., having 
plants in Virginia, North Carolina, Georgia and Alabama, in 
opposing increases, pointed out that the industry had had two 
increases imposed on its traffic late in 1937. Anything added 
to the rates, he said, would run some increases up to much 
more than double fifteen per cent. He said a number of their 
customers would buy trucks and use them. One good customer, 
he said, had already arranged for trucking peanuts from the 
southeast to official territory. 

W. J. D. McKay, traffic manager of T. W. Wood & Co., 
Richmond, Va., seed dealers, said an increase was unwarranted 
and uneconomical. He said it would tend to increase buyer 
resistance and retard business. Reductions, he suggested, 
would stimulate business. Nothing, he said, had been shown 
to indicate that an increase in rates would result in an in- 
crease in rail revenue. 

J. B. Jones, traffic manager of the Danville, Va., Chamber 
of Commerce, and speaking also for the Southside Virginia 
Just Freight Rate Association, said he appeared for shippers 
who opposed increases in addition to those made as a result of 
Ex Parte 115 on coal, salt and other commodities. 

T. D. Geoghegan presented figures to back up his proposi- 
tion that there was no reason for an increase in rates on coal 
to various parts of Virginia, pointing out that the rates to 
those localities were not related to any other. The Pocahontas 
line which would receive the bulk of the increases, he said, 
did not need any increases in revenue. 


Furniture Trade Position 


R. F. Bohman, general traffic manager for the Heywood- 
Wakefield Co. of Gardner, Mass., and president of the Na- 
tional Furniture Traffic Conference, said the conference took 
no position as to what percentage of increase in the furniture 
rates should be granted. It did, however, said he, take the 
position that if the Commission found an increase to be neces- 
sary the increase should be made applicable to the rates in 
effect May 28, 1937, in all territories, except transcontinental. 
Any increase in transcontinental territory, he said, should be 
made applicable to rates that were in effect December 23, 
1936. On December 24, 1936, transcontinental rates, he said, 
were increased 5 cents a 100 pounds, and on May 29, 1937, 
furniture rates were increased 10 per cent. The conference, he 
said, further felt that if an increase in rates on furniture and 
allied products were found justifiable, relationships in effect 
on the dates mentioned should not be disturbed. 

Mr. Bohman presented a suggested formula for applica- 
tion on furniture and allied products as a substitute for the 
15 per cent increase requested by the railroads. That formula 
called for a minimum increase of 5 cents a 100 pounds with a 
maximum of 15 cents. He said the formula had not had the 
approval of the conference. The conference, he said, had not 
had an opportunity to pass on it and that therefore so far as 
the formula was concerned he submitted it in behalf of the 
Heywood-Wakefield Co. only. 

Coal Opposition 

The railroads need no further increases in rates but an 
increase in business under the present rates will produce neces- 
sary increases, according to the testimony of A. S. Boden, 
speaking for the Western Pennsylvania Coal Traffic Bureau. 
He said that the principal coal originating railroads in the 
eastern district had maintained an almost constant level of 
rates since 1922, with the changes permitted in Ex Parte Nos. 
103 and 115. Coal, according to his contention, has been pay- 
ing more than its fair share of rail revenue. Earnings by the 
ton-mile, as stated by the carriers, Mr. Boden said, had de- 
creased considerably since 1921. But, he added, so far as coal 
was concerned, the decline was not due to reductions in coal 
rates but more to the shift from short haul tonnages to longer 
hauls. The proposed increase, he said, would put coal rates in 
the eastern district on the 1921 peak level. 

F. F. Estes, traffic manager of the National Coal Associa- 
tion, said that the railroads which had to pay freight rates on 
coal used by them, because there were no mines on their rails, 
would have to pay out more by reason of the increased rates 
than they would receive from the rates increased as proposed. 
He submitted statistical exhibits showing the cost of locomoitve 
fuel, 1922 to 1936, including direct freight charges. In the 
first mentioned year, he said, the cost of such fuel was $3.94 a 
ton while in 1936 it was only $2.34, making an average annual 
cost of $2.63 for a fifteen year period. The low point was $1.96 
a ton in 1933. 
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Another statement showed labor cost of producing bitumi- 
nous coal, and average cost of railway fuel coal for specified 
periods, June, 1933, being treated as 100. In December, 1933, 
he showed the labor cost of producing a ton of bituminous coal 
as 94 cents with an index of 127. At that same time the average 
cost of railway fuel, including freight charges, was $2.12 and 
the index figure 112. In April, 1937, his statement showed the 
labor cost of producing a ton of bituminous coal to have been 
$1.375 with an index of 186, compared with the base. The 
average cost of railway fuel cost including direct freight 
charges, he said, was $2.39 with an index figure of 126. 

Another table showed the bituminous coal originated as 
revenue tonnage, by Class I roads, 1918-1936, to have been 
381,867,757 tons in 1918 and only 287,468,440 in 1936 with a 
peak of 388,735,919 tons in 1926 and a low of 218,196,472 in 
1932. 

Benjamin J. Brooks, assistant traffic manager of the Prop- 
erty Owners’ Committee, presented a book of exhibits show- 
ing, among other things, the history of rates on bituminous 
coal to representative destinations in the principal territories 
to which operators represented by the committee shipped coal; 
a history of the rates from 1916 to date applying from the inner 
and outer crescent mines on the Chesapeake & Ohio and the 
Norfolk & Western to that part of Central Freight Associa- 
tion territory known as affected territory, namely, Indiana, 
Michigan and Ohio destinations; also rates from mines in 
Ohio in the Hocking, Cambridge and No. 8 districts as those 
rates bore fixed relationships to those from the inner and outer 
crescents. 

Compared with the average rates of July 1, 1922, Mr. 
Brooks said the averages of the proposed rates were higher in 
all but three cases and in those three cases they were only 1, 
7% and 3 cents, respectively, lower. Compared with January 
1, 1930, the averages, he said, of the present rates were higher 
in all but three cases and that in those cases they were only 9, 
3 and 6 cents, respectively, lower, while the averages of the 
proposed rates were higher than January 1, 1930, rates in all 
cases and in most cases materially higher. 

Henry J. Saunders also submitted statistical exhibits for 
the National Coal Association, containing figures based on 
“prudent investment” in comparison with statistics submitted 
by Dr. Julius Parmalee, in behalf of the railroads. The words 
“prudent investment” used by him meant the amount a utility 
was reasonably worth, without inflation or watered stock. 

According to the Saunders theory, a “prudent investment” 
value of the railroads of the country would be equal to only 
70.36 per cent of the investment shown by the Parmalee fig- 
ures. Mr. Saunders suggested that the rate base of the rail- 
road was at least 25 per cent too high. 


The rate of return on investment shown by the Parmalee 
exhibit was 2.59 per cent. The rate of return on the witness’ 
“net book value” basis would have been 2.87 per cent. The 
base on which those percentages were calculated was for the 
= of ten months in 1937 and November and December, 
1936. 


The rate of return on a reproduction basis, Mr. Saunders 
showed, was 3.26 per cent whereas the rate of return on a 
“prudent investment” basis was 3.68 per cent. 

Commissioner Aitchison interrogatively suggested that Mr. 
Saunders had been a “little harsh” in making exclusions from 
the accounts of the railroads. Mr. Saunders said he did not 
think he had been harsh in his estimates. One of Mr. Saun- 
ders’ suggestions was the elimination of duplicate lines in vari- 
ous areas. Commissioner Aitchison suggested there were many 
questions as to economies that might be made by consolidation 
and the doing of other things that had been suggested to im- 
prove the condition of railroads by the abandonment of dupli- 
cating lines and things of that sort. 


Milk Can Increases 


L. F. Orr, general traffic manager of the Pet Milk Co., 
directed his evidence primarily, to proposed increase in the 
rates on metal containers, particularly those known as pack- 
ers’ cans. He said he was not unmindful of the need of some 
of the railroads for more money but he was firmly convinced 
that any attempt to add an increase to that which took place 
on December 20 would have a disastrous effect on the carriers’ 
revenue. Mr. Orr said the company for which he was speaking 
could avoid the payment of any increase in transportation and 
total costs, but to do so it would be necessary for the company 
further to decentralize its manufacture and employ its own 
trucks in a much greater degree than at present. That, he 
said, would further increase the surplus of transportation facili- 
ties and thus “we would be a party to making a bad situation 
much worse.” The company, he said, could not ignore the eco- 
nomic limitation of such productive costs and competitive 
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pricing which controlled the ability of the industry to operate 
at a profit. 

“If the Commission should grant the 15 per cent increase 
and the railroads should try to take it regardless of the effect 
it will have on their traffic,” said Mr. Orr, “we cannot do other- 
wise than take such measures as are necessary to enable us to 
meet the competition with which we are faced in our industry.” 

In view of the way its materials were sold, Mr. Cromwell, 
speaking for the Certain-teed Products Corporation, said that 
industry felt that a flat increase rather than a percentage 
increase would place the burden where it belonged, namely, on 
the public at large. ; 

“We are supporting the carriers’ petition,” said Mr. Riley, 
traffic manager of the United States Gypsum Co., of Chicago. 
“We are not necessarily desirous of having our freight rates in- 
creased, but are recognizing the need of the carriers for addi- 
tional revenue at this time. Whether the granting of that 
revenue is the answer to our distribution problem and the rail- 
road problem is somewhat questionable but at least there is an 
immediate need, and we support their petition as asked for, 
namely, on a percentage increase.” ; 

E. E. Hostler, for the Patton Clay Manufacturing Co., 
Patton, Pa., manufacturer of sewer pipe and related articles, 
submitted that if and as was the case in the latter part of 1937 
that concern was forced to close its plant with a sales price of 
$10.20 a ton, it certainly could not find a reasonable answer 
as to how it could open that plant with a price of $14.61 a ton 
or an increase of 43.25 per cent. That figure, said he, did not 
allow of one cent for profit. That was a summing up of exhib- 
its showing increased cost. 

In behalf of slate interests, Mr. Enoch pointed out the poor 
condition of that industry and said his company’s position in 
connection with the blackboard and structural slate business 
was that it would probably stand a slight increase in order to 
help the rails, although it had been testified the slate industry 
needed help itself. He said he did not think that the slate 
blackboard and structural slate rates should be increased by 
the full 15 per cent. 

E. L. Woolever, Williamsport, Pa., speaking for the East 
Central Wooden Box Association, said that what the wooden 
box industry and the railroads needed was more business rather 
than higher charges. He said that he would say that the indus- 
try was not so much opposed to the proposed increase, if the 
Commission found that the railroads were entitled to receive it, 
as it was objecting to the differential between the rates appli- 
cable on wooden boxes as compared with the rates on paper 
boxes with which they were in competition. 

Speaking as traffic manager of the Ethyl Corporation, Wil- 
mington, Del., Mr. Gresslin said he was not unmindful of pos- 
sible needs of the carriers for additional revenue, nor unsympa- 
thetic to their plea for relief through increased rates. But he 
submitted that to pyramid an increase of 15 per cent on the 
rates that had already been increased within a year by 10 per 
cent in some instances and 13 per cent in others, was placing 
an unjust burden on motor fuel anti-knock compound, the 
justification for which had not been established. 


Coal 


Homer S. Carpenter, transportation analyst of the Consum- 
ers Counsel’s office, submitted exhibits showing the revenues 
and earnings of carriers of large tonnages of bituminous coal. 
The object of the exhibits was taken to be that they did not 
need increases in rates. 

Charles G. Young, assistant treasurer and manager of the 
Springfield, Mass., Gas Light Co., said that that company could 
manufacture gas by the use of coal or by the water-gas process 
using coke and oil. Any substantial increase in the delivered 
price of coal, he indicated, would constrain the company to go 
to the water-gas process. The change of the smallest of the 
company’s plants, he said, would result in a loss of $126,000 a 
year in revenue for the railroads. 

Testimony of the same character, that is, to show that an 
increase in freight rates would cause great increase in the 
expense of gas companies, was given by Carl J. Luders, of the 
Lynn, Mass., Gas & Electric Co., and R. J. Fletcher, of the 
Providence, R. I., Gas Co., speaking also for the New England 
Coal Gas Association. 

His company is also a producer of by-product coke. He 
said he did not like to use foreign coal but that Russian hard 
coal was coming into the country and competing with anthra- 
cite coal and by-product coke. His company, he said, could 
have made $100,000 when the British government went off the 
gold standard, but it did not do so for patriotic reasons. He 
said that the proposed increase would add $50,000 a year to the 
expense of the company and that Ex Parte 115 had caused an 
increase of more than $30,000. Increases in prices on order of 
the National Bituminous Coal Commission, he said, would cost 
the company more than $13,000 a year, 
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George A. Rust, purchasing agent of the Brockton, Mass., 
Gas Light Co., and the Fitchburg, Mass., Gas and Electric 
Light Co., said that so far as those companies were concerned 
the presently requested additional increases might well result 
in an actual revenue loss to the carriers. He said that in behalf 
of both of the Brockton and Fitchburg companies he was here 
to record their emphatic protest against the further increases 
contemplated in these proceedings. 

J. J. Corbin, for the Steel Barrel Manufacturers’ Council 
and the Associated Manufacturers, opposed the increases. 

B. J. Roggenbuck, traffic manager for Wilson & Bennett 
Manufacturing Co., makers of steel containers, and T. W. 
Floyd, purchasing agent for the same company, opposed the 
increases. On cross examination, Mr. Floyd said that the con- 
tainer people had made increases in their prices when the price 
of steel was put up. 

Milton P. Bauman put into the record a verified statement 
on behalf of the Tanners’ Council of the United States of 
America intended to show the poor economic position of the 
tanning industry. The statement was prepared by I. R. Glass, 
a New York economist. 


Meat Packers 


_Chicago meat packers emphatically opposed increases in 
freight rates. They said that the consuming public would 
not pay higher prices for meat and that the proposed freight 
increases, of necessity, would have to be passed back to live 
stock producers. The latter, the packer witnesses asserted, 
were not in a position to absorb the increases as meats were 
already selling at such low prices that cattle, hogs and sheep 
were currently causing severe losses to the producers. 

George E. Putman, economist for Swift & Co., stated that 
one-fifth to one-fourth of the total annual gross income of 
farmers was derived from live stock, making live stock in most 
years the greatest revenue producer the farmer had. The ulti- 
mate value of live stock, he said, was determined by the 
national income, being high in years of prosperity and low in 
years of depression. Actual prices were determined by what 
consumers will pay for meat and by-products, less cost inci- 
dent to manufacturing, distributing and selling, he added. 

The witness calculated that from 74 to 76 cents out of 
each dollar the packer took in went back to the live stock 
producer. Of the remainder, he said 12 cents went to wages 
and salaries, 4% cents was required to pay for fuel, packing 
boxes, containers, burlap, paper, salt, sugar, spices and other 
supplies, about % of a cent was paid as interest on money 
borrowed from banks and bondholders, about one cent was re- 
quired to pay taxes, about 8/10 of a cent went for deprecia- 
tion, about two cents for rents, telegraph, telephone, pension 
funds and miscellaneous items, and finally about three cents 
went to the railroads and other transportation services, leav- 
ing one cent or thereabouts as profit. Mr. Putnam figured 
that the proposed rate increase would add $15,000,000 to the 
transportation charges on meat and by-products and would 
consequently reduce by that amount the revenue which farmers 
would get from their live stock. 


Mr. Putman endorsed previous testimony of Secretary of 
Agriculture Wallace to the effect that farmers and producers 
of farm products could pass increased cost on to the con- 
sumers and that in consequence the rate increase if granted 
would lessen the farm income by the amount of the increase 
both on the live stock and also on the products thereof, a 
total that might run as high as $50,000,000. Live stock pro- 
ducers, he said, had already testified at various hearings 
throughout the country that they simply could not absorb such 
an added charge and that if it were granted they would be 
placed in dire straits. 

George F. Tally, traffic expert with Swift & Co., testified 
that the rate increase requested by the railroads would really 
be much greater than 15 per cent due to the fact that substan- 
tial increases in rates on packing house products were put into 
effect December 20. He said that the 15 per cent increase 
would raise the rates from 20 to 30 per cent. Railroads, he 
alleged, claimed to be seeking to get their earnings by the ton- 
mile back to the 1930 basis, and, according to the witness, 
meat products were already on that basis even before the 
December 20 increase went into effect. 


“The proposed rates on meat products,” he asserted, 
“would put them on a level higher than have ever been im- 
posed on shippers in this country. The former peak in rates 
was in 1920, just after the railroads were turned back to their 
owners by the government. At that time substantial increases 
were allowed and while at a later date reductions on many 
products were made, meat and by-products did not share these 
proportionately, and consequently the proposed increase would 
put meat and by-products at the highest rate ever known.” 

Mr. Tally expressed a belief that imposition of the new 
rates would divert from the rails a sufficient tonnage to more 
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than offset any benefits that would result from the increase 
in rates. 

“Last year Swift & Co. diverted about 28,000 cars from 
the rails to trucks,” he said, “and if this increase is granted 
further diversions may be necessary.” 

Paul E. Blanchard, counsel for Armour and Company in 
public utility rate matters, submitted a series of graphs and 
charts and some statistical compilations, which he said proved 
conclusively that live stock and meats were carrying more 
than their fair share of costs incident to maintaining rail serv- 
ice. Taking the railroad revenues for the years 1928-29-30 as 
a base, he said that in 1936—before the recent increase went 
into effect—live stock and meats were providing the railroads 
with relatively as much or more revenue than they did in the 
past years while most other commodities fell considerably 
short. From this he concluded that live stock and meats should 
be exempted from any increase, at least until such time as the 
other commodities which used the rails were again contributing 
their normal shares to the maintenance of rail service. 


Coal Opposition Continues 


W. H. Young, senior economic analyst of the National 
Bituminous Coal Commission, submitted both text and statis- 
tics to show depression in the bituminous coal industry, diver- 
sion of bituminous coal from railroads and displacement of 
bituminous coal by other sources of energy. He went into the 
economic situation from the point of view of the miner, par- 
ticularly in the period from 1929 when the output was 535,- 
000,000 tons to 1932 when the production fell to 310,000,000 
tons. He said that in 1933 the employment of miners was 
80,000 fewer than in 1929 and the average earnings were only 
$550 a year for a worker. 

Considered in the light of the extreme hazards of a miner, 
such earnings, he said, were worse than depression figures. He 
said that the actuarial chance was one out of ten men who 
spent their working lives in a bituminous mine would be killed 
in an accident and that every worker would be injured once 


in six years. The testimony was in opposition to an increase 
in rates on coal. 


C. E. Bell, also appearing as a witness for the National 
Bituminous Coal Commission, submitted statistics in support 
of a proposition that coal had been and was bearing more than 
its fair share of the transportation burden. Other commodi- 
ties, he pointed out, had frequently been excepted from ad- 
vances in freight rates while coal had always taken all in- 
creases. He said that the Commission had never made a gen- 
eral investigation of all coal rates in one proceeding although 
there had been about 1,700 decisions by that body concerning 
coal since 1887, 1,000 of which had been since July, 1922. 


__ Reductions in coal rates, he said, had been almost negli- 
gible. Present coal rates, he said, were about up to the 1921 
peak. To illustrate the treatment accorded to bituminous coal, 
he called attention to the fact that the Director General of 
Railroads, by general order No. 28, in 1918, took the highest 
rated coal group and required the full increase decreed by that 
order to be placed on that group. Then the other groups were 
related to that high point group. He gave figures showing that 
bituminous coal had taken increases in transportation charges 
greater than the increases in tonnage while other commodities 
had had greater increases in tonnage than increases in revenue 
contributions to the railroads. 


Clay and Feldspar 


L. F. Orr appeared in opposition to increases on clay prod- 
ucts and Charles Donley, of Pittsburgh, presented witness in 
opposition to increases on feldspar. Mr. Orr presented as a 
witness R. Carothers, manager of the H. S. Sphinx Clay Co., 
operating in Tennessee. The witnesses presented by Mr. Don- 
ley in opposition were Dal Hitchcock, president of the National 
Feldspar Association, V. V. Kelsey of the Consolidated Feld- 
spar Corporation and Joseph P. Rodgers of the Seaboard Feld- 
spar Co. Witnesses presented by Mr. Donley in opposition to 
increases on pottery were M. W. Thompson, Hall China Co., 
East Liverpool, O.; W. H. Locke Anderson, president of the 
United States Potters Association, Newell, W. Va., and J. M. 
Wells, vice-president of the Homer Laughlin China Co. of 
Newell, W. Va. 


Passenger Fare Increase 


While rate testimony was being taken in two other hearing 
rooms, Commissioner Porter and Examiner Koch, in another 
hearing room, closed the hearing so far as the passenger phase 
of the case was concerned. A. F. White of the Commission’s 
Bureau of Statistics presented additional statistical material. 
J. G. Daly, of the United Commercial Travelers of America, 
opposed the suggested increase in coach passenger fares in 
the eastern district from two to two and a half cents a mile. 
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J. L. Heywood, a Pennsylvania Railroad Co. accountant, said 
the results for one year were not reliable as indicating main- 
tenance costs of an individual railroad. 


Petroleum Opposition 


Opposition to the proposed increase in rates was shown by 
petroleum refiners in western Pennsylvania. Earl Barrer, traf- 
fic manager of the Valvoline Oil Co., Butler, Pa., appeared in 
behalf of the Western Pennsylvania Refiners’ Traffic Associa- 
tion. He said the entire membership of the association having 
refineries in western Pennsylvania and New York and at Mari- 
etta, O., was opposed to the petition to increase freight rates. 

W. F. Clinger, Warren, Pa., a producer, appeared in behalf 
of himself and western Pennsylvania refiners. He said he was 
appearing in opposition to any increase whatsoever in the 
petroleum rates. 

Mr. Barrer presented exhibits in support of his testimony. 
He said a very large share of the gasoline and kerosene ton- 
nage in which western Pennsylvanians were interested moved 
under motor-compelled rates. All moved within official classi- 
fication territory with the exception of less than one-half of 
one per cent which moved to Canada, said he. The major 
portion of this tonnage, he said, moved for distances of 200 
miles or fewer from the refineries. Seventy per cent, he said, 
moved on motor-compelled rates. 

“Any increase in the motor-compelled rate will, without 
doubt,” said Mr. Barrer, “result in diversion of a great portion 
of this tonnage to the trucks. There is a very heavy movement 
of gasoline by tank trucks of private and contract carrier opera- 
tors. The charges of the confract motor carriers of bulk 
petroleum in tank trucks are definitely related to the cost 
of operations of private carriers; and are not related to the 
rail rates. Any considerable increase in the rates of the con- 
tract motor carriers would divert the tonnage back to the 
private carriers.” ow ; : 

Mr. Clinger, who also presented exhibits, said that prior 
to a succession of freight increases already made, Pennsylvania 
gasoline moved as far as New England in the east and Iowa 
and Wisconsin in the west. Because of the successive freight 
rate increases since about 1915, he said, and due to the location 
of new refineries and bulk plants on the Atlantic seaboard, 
the horizon of distribution of Pennsylvania refiners for their 
gasoline, kerosene, etc., had been steadily narrowing until at 
the present time the range was limited to western New York, 
western Pennsylvania, western West Virginia and the two 
tiers of eastern Ohio counties. 

Testimony in opposition to increases proposed on live stock 
also was given by C. B. Heinemann for eastern meat packers 
and George A Casey, the latter vice-president of the Wilming- 
ton Provision Co. of Wilmington, Del. 


Grange Opposes Increases 


Fred Brenckman, Washington representative of the Na- 
tional Grange, opposed increases in freight rates. He said he 
was authorized by the executive head of that organization to 
appear before the Commission in opposition to the petition of 
the railroads. No argument, he said, was needed to prove 
that the railroads were a necessity, and that the national in- 
terest demanded that they be maintained in a manner to en- 
able them to render efficient and adequate service. But, he 
said, if the railroads were a necessity, agriculture was also a 
necessity even more fundamental to the well-being and the 
very existence of the people than any system of transportation 
could possibly be. ‘Transportation, he said, constituted the 
greatest single service charge that the farmer had to pay, and 
higher rail rates under prevailing conditions could not fail 
to have the most disastrous consequences for agriculture. He 
said that as a rule the farmer paid about 20 per cent of the 
nation’s freight bill. In 1936, he said, the total freight revenues 
accruing to the railroads were $3,426,539,000. Of that sum, 
$639,324,000, he said, was derived from carrying agricultural 
products in carloads. Increasing that sum by 15 per cent, he 
observed, would add $95,898,000 to the freight bill of the farm- 
ers of the country. In the case of many commodities, added 
he, that would be charging more than the traffic would bear. 
In many instances, he said, it would result in forcing the 
farmer to use other means of transportation. In some cases, 
he added, it would simply cause stagnation, resulting in no 
traffic at all. 

The best available official figures showed, said Mr. Brenck- 
man, that there were now approximately 900,000 farm families, 
or nearly one-seventh of the total that were being supported 
at least in part by the federal government, calling for an esti- 
mated outlay of about $216,000,000 a year, not making any 
mention of the sums paid to farmers for their cooperation in 
carrying out the soil conservation program of the government. 
More than 42 per cent of all farmers, he said, were tenants. 
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“T submit that with agriculture reduced to such a condi- 
tion, it should not be asked to submit to a blood transfusion 
for the benefit of another industry which is also sick,” said Mr. 
Brenckman. 

Looking at the situation from the standpoint of the car- 
riers, said Mr. Brenckman, it must be conceded in fairness that 
they were confronted with trying conditions and that they 
needed help. Five years ago, he said, the National Committee 
on Transportation, which was brought into existence on the 
suggestion of the security holders of the railroads, and which 
was headed by the late President Coolidge, after careful and 
impartial study of the whole question of transportation made 
various constructive recommendations tending toward the so- 
lution of the ills afflicting the railroads. 

With the gradual upswing in business that followed the 
depth of the depression, added Mr. Brenckman, the roads were 
enabled to carry on, after a fashion, until the advent of the 
present recession, some months ago. 

“But very little or nothing,” said Mr. Brenckman, “was 
done toward carrying out the recommendations of the National 
Transportation Committee. In conclusion, the National 
Grange does not believe that any real solution of the problem 
confronting the railroads can be found simply by increased 
rates in a period of business recession. Something more sub- 
stantial and workable than that is required. Instead of 
wasting its time considering such ill-conceived measures as 
the so-called train limit bill, which would further aggravate 
and complicate the ills of the railroads, while benefiting no- 
body, Congress should at this session take proper steps to 
put the railroads of the country upon a more secure founda- 
tion.” . 

Fruit and Vegetable Opposition 


The urgent need of many railroads for increased earnings 
in the present crisis found the fruit and vegetable industry 
wholly unable to assist them because the industry itself was 
in more desperate straits than the unfortunate railroad sys- 
tems, said J. S. Crutchfield, president of American Fruit Grow- 
ers, Inc. That was particularly true, said he, because of the 
abundant crops of the major fruit and vegetable lines such as 
apples, oranges and potatoes, which were record crops of recent 
years. These bumper crops, said he, found the market unable 
to absorb the same except at prices averaging probably less 
than one-half the cost of production. 


“Obviously higher freight rates would exert an irresisti- 
ble pressure in favor of other modes of transportation,” said 
the witness. “Fruits and vegetables are finished consumer 
products when they leave the farm, and it has proved feasible 
for the producer himself to transport and sell his products to 
distant markets, retaining the margins which transportation 
and middlemen must earn to survive. On the other hand, the 
wholesale and retail trade and even the consuming public in 
increasing volume are going direct to the farms to secure 
their supplies in their own motor vehicles, including passenger 
cars and trailers.” 

Brewers Also Object 


Opposition to increased rates were expressed on behalf of 
brewing interests by E. J. Healy, Philadelphia, Pa., of the 
Eastern Brewers Traffic Association; H. V. Haley, Newark, N. 
J.; P. E. Klingenbeck, Brooklyn, N. Y.; John Henry Smith, the 
last mentioned representing the United States Brewers Asso- 
ciation, and H. G. Elwell, Elizabeth, N. J., also representing 
the Eastern Brewers Traffic Association. Mr. Elwell said the 
brewers could not absorb any additional charges because they 
could not raise prices. The retailer, he said, must sell a glass 
of beer for five or ten cents and the tap room operator could 
not reduce the size of the glass containing the beer. 


Other Witnesses 


C. W. Dow, Boston, Mass., of the Massachusetts comptrol- 
lers bureau, opposed any increases in rates, pointing out that 
such increases would raise the cost of transportation for which 
Massachusetts had to pay. 

R. A. Ellison, Cincinnati, O., speaking for the West Vir- 
ginia Coal and Coke Corporation opposed advances in each of 
the rail factors of rail-river-rai] rates on coal. He said that 
increasing each of the rail factors brought about a total in- 
crease in the transportation charge much in excess of the 
proposal to add 15 per cent to all-rail rates, maximum 15 cents. 


Walter Pooling Plan 


Luther M. Walter, supplementing testimony at Chicago in 
favor of his pooling plan, said the conditions with respect to 
railroads was urgent and called for the doing of something for 
the preservation of the transportation system. 

He said the proposed division of earnings could be accom- 


plished as a division of rates under the New England division 
theory. 
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J. V. Norman wanted to know the plan was not calling on 
the high income railroads to agree to something that might 
reduce their net. Mr. Walter said they should be willing to do 
something to preserve the system that had enabled them to 
achieve their satisfactory earnings. He denied that his plan 
would deny to rich railroads any part of the proposed increase. 
He said they would be paid for collecting the greater revenue 
hoped for from the increases. 

Additional affidavits or statements setting forth views of 
shippers and of associations have been filed in Ex Parte 123 
by George Bittner, Pittsburgh, Pa., in behalf of Ohio drain 
tile manufacturers, Ohio and Pennsylvania manufacturers of 
flue lining, the National Feldspar Association; the National 
Paving Brick Manufacturers’ Association, all represented as 
protestants. 

Other verified statements have been made by W. R. Fou- 
quay, St. Joseph, Mo.; John J. McCue, St. Joseph, Mo.; Bas- 
tian-Morley Co., Inc., manufacturer of automatic and non- 
automatic gas water heaters and cast iron heating boiler sec- 
tions, La Porte, Ind.; F. Y. Van Hooser, Memphis, Tenn., in 
behalf of manufacturers and distributors of drugs, medicines 
and cosmetics; Kalamazoo, Mich., Chamber of Commerce; Elco 
Tool & Screw Corporation, Rockford, Ill., manufacturer of iron 
and brass wood screws, etc.; H. D. Rhodehouse, Cleveland, O., 
as general traffic manager of Republic Steel Corporation; and 
Youngstown Sheet and Tube Co., in opposition to any further 
increases in rates on iron ore; Harold Hays for the St. Joseph 
Paper Box Co., St. Joseph, Mo.; Wendell E. Smith, manager 
of the Lumbermen’s Supply Co., St. Joseph, Mo.; Harry J. 
Thompson, as traffic manager of the Wyeth Hardware and 
Manufacturing Co., St. Joseph, Mo.; Midwest Bottle Cap Co., 
Belvidere, Ill., in opposition; National Macaroni Manufacturers’ 
Association, Braidwood, IIll., in opposition. 


SALT LAKE CITY HEARING 


Testimony of four witnesses that western railroads car- 
riers were dominated by eastern and mid-western shipping in- 
terests and that resort by the railroads to unfair practices had 
created the necessity for their presenting the current demand 
for freight rate increases marked the January 13 sessions of 
the Salt Lake hearing in Ex Parte No. 123. 

The exceptionally large number of witnesses wishing to 
testify at the Salt Lake hearing caused it to be divided into 
two sections for the second successive day and the third sup- 
plementary evening session. Examiner Faul conducted the 
extra session of the dual hearing. Commissioner Lee prom- 
ised that every witness wishing to be heard would have an 
opportunity. 

J. G. Bruce, of Boise, Ida., transportation chief of the 
Idaho Public Utilities Commission, and J. H. Cornwall, of Salt 
Lake, vice-president of the Utah citizens Rate Association, both 
testifying before Commissioner Lee, and F. E. Ruhr, of Boise, 
and R. E. Harper, of Boise, auditor of the Idaho P. U. C., ap- 
pearing before Examiner Faul, attacked railroad practices and 
charged that faulty direction of the carriers’ business had 
brought them to seek a rate increase. 

“Our western railroads are being dictated to by the big 
shipping interests of the heavy tonnage areas on the three 
rivers (Mississippi, Ohio and Missouri) and are making dis- 
proportionate concessions to them, then asking the farmers 
and stockmen to pay the bill,” Mr. Bruce declared. 

Chief among the alleged practices, he said, was the allow- 
ing of three stops in transit on shipments made on through 
freight rates and the “broken rate” policy employed in the mid- 
west. Permission granted the carriers by the Commission to 
make three stops in through-rate freight shipments had caused 
the roads lose large sums of money for the sole benefit of 
the “three rivers” mills, which obtained local short haul serv- 
ice at through rates, the witness tesitfied. He urged that one 
stop in transit be made the maximum at through rates. 

Turning to the question of “broken rate” policies, Mr. 
Bruce pointed to the example of wheat shipped from Minneapo- 
lis to Chicago. All regular shipments paid 12 cents a hundred- 
weight for this transportation, he said, while wheat that origi- 
nated in Duluth paid 4% cents to Minneapolis and then only 
7% cents on to Chicago, making the total Duluth-Chicago rate 
only 12 cents, giving the transportation from Duluth to Min- 
neapolis free. Western shippers were unable to obtain a 
straight rate from points of origin to Chicago, but must pay 
regular rates to Minneapolis plus the 12 cent rate on to Chi- 
cago, he added. 

“We want direct through rates from point of origin to des- 
tination, to eliminate this discrimination against western ship- 
pers, which is only a concession to the mid-western interests 
for which we have to pay,” he said. 

According to Mr. Bruce, nearly all the small milling estab- 
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lishments of the west have been driven out of business by 
these two practices. 


He introduced lengthy exhibits to show the present finan- 
cial status of the various railroads serving Idaho. 


Salaries of over $10,000 a year, including two of $60,000 a 
year each, amounted to $820,000 in 1936 for the Union Pacific 
System, Mr. Bruce pointed out, suggesting that a substantial 
reduction might be made in this field. 


The Union Pacific, according to Mr. Bruce’s figures, was 
the only one of the railroads in question to show a substantial 


profit for that same year, earning $8.20 a share of common 
stock. 


Railroad Waste 


The witness next attacked the sums paid by the railroads 
to the Association of American Railroads and to Western Asso- 
ciation of Railroad Executives. 

“I do not know exactly what the W. A. R. E. is, but I do 
know about the A. A. R., and I assume them to be somewhat 
similar. I consider all money paid to such organizations to be 
entirely wasted,” he said. “I am convinced that the A. A. R., 
which claims to be a bureau of statistics, is a pure lobbying 
organization and I feel sure that in it the western carriers 
are at the mercy of the eastern roads and have nothing to 
say about its direction or policies.” 

The four railroads referred to by Mr. Bruce, the U. P., 
Chicago, Milwaukee and St. Paul, Great Northern, and North- 
ern Pacific paid a total of $277,436 to the A. A. R. in 1936 and 
$106,991 to the W. A. R. E., he said. 


Other railroad activities which Mr. Bruce termed “waste” 
included the maintenance of city ticket offices and the large 
staffs of business solicitors. 


“No one can take a train without going to the railroad 
station, so why not let people buy their tickets there?” he 
demanded. “If downtown offices are necessary, at least they 
should be consolidated, with all of the roads using the same 
building. 

“Let the railroads meet their problem by meeting the 
situation, not by pushing a rate increase off on the farmer and 
the stockman to pay. If, for example, they would reduce the 
freight on potatoes just 10 cents a hundredweight, then we in 
Idaho could get into the entire southeastern territory and pro- 
vide them a tremendous amount of additional business.” 


Mr. Ruhr, before Examiner Faul, presented substantially 
the same testimony as Mr. Bruce, with the addition of an 
exhibit showing the rates on Idaho beans shipped to various 
markets and contending that the present rates constituted 
more than a fair return for the shipper. 


Mr. Cornwall quoted extensively from the Federal Co- 
ordinator’s reports to show where considerable sums could be 
saved by the railroads without the necessity of calling for a 
rate increase. 


“In 1932 five different railroads daily sent partly loaded 
freight cars from the east to Salt Lake City, the average load 
a car being less than two and one-half tons,” he said. “The 
average line haul expense was about 17 cents a car mile, or a 
total of $255.33 for the 1,457.5 miles traveled by all the cars. 
Added to this there was a terminal cost of $3.62 a ton in Chi- 
cago and of $3.11 a ton in Salt Lake, bringing the daily cost for 
each of the lightly loaded cars to $274.16. Now, if all the freight 
each car contained had been exclusively first class, the total 
revenue would have been only $203.28, for a minimum loss of 
$70.86 a car, and, if the cars were loaded with fourth class 
freight, the revenues would have been only $112, or a loss a 
car of $162.16. That means a daily loss of a minimum of more 
than $350 only on west bound freight between Chicago and 
Salt Lake. The total loss all over the nation, which could have 


been avoided by cooperation between the lines, must have been 
tremendous.” 


He presented similar figures to show losses in parallel ship- 
ments of less-than-carload lots between San Francisco and Salt 
Lake and Los Angeles and Salt Lake. 


“The railroads tell us that, with the added money they 
expect to make if the freight rate increase is granted, they will 
spend large sums for new equipment,” he said. “I seriously 
doubt the wisdom of buying more box cars under the condi- 
tions I have outlined, when many are already standing idle 


or traveling with small loads at considerable losses to the 
companies.” 


His final argument was against the practice of stopping 
in transit, previously attacked by Mr. Bruce, saying that the 
cost of such stops in many cases exceeded substantially the 15 
per cent rate increase for which the carriers had petitioned 
and asserting that the practice was a particular handicap to 
the weaker railroads, whose needs primarily prompted the peti- 
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tion for higher rates, in competition with larger and more fimly 
established companies. 


Misleading Statistics 


The auditor for the Idaho P. U. C., Mr. Harper, charged 
that the railroads had deliberately presented their statistics 
and figures in a misleading way to make it appear that their 
needs were greater than they really were. 

“The railroads claim they do not receive enough income 
under existing rates to pay their fixed operating charges,” he 
said. “I know that the Union Pacific and Great Northern 
Railroads, two of those serving Idaho, do have enough revenue 
to pay those charges, but they divert their funds so as to make 
them appear insufficient. The Union Pacific has never set 
aside a fund for operating and depreciation costs, though it 
could do so on its present revenue. The road now has more 
than $171,000,000 invested in nonaffiliated companies, the re- 
turns from which are used for dividends and salaries, though 
they could be put into operating replacement costs. They 
have found, apparently, that investments are more profitable 
than equipment. They also have more than $38,000,000 in 
liquid or semiliquid investments, of which over $26,000,000 is 
cash, and nearly $24,000,000 in government bonds. With this 
capital on hand, they are asking the farmers and stockgrowers, 
in destitute condition, to contribute to their operating costs.” 


Fruits and Vegetables 


Carl Delong of Boise, executive secretary of the Idaho 
State Fruit and Vegetable Commission, was the first witness 
January 13, testifying that the proposed increase would be 
doubly hard on Idaho as the state was forced to move nearly 
all of its major crops by rail, while competitors in eastern 
markets could avoid the penalty by using trucks. 

Citing a bulletin of the Farm Credit Administration, Mr. 
Delong pointed out that the fruits and vegetables shipped 
into the New York market had shown in recent years a marked 
decline in the amount carried by rail and a huge increase in 
the amount trucked to market, the average annual number 
of carloads brought in by rail decreasing more than 24,000 
from 1929 to 1934, while the number of carloads taken in by 
truck showed an increase of more than 34,000. Most of the 
trucking from Atlantic seaboard markets was done by the 
farmers themselves, or by itinerant truckers, he maintained-— 
two classes of truckers that did not come under any federal 
regulation and that consequently, would not make any increase 
in rates to correspond to rail rate increases. 


Condition of the Farmers 


Charles S. Taylor, president of the Idaho Grange Co- 
operative Association, said he felt “rather alarmed even to 
tell about the conditions of the farmers in Idaho,” stating 
that 95 per cent of the farmers in the state who refinanced 
their obligations with federal aid a few years ago had already 
increased their mortgaged indebtedness 35 per cent or more 
since that time. He said conditions had been so bad that he 
had not picked his own apples for the last four years, as the 
freight charges and harvest costs would have been more than 
the price of the apples and the crop would have been a finan- 
cial loss. 

“I believe it is impossible for the railroads to increase 
their freight rates at the expense of Idaho farmers; if the rates 
go higher, our farmers simply will not be able to ship at all,” 
he said. “Only the emergency rates put into effect last year 
permitted our goods to go to the markets.” 

The Idaho Grange is friendly toward the railroads, ac- 
cording to Mr. Taylor, and it went to the recent state legisla- 
ture in support of the railroads’ legislative program. 

“We want the railroads to make more money, but we just 
cannot stand any increased transportation costs,” he said. 
“We have a cooperative packing plant in Caldwell now, and, 
if rates went up, we should have to abandon farm crops for 
raising pork, to be packed at our own plant and trucked to 
California markets.” 


Chamber of Commerce 


E. G. Harland, manager of the Boise Chamber of Com- 
merce, said Boise was already handicapped by excessive freight 
rates and had the highest wholesale gasoline price of any 
major distributing center in the United States, with the pos- 
sible exception of Spokane, Wash., from which city figures 
were now available. 

“Seven stores in southwestern Idaho closed within the past 
two weeks, simply because they could not collect their credit 
accounts,” Mr. Harlan declared. “Building activity in Boise 
has dropped 20 per cent since 1936, and business generally is 
vary bad throughout the state. We are in no condition to 
stand a rate increase.” 
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Mr. Harlan suggested that it might be better for the RFC 
to advance what money was needed by the railroads, and, if 
they were not able to repay in a few years, simply “write it off 
the books.” 

Montana 


R. S. Orr, Great Falls, Mont., representing the Montana 
Flour Milling Company and the Montana Elevator Compuany, 
testified to generally serious business conditions throughout 
his state and to the serious difficulties of his companies in 
meeting mid-western competition, due to excessive freight rates. 

“T think the railroads have no inherent right to be first in 
line for relief whenever a depression or business recession oc- 
curs,” he said. 

Rates that were fair in 1935 would be too high at this time, 
due to the generally poorer business conditions today, he 
averred. Railroads should not seek a rate increase, but should 
- be made to reduce their costs, like other businesses. 


Sugar Beets 


Tracy R. Welling, of Salt Lake, executive secretary of the 
Utah State Farm Bureau Federation and secretary of the Utah 
Sugar Beet Cooperative Association, said the proposed increase 
would be a heavy blow to Utah sugar beet growers, whose 
price was fixed by contracts based on the net price obtained 
for refined sugar. 

Debt on Utah agricultural lands had increased to six times 
what it was in 1910, while the improvement of the farming 
oe had been only 35 per cent over the same period, he tes- 
tified. 

“Utah agriculture is only asking the right to live in ask- 
ing the I. C. C. to refuse to grant the rate increase,” he said. 
“Our farmers have for years been living on their borrowings 
and Utah farmers face the heaviest population pressure in the 
United States, due to the small amount of land in the state 
which is suitable for cultivation. One farmer of every eight is 
in such serious financial condition that he cannot possibly get 
loans except through the Farm Rehabilitation Service.” 

Cost of the proposed 15 per cent rate increase would total 
more than a half million dollars to Utah farmers, he testified, 
adding that the farmers could not possibly draw on their credit 
for such an amount. 

Poultry 


R. L. McDonough, of Salt Lake, traffic manager of the 
Utah Poultry Producers Association, testified that the freight 
differential between Salt Lake and Missouri River production 
centers in shipping to New York City had constantly been 
widening and that the proposed 15 per cent increase would 
add another 12 cents a hundredweight to that differential. 

“No rate increase of any kind should be imposed at the 
present time. We have the highest proportionate freight rates 
of any production center; our rates are the same as those of 
the Pacific coast, nearly 1,000 miles farther distant from New 
York,” he said. “Rates to New York from points that same 
distance east of us are 70 per cent less than ours.” 


Canners 


Permanent loss of eastern markets to Utah canners as a 
result of a rate increase was seen by Joseph F. Barker of 
Ogden, president and general manager of the Utah Canning 
Company, who pointed out that such markets were highly 
competitive and that Utah shippers of canned goods already 
had cut costs and profits to the bone in order to absorb 
freight rate differentials. 

The importance of local canning works to Utah farmers, 
whose farms in general were small and who needed a market 
close at hand, was emphasized by him. 


Hardware 


Charles L. Wheeler, of Salt Lake, president and general 
manager of the Salt Lake Hardware Company, testified that 
his company was now paying freight charges amounting to 
$500,000 annually and that the freight charges were particu- 
larly high on hardware items—exceptionally heavy in relation 
to their value. The rate increase would force his company to 
discontinue carrying a large number of highly important items, 
he said. 

“The railroads are trying to force an artificial movement 
of freight by asking for this increase, and what they will suc- 
ceed in doing is to flood the country with surplus items, shipped 
before the rates go into effect, and so promote another busi- 
ness recession for the future,” he asserted. 


Beans 


Idaho bean growers testified before Examiner Faul as to 
the serious straits in which they found themselves and their 
inability to stand a rate increase. 
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C. P. Bowles of Twin Falls, Ida., said it cost producers 
$3 a hundredweight to produce beans and that last year they 
received only $2.20 a hundredweight over the freight rates, 
or a net loss to producers of 80 cents a bag. Two million 
bags of beans were produced yearly in Idaho, he said, and 
95 per cent of them were shipped by rail. 

E. N. Pettygrove, who the previous day testified in behalf 
of Idaho potato and apple yrowers, took the stand again in 
support of the mean growers, substantiating Mr. Bowles’ tes- 
timony. 

Wheat 


Jesse Wade, of Boise, director of the Idaho bonded ware- 
house for agriculture, testified before Examiner Faul that 
freight rate differentials had caused Idaho wheat acreage to 
show a steady decrease while points east of the Missouri River 
had showed a steady gain in acreage of the same kind of wheat 
produced. Idaho growers had had to abandon their spring 
wheat production almost entirely, he said. With the United 
States going back into the world wheat market, prices for 
this grain would tend to go lower instead of higher, he pre- 
dicted. 

Lloyd Manning, Grangeville, Ida., said his cost of produc- 
ing a bushel of wheat in 1937 was 69.3 cents, and that the price, 
when freight charges were deducted, was only 68.8 cents, 
causing him to refrain from selling. 

W. J. Crea of Fenn, Ida., gave similar testimony, pointing 
out that his cost of production in 1937 was 81.3 cents a 
bushel and that he lost a total of $757.58 on the year’s crop. 

Paul Bulfinch, American Falls, Ida., said his 1937 cost of 
wheat production was 85.75 cents a bushel, making it un- 
salable at present freight rates. 


Apples 


Idaho apple growers appeared before Commissioner Lee 
at the evening session January 12, testifying that the 15 per 
cent increase would mean virtual extinction of their industry. 

Not a single producer in Idaho would make production 
costs on the 1937 crop, at existing rates, according to Burton 
Chaney, Fruitland, Ida., grower. 

In 1936, a year of small crops and good prices, a profit of 
20 cents a bushel was realized by Byron, of Payette, Ida., he 
testified, but even that profit would have been wiped out by 
a 15 per cent rate increase. 

Similar testimony was presented by H. E. Smith, of Pay- 
ette, who said his profit in 1936 had been 25 cents a bushel 
but that he had not been able to dispose of more than a small 
portion of his 1937 crop. A rate increase, he testified, would 
force him out of business, depriving the railroads of $4,000 a 
year, which he had paid for many years in freight charges. 

“If the railroad managements knew what we small farmers 
are making and what we go through to get the little we have, 
they would not ask for this increase,” said John D. Dasen- 
brock, retired Nebraska professor now operating a fruit farm 
near Fruitland. 

Stipulated testimony was entered January 12 by Herbert 
Beyers, Salt Lake, general manager of the Northwest Turkey 


Growers’ Association, and January 13 by E. H. Beveridge, of 
Boise. 


Support for Carriers 


Presentation of testimony in support of the petition of the 
carriers January 14 featured the final day of the hearing in 
Salt Lake City. Thirteen Utah witnesses and one Wyoming 
representative took the stand in support of the rate increase, 
with one witness from Montana voicing opposition. 


Until then only two witnesses, H. W. Morrison, president 
of Six-Companies, Inc., and A. E. de Ricqles, Denver stockman, 
had taken the side of the railroads. The bulk of the testimony 
presented at the session which began January 10, had shown 
objections of western stockmen, farmers, and business interests. 

Most of Friday’s witnesses did not represent themselves as 
experts on rate or railroad matter, but as business men. They 
took the stand that an increase in prosperity for the railroads 
would soon reflect general business improvement and more or 
less permanent prosperity for the nation, and that to handicap 
the railroads would be to hinder business recovery. 


T. J. O’Brien, president of the Southern Wyoming Coal 
Operators’ Association, said that, in his opinion, the increase in 
rates was essential if the nation’s transportation system was 
to be saved. 

“No matter how hard hit individual groups may be in pay- 
ing increased freight rates, we must admit that a break in 
rail service would be far more serious to us all than such 
an increase could be,” he said. 

William G. King, of Salt Lake, engaged in wholesale 
distribution, said that last year his company paid a freight 
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bill of $25,000 and would feel the increase in rates materially, 
but was, nevertheless, wholeheartedly in favor of it. 

“First class railroad service is of prime importance to the 
nation and we must do everything to insure it,” he said. “I 
do not consider myself an expert on freight rates, but I do 
believe that they need to be raised. One of my chief reasons 
for this belief is that the railroads have asked for the raise. 
I believe the railroads know more about their own business than 
any one else, with the possible exception of federal agencies 
charged with their supervision, and I am willing to take their 
word about the need for higher rates.” 

E. O. Howard, of Salt Lake, president of Walker Broth- 
ers Bank, pointed out that the railroads had lost heavily in the 
last four years. He discounted the belief that added freight 
rates would prove disastrous to farmers and stockmen. 

“Those industries, just as any others, depend on good 
management for profits and success,” he said. “I believe a 15 
per cent increase in freight rates is far too small a factor in 
comparison with the total cost of their commodities to endan- 
ger the business.” 

He said he had studied the railroad business to some 
extent and that he knew of the carriers’ efforts to reduce ex- 
penses in recent years. He said that, as a financial advisor, 
he would not encourage any of his clients to invest in railroad 
stocks under current conditions. On cross examination he said 
the Union Pacific had paid a dividend last year, but asserted 
that it was not made on operating, but on outside investments. 

Walker Brothers Bank, Mr. Howard said, on cross ex- 
amination, held a small amount of railroad securities, about 
$500,000 worth, in a total investment of $30,000,000; a few 
years ago holdings in railroad securities were about double 
what they are now. 

Raymond J. Ashton, Salt Lake architect, testified his 
approval of the proposed rate increase, stating that the rail- 
road properties were badly run down and in need of repair and 
were not bringing a fair return on investment. , 

On cross examination conducted by Charles E. Blaine of 
Phoenix, Ariz., he said he paid no freight in his business as 
an architect. 

In reply to a question from Mr. Blaine asking if he knew 
in what condition the farmers of the West found themselves, 
the witness replied: 

“I know that our ranchers and farmers are not making 
much money. I also know that a large number of them are 


not making the money they could make if they used their 
heads.” 


He cited instances that had come under his observation of 
farmers who were conducting their business in slovenly fash- 
ion and using what little profits they might make for pleasure 
i for their families instead of for the improvement of their 
arms. 

Frank A. Fisher, of Salt Lake, president of the Fisher 
Brewing Company, testified that his company paid about 
$25,000 to $30,000 in freight charges. 

“T am in favor of a freight rate increase, with limitations,” 
said he. “I feel that the railroads should have more money 
with which to grow and expand and buy new equipment, as 
the general prosperity of the nation is in large measure 
dependent on that of the railroads. However, I am not pre- 
pared to say just how much they need, whether fifteen per 
cent or ten per cent, or twenty per cent. I do feel that cer- 
tain adjustment should be made so that the differential in 
rates between sections such as our own and other producing 
centers which already have lower rates should not be widened.” 

William E. Ryberg of Salt Lake, manager and partner 
in Ryberg Brothers, contractors, stated his approval of the 
proposed increase, which he said he believed would stimulate 
business generally. 

He said a freight rate increase would be directly felt by 
his company in its business. 

In cross examination Charles A. Root, commerce attorney 
for the Utah Public Service Commission, attempted to get Mr. 
Ryberg to admit that his added freight charges could be passed 
on in increased bids on contracting jobs, and that farmers 
and live stock men could not pass their freight charges on in 
the same manner. The witness denied this. 

“I am competing in the open market just as you are, and 
if one of my rivals happens to be more favorably situated 
as regards freight rates on materials for some particular 
job than I am, then I must absorb that differential just as 
you must,” Mr. Ryberg said. 

J. D. West, of Salt Lake, private secretary to R. E. Mad- 
sen, general manager of the Standard Furniture Company, 
gave testimony in place of Mr. Madsen, now in the East, and 
stated his company’s approval of the proposed rate increase. 

He testified that his company paid about a quarter of a 
million dollars in freight charges last year and that the in- 
crease would be a substantial sum, but that it would be ap- 
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plied to items of furniture where it would have the effect of 
raising the price of each item only about 25 cents. 


“You will then pass this added freight charge on to the 
consumer ?” Mr. Root demanded. 


“Yes,” the witness answered. 


“If you had to absorb the entire cost of the rate raise, 
would your company still be in favor of it?” the attorney asked. 
“In order to stimulate business, yes,” Mr. West said. 


H. E. Hemmingway of Ogden, president of the Commer- 
cial Securities Bank and of banks in Idaho towns, said he was, 
“generally speaking, in favor of the rate increase. The rail- 
roads constitute our second largest industry and the nation 
canot solve its present economic problems without putting 
the railroads on a sound basis.” He corroborated Mr. Howard’s 
testimony that railroad securities were not now good invest- 
ments. 


Mr. Root, on cross examination, said: 


“You stated that the railroads are our second largest 
industry. Do you know what the largest industry is?” 
“Agriculture, I understand,” said Mr. Hemmingway. 


“Have you had direct dealings with farmers to any great 
extent?” Mr. Root asked. 


“Yes, for many years, particularly in Idaho,” he replied. 

“Then you must know that farmers cannot dictate their 
prices and pass on to the consumer such expenses as an added 
freight charge, as may be done in other industries.” 


“T have always understood that prices in agriculture, as 
elsewhere, were fixed by economic conditions,” said the witness. 


On Mr. Hemmingway’s statement that the nation needed 
its railroads in a solvent condition, Mr. Root wished to know 
if the witness considered the agricultural industry solvent. 

“As much as other industries,” the witness replied. 


Asked if he knew what disastrous effects the freight rate 
increase would have on the bean crop in the vicinity of Twin 
Falls, Ida., the witness said that farmers in the Twin Falls 
area had for years “gone altogether too strongly for bean 


raising for their own safety,” and suggested that they turn 
to sugar beets. 


On a question from Mr. Blaine, the Ogden witness ad- 
mitted that he came to the hearing on an invitation from the 
Union Pacific Railroad, but denied that he was under any 
obligation. 

“They have not done me any particular favors, while I 
have done a number of favors for them,” he declared. “I 
am certainly not under any obligation to them, and my testi- 
mony here reflects entirely my own opinions.” 

Testimony that he “favored the railroad application in a 
general way” was: given by Marion C. Nelson, officer of the 
Gillam Advertising Agency, Salt Lake. 

“T know little or nothing about the technicalities of the 
rate question, but I have observed that when the business of 
the railroads is good, the rest of the country’s business is like- 
wise good, and vice versa,” he said. “I think it obvious that 
the railroads must have made a thorough and adequate study 
of the situation before placing their demand for an increase, 
and I am in favor of granting it.” 

Mr. Nelson said advertising rates were about 15 per cent 
higher than a year ago and that other costs had similarly in- 
creased, and stated the opinion that rail carriers should be 
allowed to raise their rates in the same manner. On a ques- 
tion from cross examiners Mr. Nelson said he had volunteered 
to testify. ; 

M. S. Stone, of Ogden, shipper of honey and bee supplies, 
testified his approval of the freight rate increase, “to help 
bring better business conditions.” 

He said he shipped honey to Colorado, North and South 
Dakota, and as far east as Minnesota and Michigan, and that 
he had to overcome freight rate differentials in competition 
with producers farther east, but he favored the rate increase 
in spite of this. ~ 

L. A. Wynaught, Milford, Utah, testified in favor of the 
rate increase, which he considered would bring general business 
activity and prosperity to Milford. Mr. Wynaught, a service 
station operator, said he had little to pay personally in freight 
rates, as most goods shipped to his service station had the 
freight rate included in a fixed price. 

Testimony in favor of the rate increase was offered by 
L. S. Mariger, president of the Salt Lake Transportation Com- 
pany, operators of taxicabs and sightseeing busses in the city. 

“The railroads are one of our principal industries and I 
have observed for the last 35 years that, when the railroads 
are doing well, the business of the rest of the nation is too,” 
he said. 

On cross examination, Mr. Mariger said his company had 
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a “very minor” contract with the Union Pacific in the matter 
of handling taxi and sightseeing business at the station. 


Opposition Witness 


The only witness of the day to oppose the railroad peti- 
tion was G. J. Jeffers, of Roundup, Mont., representing Mon- 
tana coal interests, who have similar testimony to that 
previously offered by Utah and Wyoming coal men. : 

“Nearly all of our important cities in Montana are being 
served by natural gas and it would take only a small increase 
in the price of coal to turn thousands of customers to the use 
of gas, which requires no rail transportation and so would not 
be affected by an increase in freight rates,” he said. He testi- 
fied at a special hearing at the noon recess hour. 

Railroads were getting in freight shipments more revenue 
from the production of coal in Montana than the coal pro- 
ducers themselves and it would be bad business on the part 
of the carriers to close any part of that industry’s activity, 
he said. ; 

Natural gas was more costly than coal, he testified, but 
when high freight rates were added to the cost of the latter, 
gas could easily become the cheaper, and, therefore, the more 
popular fuel. The witness showed himself particularly con- 
cerned with the fate of “the poor man in our state” who would 
not be able to get cheap coal if the freight rate went into 
effect. 

Heber J. Neilson, president of the Utah-Idaho School Sup- 
ply in Salt Lake, said companies in which he was interested 
used the railroads regularly for importation of supplies and 
would continue to do so in the event of increased freight rates, 
estimating that a rate increase would have little effect on the 
volume of rail freight traffic. 

He repeated the belief of other witnesses that increased 
freight rates would stimulate railroad business and reflect 
nationally in general increased prosperity. He said he still 
rememberec the days in Utah when “we begged the railroad 
to come in, under any conditions,” and that he still appreciated 
the service rendered by them. 

Asked by Mr. Root if he “believed the Union Pacific would 
pass out of business if the rate increase were denied,” he re- 
plied: 

“Not right away.” 

He said he would pass his increased freight charges on to 
the consumer, “if everyone else does.” 

Elmer L. Sims, secretary of the Salt Lake Transfer Com- 
pany, trucking operator, testified in favor of the rate increase, 
stating that wages had been greatly increased recently while 
railroad revenue had decreased and that something must be 
done to help the railroad companies. 

In reply to a question by Commissioner Lee, Mr. Sims 
said his company was entirely independent of railroad affilia- 
tions. 

Affidavits Excluded 


Railroad attorneys proposed the introduction into the rec- 
ord of affidavits from a number of witnesses from Utah and 
other western states, but attorneys for the agricultural inter- 
ests opposed the motion and it was denied. Testimony of wi- 
nesses for the other side had previously been stipulated and 
accepted without protest from railroad attorneys. Attorneys 
for the farmers had earlier signified their willingness to accept 
such stipulations, but changed their attitude when they found 
that the witnesses were not on hand to present the testimony 
in person. 

Threat of Face-Slapping 


At the opening of the hearing January 14 a flurry of 
excitement was caused when John L. Bonner, of the Montana 
Public Utilities Commission, announced that ‘fa railroad man 
named Robinson” had threatened to slap his face if he cross- 
examined any more witnesses. The alleged threat was made 
following a cross-examination of Mr. Morrison conducted by 
Mr. Bonner January 12. The Montana man said he intended 
to continue conducting cross-examinations and wanted to know 
“what the chances were of getting my face slapped.” 

Commissioner Lee said that such things were, doubtless, 
said in the heat of momentary anger without serious meaning 
and the incident was dropped. It was not entered on the rec- 
ord of the hearing. 

Witnesses who appeared January 14 were not railroad 
witnesses, properly speaking. All volunteered testimony in 
support of the railroad petition. 

At a session the evening of January 13 western witnesses 
continued their attack on the proposed increase. 

Mr. Root, testifying for the Public Service Commission of 
Utah and the Utah Citizens Rate Association, continued the 
line taken earlier in the day by J. H. Cornwall of Salt Lake 
and J. G. Bruce of Boise, urging that the railroads consolidate 
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to reduce costs instead of asking for a freight rate increase 
“which the farmers and live stock men must pay.” 

Mr. Root testified that Utah was particularly opposed to 
the increase because it would widen the already large gap 
between the freight rates her shippers must pay and those paid 
by shippers in more favorably situated areas selling in the 
same markets. 

J. R. Jones, office manager of the Royal Crystal Salt 
Company, said a rate increase would deprive the railroads of 
tonnage and revenue by diverting the company’s entire ship- 
ments of salt to truck lines for distribution. 

Harry W. Garrett, executive secretary of the Associated 
Brick Manufacturers, said his company was already losing 
business in interstate competition with portable plants making 
cement products and that this loss would be intensified by a 
rate raise. 

Protests of northern Utah and southern Idaho wheat grow- 
ers against the proposed increase were registered by Earl C. 
Corey, manager of the Ogden branch of the Farmers National 
Grain Corporation, and Edward Woozley, Malad, Ida., wheat 
grower. 


PORTLAND, ORE., HEARING 


Three Pacific northwest lumbermen and three agriculturists 
January 17 read into records of the Commission at the Portland, 
Oregon, hearing in Ex Parte 123 their protests against pro- 
pay increases in railroad freight rates, before Commissioner 

ee. 

Colonel W. B. Greeley, Seattle, secretary-manager of the 
West Coast Lumbermen’s Association, admitted that the car- 
riers need greater revenue, but demanded an exception for the 
Douglas fir industry, already hard-hit by slump in the domestic 
market, war in the Orient and, the CIO vs. A. F. of L. battle 
for jurisdiction in mills and camps. 

Supplementing the main case for lumber, presented by 
Colonel Greeley, was testimony by J. H. Bloedel, president of 
Bloedel-Donovan Lumber mills, Bellingham, Wash., and inter- 
ested in mills at Vancouver, B. C., and Alberni, B. C., and by 
J. D. Tennant, vice-president of the great Long-Bell Lumber 
Company, Longview, Wash. 

In a separate room, Examiner Faul heard the testimony of 
Ervin E. King, master of the Washington state grange; Peter 
Binn, distributor of agricultural products in the Portland area 
for 27 years, and A. E. Engbretson, Astoria, Ore., of the Inter- 
state Association of Creameries. 

Commissioner Lee took a hand in the questioning on the 
basis of figures presented by Colonel Greeley, showing the 
movement of northwest lumber to Official Territory (East of 
Chicago) by rail and by water under group D rates, in 1934, 
under the 72-cent rate in 1935-36 and under the 78-cent rate in 
1936-37. The figures showed that the rail movement for the 
three periods, on a percentage basis, was 11.86 per cent, 21.86, 
and 29.72, respectively. 

_ “In view of these figures, showing increasing shipments by 
rail as rates were increased, what is your opinion of the effect 
on rail shipment if a six per cent increase were granted?” 
asked Commissioner Lee. “Would the movement by rail 
continue to increase?” 

“In my opinion it would not,” responded Colonel Greeley. 
“It would be broken off sharply.” 

He explained that the period covered by the figures was 
one of recovery from the depression. It was also explained 
that strike periods, both lumber and marine, were left out of 
the summary and, hence, did not show in the figures, which 
were averages for a month in each case. 

Colonel Greeley’s principal contention was that the rail- 
roads could increase their earnings by providing lower rates 
for low-grade forest products, much in demand in the midwest 
but now not profitable to move. 

“The railroads, before asking rate increases, should fully 
explore the possibilities of greater traffic volumes through 
heavy carloads at lower unit rates,” he said. 

Nearly half the domestic sales of west coast lumber moved 
to markets like California and the eastern states where rail 
and water carriers were in sharpest competition, the witness 
testified. Increases in costs of rail transportation would defeat 
their purpose, by diverting traffic to water carriers, he said. 

Many exhibits were introduced to show how the railroads 
had increased their traffic volume and earnings by adoption in 
1935 of the competitive rate to eastern states. 

This rate, finally set at 78 cents a hundred pound to all 
territory east of Chicago, requires minimum carload weights 
of from 50,000 to 60,000 pounds, depending on size of equip- 
ment provided. The weight of the average car was increased 
nearly 11,000 pounds, the earnings of the average car increased 
more than $50, and the annual movement increased by 11,000 
cars, the exhibits indicated. 
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Allowing for increased traffic that could have been ex- 
pected normally, due to economic recovery, Colonel Greeley 
estimated that the railroads had increased their revenue $3,- 
680,000 a year by application of the schedule to lumber. 

Water carriers now handled three-fourths of northwest 
lumber shipped to California; increased rates to that state would 
divert more of the movement to shipping, supplemented by 
truck hauls inland from California harbors, it was testified. 

Colonel Greeley also testified as to the burden of trans- 
portation cost on the lumber of the Douglas fir belt in relation 
to value of the commodity. Transportation cost increased 
heavily in adverse ratio to the value of the lumber qualities, 
he said. 

The West Coast Lumbermen’s Association representative 
also made a specific request that the water-competitive rates 
to the eastern states and California be exempted from any 
increases. 

He testified, under cross examination by Walter McFar- 
land, that lumber prices increased about 15 per cent in the 
spring of 1937 but that the advance had been lost and prices 
had returned to apout the same as in the fall of 1936. 

The Bloedel-Donovan Lumber Company shipped about 
3,035 cars of lumber in 1937, of which from 30 to 40 per cent 
was by rail, Mr. Bloedel testified. 

Describing his experience in the Canadian lumber industry, 
he said water competitive rail rates on lumber from British 
Columbia to eastern Canada, which virtually coincided with 
those in the United States, resulted in an increase in ship- 
ments from the piants at Alberni and Vancouver in which he 
was interested of about 18 or 20 per cent, compared with 
about 12 per cent gain for the industry. 

Mr. Tennant asserted that a general reduction in rail 
freight rates would bring more revenue to the lines than would 
an increase. He raised the threat of substitutes as a menace 
to the lumber industry, naming steel and reinforced concrete 
as the principal opponents of lumber. : 

In testimony taken by Mr. Faul, Grangemaster King, him- 
self a wheat grower, said: 

“Because of its large farms and its rich soil, Washington 
produces a surplus of wheat, apples, live stock, vegetables and 
other agricultural products. In order to get these surpluses to 
consuming markets at a price the consumers will pay, trans- 
portation costs must be kept at a minimum. The fact is, under 
present transportation costs, we have a limited market and any 
increase would limit us still more. 

“Considerable freight is now moving by truck and some 
is moving by barge. Our own grange organizations (in Wash- 
ington) are finding increasing advantages in owning and 
operating their own truck lines. 

“Barge transportation on the Columbia river is a _ pos- 
sibility, especially with improved conditions of the river, in 
moving large tonnages of farm products to the sea. Return 
loads can be made up of needed manufactured supplies. Ay 
increases in our freight charges will make truck and barge 
transportation more attractive and might force us to export 
more of our products. It might be necessary for the farmers to 
own more trucks and even some barges.” 

Mr. Binn testified that the principal rail movements of 
Oregon agricultural produce were of celery and cauliflower, 
and that principal markets were from Chicago westward and 
from Canada to the gulf. 

Four years ago western Oregon was shipping 1,000 car- 
loads of cauliflower eastward annually, but now only about 
300 carloads are shipped, he said. 

“Tt costs $1.20 to grow and ship cauliflower to Chicago,” 
he said, “but there hasn’t been a $1.20 market in five years.” 

He testified that approximately 15 semi-trailers now were 
carrying Oregon vegetables to San Francisco and Los Angeles, 
each with a load capacity of 10 tons. 

“There were about 30 previously,” he added, ‘but a reduc- 
tion in the rail freight rate on that line eliminated half of 
them.” 

Mr. Engbretson, speaking for the dairy industry, said its 
interest in holding down freight costs came from the fact that 
the Oregon wholesale price was the San Francisco and New 
York price less freight and brokerage charges. Oregon pro- 
duced 33,580,000 pounds of butterfat each year, he said. 

Approximately 200 railroad officials, live stock, farm and 
shipping representatives crowded the United States circuit court 
of appeals room in the federal courthouse as the hearing 
opened. 


Land Grant Rates 


A Pacific northwest lumber leader, battling the proposed 
increase of six cents a hundred pounds, urged the Commission 
January 18 to submit to Congress instead a measure to elim- 
inate the “land grant rates” under which railroads haul millions 
of dollars worth of government property annually. 3 

George T. Gerlinger, Portland, made the proposal in the 
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name of his Willamette Valley Lumbermen’s association, the 
West Coast Lumbermen’s association, and the Western Pine 
association. 

Robert Fullbright, counsel for the Southern Pine Associa- 
tion, endorsed the proposal. 

Mr. Gerlinger declared that the railroads owed nothing 
to the government now for old land grants—that the debt 
had been paid in full. He said he felt that the government 
should not subsidize the railroads and was equally opposed 
to the railroads subsidizing the government. 

A provision of the land grants to railroads was that gov- 
ernment traffic should be moved forever at a rate approxi- 
mating cost. 


Mr. Gerlinger stressed the fact that “this is a revenue 
case, not a rate case. It is of concern to us as well as to the 
carriers that they maintain a position of financial safety. But 
this is not a time for the carriers to experiment with in- 
creased rates.” 


An increase of freight rates to 84 cents to the region east 
of Indiana and north of Ohio and to 78 cents to Chicago would 
lessen the rail volume of lumber and throw more volume to 
steamships, he said. 


“T believe that by maintaining the present rate of 78 cents 
and 72 cents we will be able to maintain the present volume 
and will divert a smaller volume of shipments by water,” he 
testified. 


The lumber, plywood, and box witnesses were questioned 
by W. C. McCulloch, attorney for West Coast Lumbermen’s 
Association. In cross examination, Dana T. Smith, Union 
Pacific, drew from the witnesses admissions that the percentage 
of diversion of rail traffic to ship would not be changed much 
if steamships got a rate increase equal to that asked by the 
railroads. The witnesses insisted, however, that any rate 
increase would lessen the volume of traffic. 


H. A. Gillis, Portland, traffic manager for the Western 
Pine Association, said the position of Ponderosa pine manu- 
facturers of the west was different from that of most Douglas 
fir manufacturers because of the usually greater distance from 
mill to tidewater. He insisted, however, that an increase in 
rail rates would impede the movement of pine eastward and 
to California. 


C. L. Isted, president of the Western Pine Manufacturers’ 
Association and manager of the Shevlin-Hixon mill at Bend, 
Ore., testified to the plant’s almost complete dependency on 
the rails for its shipments, which totaled 4,804 carloads in 1936 
and 4,306 carloads in 1937. If the increase was allowed it should 
be limited to one year, he said. 

Prior to publication of the railroads’ water competitive 
rate to Official Territory east of Chicago, Klamath (Oregon) 
area mills shipped a “good deal” of pine to Portland, 300 miles 
distant, for transhipment by vessel to the east, it was testified 
by A. J. Voye, president of the Big Lakes Box Company, 
Klamath Falls. The use of ships for this traffic almost stopped 
when the rail rates were reduced, he said, but the business 
would go back to the steamers if a new increase was made. 
Klamath county shipped about 30,000 carloads of pine and 
fir each year, he estimated. 

F. P. Borden, Tacoma, traffic manager for the Douglas 
Fir Plywood Association and industrial manager for a group 
of millworking companies in the Puget Sound area, testified 
that plywood moved to Official Territory under the Group D 
rating, not under the lumber scale of 78 cents, but was on the 
lumber list for shipment to Chicago and points west. 

He declared that plywood and sash and door manufac- 
turers would protest any raise in rates on their products 
higher than that asked for lumber, six cents a hundred, and 
that any increase would divert some shipments to water. 
Originally, he said, the youthful plywood industry shipped 
exclusively by rail. The first water shipment from the north- 
west, 608 tons, moved in 1932 and water shipments had gained 
each year. In the 10 months of 1936 when vessels were 
operating—the other two months being a period of maritime 
strike—more than 50,000 tons were shipped by water from 
northwest plywood mills, he testified. 

J. P. Simpson, Tacoma, general manager of the Bufflan 
Company, manufacturer of fir doors, was one of several wood 
products men who testified that the present selling prices were 
below cost of production. He said average prices were about 
70 to 75 per cent of those obtained in 1929, that labor costs 
had increased 45 per cent, and the price of raw materials 25 
to 30 per cent. Sale of doors depended entirely on building, 
he pointed out. 

His firm, shipping 90 to 95 per cent of its doors by rail, 
principally to the north Atlantic seaboard and southeastern 
United States, would ship about 40 per cent less by rail to 
those areas if rates were increased, he said. 

Mr. Simpson declared, however, that he did not believe 
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an increase “would seriously interfere with distribution of our 
doors by rail in certain territories.” He cited the west. 

E. W. Daniels, vice-president of Harbor Plywood Cor- 
poration, Hoquiam, Wash., declared that rail rate increases 
would be a blow at the government-sponsored building pro- 
gram. 

N. O. Cruver, secretary-treasurer, Wheeler-Osgood Sales 
Corporation, Tacoma, predicted a 20 per cent decline in ship- 
ment by rail of doors and plywood from his plant if the 
increase. was granted. 

G. A. Williams, Tacoma sash and door man, declared that 
“doors can be manufactured anywhere that raw material is 
available” and predicted decline of this industry in the north- 
west if rates were raised. 

A. Larsson, of San Francisco, traffic manager of the Cali- 
fornia Redwood Association, which produces more than 90 
per cent of the world’s redwood, said his organization had 
not participated in the general opposition to rail freight rate 
increases by lumber groups but opposed portions of the pro- 
posal. 

He conceded that some increase in rates should be allowed 
so as to increase revenues of the railroads, but said the volume 
of rail traffic should be protected. 

Eight witnesses representing wheat, fruit and live stock 
interests, testified before Examiner H. C. Faul in a separate 
room, all opposing any increase. They were Ben Finkel, 
Mohler, Ida., wheat grower, who submitted a petition from 
Lewis county farmers opposing the boost; D. H. Roberts and 
R. T. Danielson, Waitsburg, Wash., wheat growers; Mack 
Hoke, Pendelton, Ore., wheat and sheep man; Archie Camp, 
La Crosse, Wash., wheat grower; G. C. Fenton, Goldendale, 
Wash., wheat grower; J. W. Potts, Jefferson, Ore., represent- 
ing wheat and fruit growers and the Oregon Farmers’ Union; 
and R. L. Pickens, Wasatch, Wash., representing cattle and 
apple interests. 


NEW ORLEANS HEARING 


“The only permanent relief for the rail lines must come 
through meeting the issue squarely,” said J. H. Johnston, 
secretary-manager, Oklahoma Cottonseed Crushers’ Associa- 
tion. “It must come through the abandonment of unprofitable 
lines; coordination of service on the remaining lines and on 
most of their terminal facilities; consolidations; the elimina- 
tion of wasteful circuitous hauls; elimination of duplicate serv- 
ice between competitive points; reorganization of financial 
structures and the payment of wages and salaries being paid 
by their competitors for work even more hazardous and re- 
quiring more intelligence and courtesy. Every truck driver 
is a freight solicitor, engineer, fireman, brakeman, conductor 
and cashier combined; and every bus driver is a passenger 
solicitor, cashier, baggage man, ticket taker, engineer, brake- 
man and information bureau all in one; but railroad men, 
drawing nice salaries for featherbed service on steel rails, do 
not seem to grasp the situation. Railroads with short runs, 
or branch lines, cannot pay the wages demanded by their 
organized employes and meet the above competition.” 


He suggested that the Commission take a more liberal 
attitude in permitting the abandonment of railroad lines. 
Petitions for abandonment never reached the Commission 
anyway, he pointed out, until the railroad managers were con- 
vinced that certain operations must be abandoned “in a desper- 
ate attempt to save what is left.” 


He criticized the use by the railroads of the figures of 
average revenues for each ton mile as what they called ‘the 
best available measure of the level of the railway freight 
rates.” That was true, he admitted, of the rate level on the 
class of freight the railroads were actually hauling, because 
much of the high-class, short-haul traffic had gone to the 
trucks. Since the railroads hauled, for the most part, low- 
grade, long-haul traffic, the ton-mile revenues did not reflect 
an actual reduction in rate schedules, he pointed out, adding 
that “the railroads’ attention has been called to this misstate- 
ment many times but still the same old wheeze is carried in 
the same old way.” 

He said he did not think a showing of net earnings by the 
railroads of $2.59 in 1936, was bad, “when you consider that 
competition has rendered a lot of rail mileage worthless, which 
is still carried on the books at face value; that terminals and 
warehouses are now more than adequate; that motive power 
and equipment averaged about 80 per cent of peak, and that 
actual business handled was not much over 70 per cent of 
peak.” He said it should also be remembered that railroad 
wages were now 94 per cent higher than in 1916, though living 
costs were, in 1936, only 28 per cent higher than in 1916. 

“The fundamental question before the Commission is: How 
long shall the shipping and traveling public be expected or 
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required to support an investment in railroads which evolution 
and progress has made worthless in part through the advent 
of more convenient and complete transportation instrumen- 
talities?” he said. 

Endorsement of higher freight rates was voiced January 
13 in the dual hearing conducted by Commissioners Splawn 
and Caskie, with a number of witnesses, however, favoring an 
advance in terms of cents a hundred pounds. Support from 
commercial organizations was evidenced in 38 resolutions 
adopted by such groups in Louisiana, Mississippi, Alabama, and 
Tennessee. The resolutions were presented by 28 witnesses. 

In continuing the testimony from the petroleum field, E. D. 
Sheffe, New York City, assistant traffic manager, Standard 
Oil Company of New Jersey, testifying for that company, the 
Colonial Beacon Oil Company, and the Standard Oil Company 
of Pennsylvania, said it had been his purpose originally to take 
a position neither for nor against the proposed increase but, 
since certain competitive shippers had introduced proposals 
which he thought would be detrimental to the carriers’ inter- 
ests as well as to the interests of his companies, he felt it 
necessary to express his opinion regarding the effect of such 
proposals. Witnesses for the Standard Oil Company of Indi- 
ana, the Standard Oil Company of Louisiana, the Standard Oil 
Company of Ohio, the Texas Company, the Gulf Refining Com- 
pany, the Tidewater Oil Company; the Sinclair Oil Company, 
the Pure Oil Company, the Pan-American Petroleum Company, 
and the Mexican Petroleum Company, adopted his testimony. 


The American business men are “so busy” paying taxes 
that they would not recognize any such thing as a change in 
freight rate, asserted A. F. Winn, of Tulsa, Okla., traffic man- 
ager, Skelly Oil Company. 

C. R. Musgrave, speaking for the Phillips Petroleum Cor- 
poration, favored the increase. The small independent petro- 
leum shippers opposed the proposed increase. 

Emphasis was placed on the preservation of port relation- 
ships by Clarence A. Mitchell, Louis A. Schwartz, and E. H. 
Thornton, all three representing the New Orleans Joint Traffic 
Bureau and sugar interests, with the exception of the American 
Sugar Refining Company. The suggestion was made that a 
limit of three cents a hundred pounds be placed on the increase 
to prevent the rates being out of proportion. 

A similarly favorable view was exhibited by Jules God- 
chaux, of Godchaux Sugars, Inc., New Orleans, who believed 
the rail carriers should have more revenue as a means of 
bringing prosperity but said a flat increase in cents a hundred 
pounds was preferable to a 15 per cent horizontal increase. 

C. E. Fowler, Birmingham, Ala., representative of rock 
and other road building material interests, and J. K. Hiltner, 
of Burlington, N. J., spokesman for the United States Pipe 
and Foundry Company, both asked for preservation of port 
relationships. 

Bryant T. Menard, New Orleans, for the _ blackstrap 
molasses industry, testified that the rail increase would likely 
eliminate all profits from the business. 

T. P. Goodwin, of Jackson, Miss., for the truck and fruit 
growers of the Crystal Springs section, asserted that rail rates 
were already so high that farmers there had discontinued rais- 
ing carrots. He thought the proposed increase “the worst 
thing.” 

Opposition to increased rates was expressed by P. A. Frye, 
Baton Rouge, La., secretary of the Public Service Commission, 
who said: “We are not unsympathetic with the financial needs 
of the carriers nor are we unmindful of the importance of an 
efficient transportation service, but we do seriously question 
the means proposed for accomplishing the results. Increased 
rates do not necessarily mean increased revenue. 


“We think the case of passenger fares presents one of the 
best examples of the fact that reduction in rates and not in- 
creases are often the means of obtaining increased revenue 
and patronage.” 


I. C. ABANDONMENT 


Examiner J. S. Prichard, in Finance No. 11639, Chicago, 
St. Louis & New Orleans et al. abandonment, has recom- 
mended that the Commission permit that carrier to abandon 
2.21 miles of line in Vanderburg County, Ind., and Henderson 
County, Ky., and the Illinois Central as lessee to abandon 
operation of that line. The line extends from a point within 
the switching district of Evansville, Ind., to its terminus on 
the north bank of the Ohio River, in Kentucky. The branch 
was severely damaged by the January, 1937, floods. The line 
formed the approach to a car ferry the use of which has been 
abandoned. A race track has been one of the chief users of 
the branch. The average result for the years 1932-1936, the 
report said, was a deficit of $1,441. The examiner said there 
was no evidence that anyone would suffer loss as a result of 
the proposed abandonment. 
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Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1938, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


_ (Supreme Court of Arizona.) At common law, every car- 
rier receiving goods in good condition for carriage, and deliver- 
ing them in bad condition, was presumed to have been negligent 
in their transportation, and was liable for damages caused by 
ee (Southern Pac. Co. vs. Itule, 74 Pac. Rep. 
& i 

Where goods were in good condition when received by car- 
rier but in bad condition when delivered by it, the only defenses 
available to carrier at common law were that injury was caused 
by act of God, of public enemy, of shipper, or by inherent 
nature of the goods themselves.—Ibid. 

At common law, carrier’s liability for damage to goods in 
transit was based on rule of substantive law that carrier was 
insurer of safe transportation of goods entrusted to its care, 
unless loss was caused by act of God, of public enemy, of 
shipper, or by inherent nature of the goods themselves.—Ibid. 

The defenses available to carrier at common law in action 
for damage to goods while in transit, that damage was caused 
either by act of God, of public enemy, of shipper, or by inher- 
ent nature of goods themselves, were affirmative defenses, and, 
in absence of affirmative evidence to that effect, trial court had 
duty to instruct jury that carrier had not met burden im- 
posed on it.—Ibid. : 

At common law, shipment of live stock constituted an 
exception to rule that carrier was liable for damages to goods 
in transit unless damage was caused by act of God, of public 
enemy, of shipper, or by inherent nature of goods themselves, 
and in such case carrier need only to show that it furnished 
proper means of transportation and exercised reasonable care 
which the nature of the shipment required.—lIbid. 

The apparent exception at common law as regarded ship- 
ment of live stock, to the general rule that carrier was pre- 
sumed to be negligent whenever goods received by it in good 
condition were delivered by it in bad condition, in absence of 
injury caused by act of God, of shipper, of public enemy, or 
by inherent nature of the goods themselves, was in reality only 
a recognition of different quantum of evidence required to 
establish same defense under different circumstances.—Ibid. 

It is a well-known fact that majority of inanimate objects, 
when they are delivered to a carrier in good condition, will 
almost invariably remain in the same state until they reach 
the consignee, in absence of some human instrumentality which 
injures them.—Ibid. 

It is a matter of common knowledge that all fruits and 
vegetables of every nature will ultimately decay, although no 
human agency has approached them after their maturity.—Ibid. 

In cases of shipment of perishable fruits and vegetables, 
when carrier shows affirmatively that it handled them in a 
method requested by shipper, and that it exercised reasonable 
care to prevent any damages from any cause not necessarily 
involved in the method of transportation so chosen, it has satis- 
fied requirements of law in regard to quantum of proof required 
to establish a defense in an action for damages to the ship- 
ment.—Ibid. 

In action against railroad for damage to a shipment of 
tomatoes, evidence that tomatoes were shipped in good con- 
dition but, when received, were partially decayed, sustained 
plaintiff's burden of making a prima facie case.—lIbid. 

In action against railroad for damage to a shipment of 
tomatoes which were in good condition when shipped but par- 
tially decayed when received, evidence that tomatoes were 
shipped without artificial refrigeration at request of shipper, 
that they were shipped according to rules of Interstate Com- 
merce Commission, and that tomatoes shipped at temperature 
existent at time of shipment, not precooled, would ripen very 
rapidly, justified conclusion that carrier was not negligent so 
as to be liable for damage to such shipment.—Ibid. 

In action against carrier for damage to a shipment of 
goods, on submission of the case to jury, it is necessary to 
instruct jury properly as to what carrier must prove to sustain 
its defense.—Ibid. 


In action against railroad for damage to shipment of toma- 
toes, instruction that railroad must show that damage was 
caused by inherent defect in the shipment, or by negligence of 
shipper, or by some other cause over which railroad had no 


control, in order not to be liable, was reversible error, in view 
of rule in such cases that railroad need only satisfy jury that 
it handled the tomatoes in accordance with shipper’s orders 


and in a reasonable prudent manner as to matters not covered 
by such orders.—lIbid. 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1938, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Superior Court of Pennsylvania.) The legal rights of 
truck operator whom Public Service Commission ordered to 
cease and desist from transporting property as a common 
carrier must be considered under the Public Service Company 
Law, Act of July 26, 1913, with its supplements and amend- 
ments, where appeal from cease and desist order was filed 
prior to effective date of Public Utility Law of May 28, 1937 
(66 P. S., Sec. 1 et seq.; Sec. 1101 et seq.). (Marshall vs. 
Public Service Commission, 195 Atl. Rep. 475.) 

The test in determining whether a carrier is a “common 
carrier” or a “private carrier’ is whether or not the enter- 
prise is open to the use and service of all members of the 
public who may require the service to the extent of its 
capacity.—Ibid. 

Where truck operator’s intrastate transportation of pe- 
troleum products extended to all points in state and to more 
than 20 towns and cities and operator had large number of 
trucks and trailers which were inscribed with the words 
“Transportation Petroleum Products” and which were used 
extensively by him in interstate and intrastate transportation 
of petroleum products, operations indicated that services 
offered by operator were a general holding out of his will- 
ingness to serve all who applied to limit of his capacity, and 
hence operator was a “common carrier’ whom Public Service 
Commission could order to cease and desist from transporting 
property as a common carrier (66 P. S., Sec. 1 et seq.).— 
Ibid. 

In determining whether truck operator was a common 
carrier subject to cease and desist order of Public Service 
Commission, superior court could consider both interstate and 
intrastate transportation of operator (66 P. S., Sec. 1 et seq.). 
—Ibid. 





(District Court, W. D. Michigan, N. D.) The courts may 
not consider the weight of evidence supporting order of Inter- 
state Commerce Commission or wisdom of order, provided 
there is evidence to sustain it. (Escanaba & L. S. R. Co. vs. 
United States, 21 Fed. Sup. 151.) 


The courts accord to findings of the Interstate Commerce 
Commission the strength due judgments of a tribunal appointed 
by law and informed by experience.—Ibid. 

Order of Interstate Commerce Commission permitting in- 
tervening railroad operating under trackage rights contract 
over plaintiff railroad’s tracks to enter into pooling agreement 
with another railroad for pooling of iron ore traffic from 
certain range, and for pooling of their earnings on class and 
commodity traffic interchanged between them and plaintiff 
railroad, did not deprive plaintiff railroad of legal rights, not- 
withstanding intervening railroad would discontinue opera- 
tions under trackage rights contract (Interstate Commerce 
Act, Sec. 3(3), 49 U. S. C. A., Sec. 3(3)).— Ibid. 

The Interstate Commerce Commission’s certificate that 
public convenience and necessity permitted abandonment by 
intervening railroad of operations under trackage rights con- 
tract over plaintiff railroad’s line was within Commission’s 
authority, where abandonment authorized did not relate to 
usual and ordinary railroad operation, but related principally 
to transportation of iron ore (Interstate Commerce Act, Sec. 
1(18-20), 49 U. S. C. A., See. 1(18-20) ).—Ibid. 

Where railroad carrying iron ore over plaintiff railroad’s 
line under trackage rights contract, carried ore in its own cars 
with its own locomotives and with its own train crews under 
bills of lading issued by it under tariffs and rates established by 
it, plaintiff was not carrier involved in agreement between 
railroad operating under trackage rights contract and another 
railroad for pooling of iron ore traffic and of their earnings on 
class and commodity traffic interchanged between them and 
plaintiff, and plaintiff's assent to the pooling agreement was 
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not necessary (Interstate Commerce Act, Sec. 5(1), 49 U. S. 
C. A., Sec. 5(1)).—Ibid. 

(Supreme Court of Ohio.) Where railroad, operating trains 
with stops at cities R., W., and B., discontinued stopping trains 
at W., express agency was granted certificate of public con- 
venience to operate their trucks to and from R. and W., to 
handle express shipments, and subsequently railroad discon- 
tinued stopping trains at B., which deprived express agency of 
direct facilities for transporting express shipments to and from 
that city, order of Public Utilities Commission granting express 
agency extension of route from W. to B. was authorized (Com- 
mercial Motor Freight vs. Public Utilities Commission, 11 N. E. 
Rep. (2d) 701). 





(Court of Civil Appeals of Texas. Austin.) Where facts 
alleged in verified pleadings are conflicting on issue to be 
finally determined, matter of granting temporary injunction, 
or dissolving of temporary injunction in statutory proceeding 
on verified motion, is largely within trial court’s discretion, and 
will be reversed on appeal only where clear abuse of discretion 
is shown (Vernon’s Ann. Civ. St., Arts. 4567, 4658). (Tips vs. 
Railroad Commission of Texas, 110 S. W. Rep. (2d) 585.) 

In suit. by operator of motor trucks to enjoin railroad 
commission from interfering with his motor truck operations, 
court did not abuse its discretion in dissolving temporary 
injunction, where defendants’ verified motion alleged that 
plaintiff's temporary privilege of operating trucks pending 
application before Interstate Commerce Commission to engage 
exclusively in interstate commerce was being violated by plain- 
tiffs’ engaging also in intrastate commerce without state permit 
and that he was fraudulently using temporary injunction to 
prevent agents of railroad commission from investigating his 
unlawful intrastate operations (Federal Motor Carrier Act of 
1935, 49 U. S. C. A., Sec. 301 et seq.; Vernon’s Ann. Civ. St. 
Tex., Arts. 911b, 4657, 4658) .—Ibid. 

In suit by operator of motor trucks to enjoin railroad 
commission from interfering with his motor truck operations, 
contention of plaintiff that court had no jurisdiction to decide 
any question except his right to operate as interstate motor 
carrier under Federal Motor Carrier Act was without merit, 
where defendants alleged that plaintiff was engaging also in 
intrastate commerce without a state permit (Federal Motor 
Carrier Act of 1935, 49 U. S. C. A., Sec. 301 et seq.; Vernon’s 
Ann. Civ. St. Tex., Art. 911b).—Ibid. 

Where motor carrier is engaged in both interstate and 
intrastate commerce, the federal commission and the state 
commission of the state in which he operates may each require 
of him a certificate or permit to engage as such motor carrier 
(Federal Motor Carrier Act of 1935, 49 U. S. C. A., Sec. 301 
et seq.; Vernon’s Ann. Civ. St. Tex., Art. 911b).—Ibid. 

In suit by operator of motor trucks to enjoin railroad 
commission from interfering with his motor truck operation, 
contention that defendants’ verified motion to dissolve tem- 
porary injunction was insufficient on ground that it was not 
properly verified, because affiant used the words “investigator 
of” the railroad commission instead of “investigator for’ the 
railroad commission was without merit (Vernon’s Ann. Civ. 
St., Art. 911b).—Ibid. 

The verification of a petition for injunction on information 
and belief and other defects are waived, where party com- 
plaining addresses no special exception to the petition, but 
relies solely on general demurrer and lack of jurisdiction to 
complain of improper verification.—Ibid. 

Admissions by defendants, which related only to one sep- 
arate ground on which defendants sought to have temporary 
injunction dissolved, would not continue injunction in force, 
where there were other grounds authorizing dissolution of in- 
junction. 

Where verified motion of defendants to dissolve temporary 
injunction had been filed, burden rested on plaintiff to allege 
by sworn reply or answer facts which would sustain his injunc- 
tion, or which would overcome facts alleged in motion to Gis- 
solve.—Ibid. 


NEW HAVEN ABANDONMENT 

The Commission, by division 4, in Finance No. 11583, 
Hartford & Connecticut Western et al. trustees abandonment, 
has authorized Howard S. Palmer, James Lee Loomis and 
Henry B. Sawyer, trustees of the Hartford & Connecticut 
Western and trustees of the New York, New Haven & Hartford 
to abandon the line and its operation from Collinsville to Win- 
sted, Conn., a distance in one segment of 11.34 miles and 
approximately 1.14 miles in another. The Commission said 
that while the line had not been operated at an actual out-of- 
pocket loss its operation was a drain on the applicants’ resources 
because it constituted duplication of other facilities serving 
New Hartford, Conn. The applicant, the report said, would be 
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able to save substantially on the expense of operation the line 
which for the next three years would exceed $3,000 annually. 





NEW HAVEN REORGANIZATION 

The Commission, by division 4, in Finance No. 10992, New 
York, New Haven & Hartford reorganization, has authorized 
James Jay Kann, C. Kenneth Baxter and Arthur F. Shettle, 
to serve as a protective committee for holders of the bonds 
secured by or issued under the first and refunding mortgage, 
dated December 9, 1920, of the New York, New Haven & Hart- 
ford, the 4 per cent debentures due May 1, 1957, of the carrier, 
and the 4 per cent debentures, due May 1, 1957, of the Provi- 
dence Securities Co. 


MILWAUKEE ABANDONMENT 

The Commission, by division 4, in Finance No. 11618, Chi- 
cago, Milwaukee, St. Paul & Pacific trustees’ abandonment, 
has authorized the carrier mentioned to abandon a part of 
a branch extending from Eldridge Junction to Long Grove, Ia., 
a distance of about 3.1 miles. The part to be abandoned is 
the remaining portion of a line which formerly extended from 
Eldridge to Maquoketa, a distance of 32.3 miles. The part 
between Long Grove and DeWitt was abandoned in 1935 under 
authority from the Commission in 175 I. C. C. 189. 


Cc. & E. |. REORGANIZATION 


Charges that substantial control of the Chicago & Eastern 
Illinois Railroad would be continued in the Chesapeake & Ohio 
group through $10,000,000 of preferred stock which has no real 
value are made by John Carson, consumers’ counsel under the 
national bituminous coal act, in exceptions to the report of 
Examiner Brinkley in the bankruptcy reorganization of the 
ey ee 

Mr. Carson said that the proposed recapitalization was at 
least $10,000,000 in excess of the $52,000,000 true value of the 
road as found by the Commission’s Bureau of Valuation. As- 
serting that this $10,000,000 is the precise value proposed to 
be allowed the preferred stock of the C. & O. group, the 
brief says: 

By permitting the issuance of securities in an amount greater 
than the valuation by the Bureau of Valuation, the will of Congress as 
expressed in the bankruptcy act will be thwarted and the plain intent 
of the act will be evaded. 

Approval by the Commission of such over-capitalization in fact will 
tender to prospective security holders a most cogent argument for 
fixing of rates so that they may obtain a ‘“‘fair return’’ and in this 
manner seriously affect the consuming public. 


W. & M. ABANDONMENT 

The Commission, by division 4, in Finance No. 11511, Wis- 
consin & Michigan abandonment, has authorized that carrier 
to abandon a line and the Chicago, Milwaukee, St. Paul & 
Pacific to abandon operations, extending from Bagley Junc- 
tion, Wis., to Iron Mountain, Mich., a distance of approximately 
62 miles, a branch extending from Aragon Junction to Nor- 
way, Mich., a distance of 5.5 miles and terminal properties 
at Menominee, Mich. The trackage rights authorized to be 
abandoned are over the line of the Milwaukee between Bagley © 
Junction and Menominee, a distance of approximately 8.5 miles. 


N. Y¥. S. & W. REORGANIZATION 

The Commission, by division 4, by order in Finance No. 
11681, New York, Susquehanna & Western reorganization, has 
directed that a report by its Bureau of Accounts on an investi- 
gation of the income accounts of the carrier mentioned, in- 
cluding those of wholly controlled subsidiary companies for the 
years 1932 to 1936, both inclusive, be filed in the record in this 
proceeding. 


LOANS TO RAILROADS 


The Missouri Southern in Finance No. 9336, reconstruc- 
tion loan, asks for an extension to October 7, 1938, of the 
maturity date of a partly paid note for $33,000, conditioned 
on the payment on February 7 and on each 90 days thereafter 
of not less than $5,000 with payment in full of the balance 
thereof on the extended maturity date. The unpaid part of 
the note is $28,000. 


COKE RATE CASE 


The Supreme Court of the United States, January 17, 
noted that it had probable jurisdiction in No. 638, Baltimore 
& Ohio vs. United States, involving the validity of the order 
of the Commission in I. and S. No. 3985, coke from Alabama 
and Tennessee to central territory, 209 I. C. C. 281, on appeal 
from the federal district court for the northern district of 
Illinois. The order required reductions which were contested 
by appellants. The lower court dismissed the bill. 
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MONON REORGANIZATION 


A plan of reorganization for the Chicago, Indianapolis & 
Louisville Railway Co., as of July 1, 1938, has been proposed 
by the protective committee for debtor’s refunding mortgage 
gold bonds, due July 1, 1947, Alfred H. Meyers, chairman. The 
plan has been filed with the Commission in Finance No. 10294. 

Under the plan $394,808 of equipment trust certificates 
will remain undisturbed. For $5,300,000 of refunding 4s, plus 
$1,060,000 of accrued interest, a total of $6,360,000, it is pro- 
posed to give $1,272,000 of first mortgage 4s, 20 per cent of 
the total claim, and $5,088,000 of second mortgage income 
bonds 5s, 80 per cent of the total claim. 

For $4,998,000 of refunding 5s, plus $1,249,500 of accrued 
interest, a total of $6,247,500, it is proposed to give $1,249,500 
of first mortgage 4s, 20 per cent of the total claim, and 
$4,998,000 of second mortgage income bonds, 5s, 80 per cent of 
the total claim. 

For $4,700,000 of refunding 6s, plus $1,410,000 of accrued 
interest, a total of $6,110,000, it is proposed to give $1,220,000 
of first mortgage 4s, 20 per cent of the total claim, and $4,- 
888,000 of second mortgage income bonds 5s, 80 per cent of the 
total claim. 

For $1,172,000 of Indianapolis & Louisville 4s, outstand- 
ing in the hands of the public, plus $234,400 of accrued interest, 
a total of $1,406,400, it is proposed to give $281,280 of first 
mortgage 4s, 20 per cent of the total claim, and $1,125,120 of 
second mortgage income 5s, 80 per cent of the total claim. 

For $5,909,000 first and general 5s, outstanding in the 
hands of the public, plus $1,378,766, accrued interest, a total 
of $7,287,766, it is proposed to give $5,465,825 in $100 par 
value 5 per cent participating preferred stock, 75 per cent of 
the total claim, and 36,438.82 shares of no par value common 
stock, 25 per cent of the total claim. 

For $3,992,000 of first and general 6s, outstanding in the 
hands of the public, plus $1,197,600 accrued interest, a total 
of $5,189,600, it is proposed to give $3,892,200 of $100 par 
value 5 per cent participating preferred, 75 per cent of the 
total claim, and 25,948 shares of no par common, 25 per cent 
of the total claim. 

For Chase loan of $750,000 plus accrued interest of 
$208,000, a total of $958,000, it is proposed to give $958,000 of 
$100 par value 5 per cent participating preferred stock. 

For Railroad Credit Corporation loan of $1,572,755 plus 
interest of $99,841, a total of $1,672,596, it is proposed to give 
a like amount of 5 per cent participating preferred. 

For L. & N. R. C. C. advance of $133,940 plus interest of 
$28,891, a total of $162,831, it is proposed to give 1,628.31 
shares of no par common, to be issued at the rate of one share 
for each $100 of claim on payment of an assessment at the 
rate of $10 for each share so obtained. 

For L. & N.-Southern Railway advances of $750,000 plus 
interest of $207,500 a total of $957,500, it is proposed to give 
9,575 shares of no par common to be issue at the rate of one 
share for each $100 of claim on payment of an assessment at 
the rate of $10 for each share so obtained. 

For $4,991,300 of preferred and $10,497,000 of common 

it is proposed to give 154,883 shares of no par common, to be 
issued as follows: (A) To be issued to holders of preferred and 
common stocks on payment of assessment of $15 a share by 
the present preferred and $30 a share by the present common 
by not less than 75 per cent in interest of the holders of each 
class. (B) If assessment is not paid, shares are to be held 
by trustees for sale or distribution as provided in the plan. 
In event of sale, proceeds are to be used for: (a) Payment of 
accumulated interest on the new first 4s as provided in plan. 
(b) Completion of rehabilitation and improvement program. 
(c) Retirement of bonds as provided in plan. 
‘ With the present capitalization, the total charges amount 
fo $1,622,457, of which $1,477,257 is fixed interest charges. The 
proposed plan provides for fixed interest charges of $180,731 
and total charges of $1,354,183. 

The committee said that for many years prior to the 
commencement of these proceedings, the debtor was controlled 
through stock ownership by the L. & N. and the Southern. 
These two companies together own approximately 77 per cent 
of the preferred stock, 93 per cent of the common stock and 
nearly all of the debtor’s unsecured obligations. The com- 
mittee said that neither of the proprietary companies had in 
the past nor was now giving the debtor such measure of 
support or supervision either as to traffic or operation, as 
should rightfully be expected from controlling owners. It said 
continuance of control by the proprietary companies in the 
future ought to be conditioned on a definite undertaking on 
their part to supply such support and supervision. It said a 
plan should be adopted which would give future control of 
the debtor to the secured creditors, unless the stockholders and 
unsecured creditors would, by the payment of assessments, 
supply the funds required for a program of rehabilitation and 
improvement which was necessary for efficient and economical 
operation, and which should have been undertaken and paid 
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for out of earnings in the past. The committee said it believed 
that any sound plan of reorganization for the property should 
provide for the raising of the funds for carrying out such a 
program, which it said was essential if the property was to 
be operated in the future with proper efficiency and greater 
economy, and the plan accordingly contained provisions for 
that purpose either by assessment of the equity and unsecured 
creditors, or by sale or other disposition of the common stock 
as provided. 


EXPLOSIVES REGULATIONS 

The Commission, by Commissioner McManamy, by order, 
effective April 15, in No. 3666, regulations for the transporta- 
tion of explosives and other dangerous articles, has amended 
the regulations, pertaining to the transportation of dangerous 
articles by rail in freight, express and baggage service and by 
water and highway in accordance with changes agreed on in 
the informal procedure in such matters. The amendments are 
effective on April 15 except as to a paragraph relating to 
chlorate of soda and chlorate of potash packing. That para- 
graph, No. 317, is marked to be effective ten months from the 
date of the approval of the amendment. 


SIGNAL SYSTEMS 

The Missouri Pacific and the Atchison, Topeka & Santa Fe 
have filed applications with the Commission for approval of 
proposed modification of signal systems or devices under para- 
graph (b), section 26, of the interstate commerce act. Any 
interested party desiring hearing should advise the Commission 
in writing within 15 days from January 14. 

The Missouri Pacific has filed applications with the Com- 
mission for approval of proposed modification of signal systems 
or devices under paragraph (b) section 26 of the interstate 
commerce act. Any interested party desiring hearing should 


advise the Commission in writing within 15 days from January 
bs B 


RAILROAD HOLDING COMPANIES 


While there is an abundant official literature pertaining 
to holding companies and their effect on financing and man- 
agement of railroads, with a view to their regulation, there is 
practically none, if any, in the files of the Commission sug- 
gesting or advocating their abolition, as proposed by President 
Roosevelt in his press conference January 14. The President, 
in his talk devoted himself to utility and bank holding com- 
panies. Someone asked him if his remarks applied to all 
holding companies. 

“Why have any holding companies?” he asked, indicat- 
ing that what he had been saying ought to be applied to all 
and that it was his object to have them wiped out. At present 
utility holding companies are under sentence of death, using 
the word utility without including railroads. 

The Senate committee on interstate commerce has under 
consideration the question of eliminating or further regulating 
such companies. That fact caused the Commission, in its re- 
cently issued fifty-first annual report (see Traffic World, Jan- 
uary 8, p. 71), to withhold opinions on the subject. 

“Because of the intensive consideration which is being 
given in that investigation (the so-called Wheeler investiga- 
tion of railroads) to the subject of holding companies used for 
the purpose of controlling railroad companies,” said the Com- 
mission, “we refrain at present from making any recommenda- 
tions bearing on the subject, although it has been dealt with 
in several of our annual reports in the past.” 

The subject was discussed by the Commission in its annual 
reports for 1929, pp. 79-83 and 1930, p. 80. The House com- 
mittee on interstate and foreign commerce in the latter year 
was also dealing with the subject, embodying the outcome of 
its inquiry and reflections in a report in three parts, prepared 
by Dr. Walter M. W. Splawn, now chairman of the Commission 
and then special counsel for the committee. 

All that and amendments to section 5(6) et seq. of the 
interstate commerce act, enacted in 1933, look to the regula- 
tion or prohibition, in part, of the activities of holding com- 
panies, not their abolition. 

The Commission at present is carrying on a holding com- 
pany investigation, No. 27825, investigation of the Alleghany 
Corporation and the Chesapeake Corporation. While the fact 
is not shown in the title, that investigation, instituted last 
August, covers the operations not only of the two corporations 
but also those of Robert R. Young, Frank F. Kolbe and Alan P. 
Kirby, particularly as they relate to the Chesapeake & Ohio, 
the Nickel Plate and the Missouri Pacific, those men being the 
ones who took over the so-called Van Sweringen rail empire 
from George A. Ball, the Muncie, Ind., friend of the Van 
Sweringens. 

One hearing has been held in that case by Commissioner 
Mahaffie, who has administrative charge of the proceeding. 
Field work is now being done in preparation for other hearings. 
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The Traffic World 


REVENUE TRAFFIC STATISTICS 


Revenue traffic statistics of Class I steam railways for 
October and the ten months ended with October, 1937 and 1936 
(switching and terminal companies not included), prepared 
from carrier reports by the Bureau of Statistics of the Com- 


mission, follows: 
October 
AGGREGATES 
1. Miles of road operated at close of 
month, freight Service....sescesse0css 
Miles of road operated at close of 
month, passenger service............ 
Number of revenue tons carried....... 
Number of revenue tons carried one 
Sey, se ns osc ka wk ws bee's 
Freight revenue (whole dollars)....... 
Number of revenue passengers carried: 
6-01. Commutation passengers....... 
6-02. All other passengers........... 
Sh ee er 
7. Number of revenue passengers carried 
one mile: 
7-01. Commutation passengers 
7-02. All other passengers 
a he eee ee 
8. Passenger revenue (whole dollars): 
8-01. Commutation fares 
Ee BL ek: er 
SS ea ee ee 
9. Passenger train-miles 
10. Passenger car-miles 


AVERAGES 

FREIGHT TRAFFIC: 
11. Miles per revenue ton per road 
12. Revenue per ton-mile (cents)...... 
13. Revenue per ton per road (dollars) 
COMMUTATION PASSENGER TRAFFIC: 
14-01. Miles per passenger per road...... 
15-01. Revenue per passenger-mile (cents) 
16-01. Revenue per passenger per road 
CO ER er ce ree er ee 


ALL OTHER PASSENGER TRAFFIC: 
14-02. Miles per passenger per road...... 
15-02. Revenue per passenger-mile (cents) 
16-02. Revenue per passenger per road 

[ED - nisGuiskimsccwnss.s'ek see eos 

TOTAL PASSENGER TRAFFIC: 

14-03. Miles per passenger per road....... 
15-03. Revenue per passenger-mile (cents) 
16-03. Revenue per passenger per road 


a ee ee ree 
17. Revenue passenger-miles per train- 
MND ASGSE Se bavEShebh ck wos bee inwess 
18. Revenue passenger-miles per car- 
ee eed eee hr ee 
Ten Months 

AGGREGATES 


1. Miles of road operated at close of 
month, freight service* ............. 
. Miles of road operated at close of 
month, passenger service* ........... 
. Number of revenue tons carried....... 
Number of revenue tons carried one 
Sees ROE ca sbccensdecs senna s 
Freight revenue (whole dollars)....... 
Number of revenue passengers carried: 
6-01. Commutation passengers 
6-02. All other passengers 
Pn) J iicciwenahnuhennenbeSahee 
7. Number of revenue passengers carried 
one mile: 
7-01. Commutation passengers....... 
7-02. All other passengers 


1937 
233,948 


175,116 
168,027,310 


33,724,494 
$306, 713,853 


20,292,730 
20,284,201 
40,576,931 
338,969,306 
1,638, 467,355 
1,977,436,661 
$3,432,425 
$32,037,805 
$35,470,230 


34,607,753 
144,178,485 


200.7 
0.909¢ 
$1.83 


16.7 
1.01¢ 


$0.17 


80.8 
1.96¢ 


$1.58 


48.7 
1.79¢ 


$0.87 
57.1 
13.7 
1937 
234,318 


175,562 
1,563,352,157 


308,969,023 


$2,883, 987,216 


204,920,698 
210,367,150 
415,287,848 


3,442,822, 756 
cho sawenee 17,272,326,320 


PA CREE Ginsu h er ven sxe eee tas ese 20,715, 149,076 


8. Passenger revenue (whole dollars): 
8-01. Commutation fares............. 
BAe, All OUOP DATOS. occ 00 ccevene sens 
Ok eee rere 
DS: POE TERI TIIOS, 6.0 0s wees ccccescs 
2D: PST OEP TTIOE in voc cce ve vssiccccens 
AVERAGES 
FREIGHT TRAFFIC: 
11. Miles per revenue ton per road 
12. Revenue per ton-mile (cents)...... 
13. Revenue per ton per road (dollars) 
COMMUTATION PASSENGER TRAFFIC: 
14-01. Miles per passenger per road..... 
15-01. Revenue per passenger-mile (cents) 
16-01. Revenue per passenger per road 
CO ES eee 
ALL OTHER PASSENGER TRAFFIC: 
14-02. Miles per passenger per road...... 
15-02. Revenue per passenger-mile (cents) 
16-02. Revenue per passenger per road 
(dollars) 


$34,765,806 
$334,509,575 
$369,275, 381 
347,441,766 
1,471,123,583 


197.6 
0.933¢ 
$1.84 


16.8 
1.01c 


$0.17 


82.1 
1.94¢ 


$1.59 


1936 
234,746 


178,293 
174,770,340 


34,083,495 
$325,522,862 


21,460,590 
20,474,873 
41,935,463 


345,121,834 
1,567,268,319 
1,912,390,153 

$3,552,096 
$30,310,783 
$33,862,879 


34,418,423 
142,252,421 


195.0 
0.955¢ 
$1.86 


16.1 
1.03¢ 


$0.17 


76.5 
1.93¢c 


$1.48 


45.6 
Lave 


$0.81 
55.6 
13.4 


1936 
235,006 


178, 767 
1,398,673,408 


276,756,601 
$2,707,368, 976 


216,544,071 
188,683,980 
405,228,051 


3,506,247,813 
14,954, 796,733 
18, 461,044,546 


$37,179,835 
$303,606,862 
$340, 786,697 
335,099,926 
1,363,573,125 


197.9 
0.978c 
$1.94 


16.2 
1.06c 


$0.17 


79.3 
2.03c 


$1.61 
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TOTAL PASSENGER TRAFFIC: 
14-03. Miles per passenger per road....... 49.9 45.6 


15-03. Revenue per passenger-mile (cents) 1.78¢c 1.85c 

16-03. Revenue per passenger per road 
7 SS RR OS Ene ee eee $0.89 $0.84 

17. Revenue passenger-miles per train- 
Ne ahbuss Convenes tees coal edeas 59.6 55.1 

18. Revenue passenger-miles per car- 
RR eee Se ene ee aes 14.1 13.5 


*Represents an average of the mileage reported at the close of each 
month within the period. 


GOVERNMENT REORGANIZATION 


The Traffic World Washington Bureau 


In a minority report submitted to the Senate on S. 2970, 
the government reorganization bill pending in the Senate, 
Senator Byrd, of Virginia, of the select committee on govern- 
ment organization, said, among other things, that the bill would 
give the President the power to fill vacancies with political 
appointments to all “key” position in the federal service, 
including the independent quasi-judicial, quasi-legislative, regu- 
latory establishments of the government “despite professed 
protection for these independent agencies.” Among the inde- 
pendent agencies that would be affected would be the Inter- 
state Commerce Commission, the Maritime Commission, the 
Federal Communications Commission, the National Bituminous 
Coal Commission, the National Labor Relations Board, and the 
Securities and Exchange Commission, said he. 

Under the terms of the bill, said Senator Byrd, the Presi- 
dent, simply by declaring the position “policy determining” in 
character, might fill any vacancy at the head of any “bureau, 
division, service, or other similar agency” of the executive 


departments and independent establishments of the govern- 
ment. 


“This power invades the independent and_ legislative 
agencies of the government by the executive branch, as ‘key’ 
subordinate officials must of necessity largely perform the vast 
and complex activities of the various departments,” said Sena- 
tor Byrd. “To remove such officials from the classified service 
and make them subject to appointment by the executive is a 
blow to merit promotion under the civil service and takes 
from the department officials any voice in the selection of im- 
portant subordinates upon whom they must depend for loyalty 
and the efficient conduct of their respective departments. The 
President’s decision that a vacant position is ‘policy-determin- 
ing’ (a term undefined in the bill) is final and not subject 
to judicial review. It is my intention to oppose removal of 
any positions from the civil service and merit system as con- 
trary to the spirit of this accepted principle.” 


I. C. C. APPROPRIATION CUT 


The Senate committee on appropriations has reported the 
independent offices appropriation bill to the Senate with a 
reduction of $500,000 in the appropriation for the Commission 
as approved by the House. The entire amount was taken from 
the item of $3,500,000 for the motor carrier regulation work 
of the Commission, as approved by the House. 

President Roosevelt has transmitted to Congress an esti- 
mate of the Bureau of the Budget of $300,000 additional for 
the motor carrier work of the Commission for the present fiscal 
year which ends June 30. In explanation of the need for the 


money, D. W. Bell, acting director of the Bureau of the Budget, 
said: 


The independent offices appropriation act for the fiscal year 1938 
made available $2,450,000 for carrying out the provisions of the motor 
carrier act of 1935. Due to the continued difficulty in obtaining full 
cooperation of a number of operators and the somewhat general lack 
of understanding of the law by numerous small operators, the Com- 
mission has been unable to promptly dispose of applications for operat- 
ing certificates, for authority to merge the properties of motor carriers. 
and for the issuance of new securities, matters which are of great 
importance to the industry. Accordingly, unfair competitive prac- 
tices and noncompliance with the law by certain carriers and shippers 
relative to safety regulations, proper tariffs, rate adjustments, and 
insurance requirements continue, and in addition the administration 
of other important provisions of the motor carrier act, are now only 
being partially accomplished. In the effort to effectively accomplish 
the purposes of the act, the Commission has incurred expenditures in 
excess of a normal rate in comparison to the appropriation available. 
In order to assist the Commission to keep its work current and to 


properly enforce the act, a supplemental estimate of $300,000 is sub- 
mitted. 


WEIGHTS AND MEASURES BILL 


Representative Somers, of New York, has introduced 
H. R. 8974, a bill to define certain units and to fix the stand- 
ards of weights and measures of the United States. 
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TRAIN LENGTH LIMIT BILL 
The Traffic World Washington Bureau 


While W. D. Johnson, vice-president and national legisla- 
tive representative of the Order of Railway Conductors, was 
presenting further evidence before the House committee on 
interstate and foreign commerce in support of the bill limiting 
the length of trains to 70 cars, several trainment who testified 
they had been injured in accidents growing out of the opera- 
tion of long trains were heard. They were H. L. Rice, Penn- 
sylvania conductor of Logansport, Ind.; John S. Hunt, C. & O. 
conductor of Columbus, O.; Harry H. Kelly, C. & O. conductor 
of Columbus, O., and J. T. Towell, C. & O. brakeman of 
Frankfort, O. 

Representative Martin, of Colorado, said he had been get- 
ting letters from farmers protesting against the bill on the 
ground that enactment of it would increase freight charges. 

Mr. Johnson, replying, referred to a pamphlet issued by 
the Transportation Association of America in opposition to 
the bill and said it was no doubt circulation of such matter 
that led to congressmen getting letters against the bill. He 
charged that the pamphlet poisoned the mind of the public. 

Representative Sadowski, of Michigan, said he would like 
to know, on a mileage basis, how many accidents there had 
been on trains of more than 70 cars and on trains of. fewer 
than 70 cars. Mr. Johnson indicated that the request called 
for the compilation of information not available to the brother- 
hoods. 

When a suggestion that red reflectors be placed on the 
sides of cars as a means of preventing motorists driving into 
the sides of trains was under discussion, Representative Bul- 
winkle said if that were done trains would look like traveling 
Christmas trees. 

The committee held a brief session January 18 at which 
Mr. Johnson completed his testimony. 

J. A. Farquharson, national legislative representative of 
the Brotherhood of Railroad Trainmen and editor and’ man- 
ager of that brotherhood’s official publication, in opening his 
testimony January 19, said he wished to call attention to the 


fact “we are talking specifically about an uncontrolled slack , 


action that exists on long trains and about the inability of 
trainmen to pass signals from the head end to the rear end, 
or rear end to head end of the train, and the inability of 
trainmen to detect defects on these long trains and be able. 


to stop them and correct the defect before an accident occurs, ° 


also the lack of opportunity there is for trainmen to~inspect 
these long trains at intermediate points between terminals.” 


Asserting that limitation of train lengths was not a new 


question with the transportation brotherhoods, Mr.) Fapguhar- 
son said negotiations were conducted in 1903 and an agreement 
reached on the roads west of and including the Illinois Cen- 
tral that “double-heading” on trains of over 30 cars would 
be discontinued, the practice of using two locomotives to: 
propel a single train having become quite prevalent. This 
agreement was later modified. Mr. Farquharson also reviewed 
other developments with respect to the handling of trains. _ 

“The railroads have, during the recess of Congfess,” said 
he, “conducted one of the most vigorous programs of spread- 
ing propaganda against the enactment of this legislation that 


has ever been carried on against any safety legislation the 


railroad brotherhoods have sought to have enacted. They 
have flooded the country with reports that railroad accidents 
have been so reduced that they would lead you to believe 
that they are so infrequent that there is no need for any legis- 
lation. We will admit that from the peak seasons of 1926 to 
1929, as compared with the low depression years of 1930 and 
1931, there was a substantial decrease in accidents, but with 
the pick-up of business in 1935 and 1936 let us see what the 
Interstate Commerce Commission reports show in the increase 
in accidents: 


“Negligence of employes’’ shrank in relative importance from 34.65 
per cent in 1929 to 29.64 in 1936. Train accidents chargeable to condi- 
tion of track or equipment increased from 54.77 per cent of the total 
in 1929 to 58.41 in 1936. Train accidents at grade crossings in 1929 (not 
to be confused with train-service accidents) constituted 1.09 per cent 
of the total and increased to 2.78 in 1936, but this was less than in 
1935. Negligence or malicious acts of persons other than employes 
increased from 2.06 per cent in 1929 to 2.67 in 1936. All other causes 
decreased from 7.43 per cent in 1929 to 6.50 in 1936. 

Because of the substantial increase in the number of train acci- 
dents in 1936 over 1935, some examples of the more prominent causes 
contributing to this increase, are cited here. Train accidents due to 
defects in or failure of parts and appurtenances of locomotives and 
tenders other than boilers increased from 411 to 532, or 29.4 per cent. 
Cases of defects in or failures of trucks increased from 687 in 1935 
to 862 in 1936, or 25.5 per cent. Train accidents due to defects in or 
failures of wheels and axles increased from 869 to 1,135, or 30.6 per 
cent. Those due to defects in or failures of hand brakes, brake rigging, 
and appurtenances increased from 207 to 257, or 24.2 per cent. De- 
fective couplers caused 153 train accidents in 1935 and 171 in 1936, an 
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increase of 11.8 per cent. Defective draft rigging was responsible for 
146 train accidents in 1935 and 167 in 1936, or 14.4 per cent more. 
Defects in car bodies and other parts of equipment resulted in 132 train 
accidents in 1935 and 213 in 1936, an increase of 61.4 per cent. In the 
causes listed under ‘‘Defects in or improper maintenance of way and 
structures,’”’ 308 train accidents were assigned to rails and joints in 
1935, compared with 397 in 1936, or 28.9 per cent more. Under ‘Defects 
in frogs and switches,’’ 176 cases were reported in 1935 and 211 in 1936, 
an increase of 19.9 per cent. Uneven super-elevation, improper aline- 
ment, and improper surface of track caused 153 train accidents in 1935 
and 229 in 1936, or 49.7 per cent more. Landslides, boulders, and snow 


or ice on tracks were responsible for 106 train accidents in 1935 and 
183 in 1936, an increase of 72.6 per cent. 


The reduction in injuries, in the years 1922-36 has been more rapid 
than in fatalities for most of the period, but this tendency appears to 
have been checked recently. As previously noted, the percentage of 


increase for injuries from 1935 to 1936 was much greater than for 
fatalities. 


The total number of persons killed in train and train-service acci- 
dents in 1936 was higher than in any year since 1929. The number of 
employes killed in 1936 was higher than in any year since 1930. For 
passengers on trains the number killed was lower in 1936 than any 
other year in the period covered with the exception of 1932. 


“At the previous hearings before this committee and at 
least twice before the Senate committee on interstate com- 
merce, I introduced over 500 accidents occurring on long trains, 
together with a recapitulation of those reports broken down 
so that they could be more easily understood, and I wish at 
this time to introduce those. 

“The railroads, in commenting upon those accidents, stated 
that we had gathered up only that number in the years 1928 
to 1933; that was not altogether correct, as the record was 
made from a compilation of accident reports sent to my office 
by our members and it did include accidents occurring in the 
year 1928 but were principally for the time after 1930. How- 
ever, in order that there might be no misunderstanding about 
the frequency of those accidents, I have this year, with the 
assistance of one person working under my direct supervision, 
made a check of long train accidents for the year 1936 and 
through July, 1937, from the Interstate Commerce Commission 
records, as reported to that Commission by the railroads, as 
required by law. There are a few for the months of August, 
September October and November, also one case in 1935; how- 
ever, the balance do not run beyond the month of July, 1937. 
I have made a recapitulation of these reports in two forms, 
which I wish to submit at this time. 

“With all the investigations and tests that have been going 
on since 1871, railroad trainmen have suffered while railroads 
have experimented with handling big trains and experimented 
with brakes to safely control them. Surely in these 67 years 


‘of experimenting, the most pessimistic should have reached 


the conclusion that the time has arrived when railroad train- 
men should be relieved of this hazard, and trains reduced in 
size to a point where it is known the brake equipment will have 
opportunity to properly function. 

“The principal opposition to the enactment of this legisla- 
tion as set forth by the railroads is the item of cost, and 
they have alleged that it will cost at least $125,000,000 annually, 
but we contend that no one can predetermine that cost, if there 
be any, except and until that point has been proven by actual 
demonstration of railroad operation under the terms of this 
legislation.” 


Mr. Farquharson continued as a witness before the com- 
mittee January 20. In answer to Representative Kennedy, of 
New York, he said he did not think the train limit bill, if 
enacted, would have any effect on the delivery of foodstuffs 
in New York City or increase the cost of that delivery. He 
believed there would be faster and more frequent movement 
of trains carrying such commodities into New York. 

In answer to questions Mr. Farquharson said 70-car train 
limit bills had been passed by the legislatures of Arizona, 
Nevada, Oklahoma, Louisiana and California but that injunc- 
tions against enforcement of the laws had been obtained in all 
the states except Arizona, where the law was in effect. 

Representative Martin, of Colorado, asked whether it 
would not be a good thing for the railroads to “streamline” 
their freight trains as they were doing with their passenger 
trains and said he had read a statement by Henry Ford once 
to the effect that it would be a good idea to “sort of flivver’” 
the freight trains by developing lighter equipment. Mr. Far- 
quharson indicated agreement with the idea. He _ believed 
that by more frequent service the railroads could recover a 
great deal of the local traffic that had been lost to trucks. 
In fact, he said, the road on which he had worked, the South- 
ern Pacific, had done that very thing. Turning to a repre- 
sentative of the Southern Pacific for confirmation of his 
statement, Mr. Farquharson obtained the confirmation with the 
addition “and with more than 70 cars.” The Southern Pacific, 


it was stated, was running freight trains on passenger train 
schedules. 
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RAILROAD EARNINGS 


The Commission’s monthly compilation of operating rev- 
enues and operating expenses of Class I railroads for Novem- 
ber and the eleven months ended with November, 1937, follows: 


November 
1937 1936 
Miles of road operated at close of month.. 235,104 235,857 
Revenues: 
WUEOL: ccccassabahbocwescaeebenense vee $ 258,668,572 $ 298,086,307 
RM oe cee ss coe kee cannes eee 33,317,859 32,081,871 
OS Pe erie te 8,132,367 8,066,113 
NN Pree rer rer ee 4,030,480 5,355,522 
All other transportation ............+. 6,932,201 7,463,687 
eS eee ere eens 6,484,035 6,588,805 
ee. ee 6 ene 848,645 1,005,485 
Ree Le) 233,782 242,226 
Railway operating revenues....... $ 318,180,377 $ 358,405,564 
Expenses: 
Maintenance of way and structures.... 36,519,126 35,859,734 
Maintenance of equipment............. 65.312, 767 66,485,699 
aan age RRP anes RE ees er ey 8,761,658 8,402,585 
TIPO. ckavchsnaw cnanecew evens 124,587,737 121,770,077 
Miscellaneous operations ............. 3,282,064 3,022,751 
PEE coin cep ren baskeheee kan aaeewes 11,259,797 13,090,146 
Transportation for investment—Cr. ... 427,802 456,769 
Railway operating expenses.......$ 249,295,347 $ 248,174,223 
Net revenue from railway operations..... 68,885,030 110,231,341 
Railway tax accruals............. febuewen 26,103,281* 26,512,4707 
Railway operating income........ $ Sear $ gine 
Equipment rents—Dr. balance........... 7,278,547 ,951, 
Joint facility rent—Dr. balance..........- 3,062,282 3,390,950 


Net railway operating income....$ 32,440,920 $ 72,376,522 


Ratio of expenses to revenues (per cent). 78.35 69.24 
Depreciation included in operating ex- 

REE ci wknnoksenep pe cere nessa eens eens 16,570,102 16,036,480 
Total maintenance before depreciation. ... 85,261,791 86,308,953 
Net railway operating income before de- 

MEI. “ving evensnbcnchab eves Seeeees 49,011,022 88,413,002 


*Includes charges of $3,281,312 under the requirements of the So- 
cial Security Act of 1935; also includes charges and credits resulting 
in a net charge of $3,260,482, because of provisions of the ‘Carriers 
Taxing Act of 1937,’’ approved June 29, 1937, and repeal of the Act 
of August 29, 1935, levying an excise tax upon carriers and an income 
tax upon their employes, and for other purposes. (Public No. 400, 74th 
Congress.) The charges and credits were not handled in a uniform 
manner by all the carriers and separate totals are not available. 

yIncludes charges in the total amount of $5,730,561 itemized as fol- 
lows: $1,512,398 for taxes under the requirements of the Social Security 
Act of 1935, and $4,218,163 under the requirements of an act approved 
August 29, 1935, levying an excise tax upon carriers and an income 
tax upon their employes, and for other purposes. (Public No. 400, 
74th Congress.) 

Eleven Months 


1937 1936 
Average number of miles operated........ 235,476 236,277 
Revenues: 
NS 53s nab ws Shh enbeesustagtearsbke $3,146,579,740 $3,008,012,547 
NN OO ne en eT 402,876,236 373,104,795 
RUCKER Chis oi nee ba knkeeehae kee 87,579,984 85,087,686 
ayer er rr ee 52,950,730 53,990,228 
All other transportation .............. 82,497,591 78,494,976 
DOES. Lit cveresksehekben eh ene aes 85,350,794 72,693,061 
op ae SS & a ero ar 10,866,328 10,290,837 
Pe CRE AEDE,, 0 ssn5bn00 ence veness 2,953,623 2,612,080 
Railway operating revenues....... $3,865,747,780 $3,679,062,050 
Expenses: 
Maintenance of way and structures.... 462,173,631 420,600,595 
Maintenance of equipment............. 765,921,491 713,489,733 
ee eer 96,348,834 91,237,919 
ERR te heed aoa ae ee 1,384,556,061 1,276,005,441 
Miscellaneous operations ............. 37,755,584 32,520,193 
Lo ee 133,999,957 143,750,150 
Transportation for investment—Cr. . 5,045,327 4,713,167 
Railway operating expenses....... $2,875,710,231 $2,672,890,864 
Net revenue from railway operations...... 990,037,549 1,006,171,186 
i A es |) 305,602,252* 286, 765,079+ 
Railway operating income......... $ 684,435,297 719,406,107 
Equipment rents—Dr. balance............ 87,615,890 86,617,378 
Joint facility rent—Dr. balance............ 33,608,464 36,120,100 


Net railway operating income..... $ 563,210,943 $ 596,668,629 


Ratio of expenses to revenues (per cent).. 74.39 72.65 
Depreciation included in operating ex- 

SOD pc bbe So ebba hoa b beh a eeee bak Guise 180,192,066 177,393,857 
Total maintenance before depreciation. ... 1,047,903,056 956,696,471 
Net railway operating income before de- 

Dn cchLas ceousenbaseewnnseesnd 743,403,009 774,062,486 


*Includes charges of $36,386,013 under the requirements of the So- 
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cial Security Act of 1935; also includes charges and credits resulting 
in a net charge of $23,282,718, because of provisions of the ‘‘Carriers 
Taxing Act of 1937,'’ approved June 29, 1937, and repeal of the Act of 
August 29, 1935, levying an excise tax upon carriers and an income tax 
upon their employes, and for other purposes. (Public No. 400, 74th 
Congress.) The charges and credits were not handled in a uniform 
manner by all the carriers and separate totals are not available. 

Includes charges in the total amount of $51,264,818 itemized as fol- 
lows: $16,189,363 for taxes under the requirements of the Social Se- 
curity Act of 1935, and $35,075,455 under the requirements of an act 
approved August 29, 1935, levying an excise tax upon carriers and an 
income tax upon their employes, and for other purposes. (Public No. 
400, 74th Congress.) 


COST OF RAIL SERVICE 


(By Thomas F. Woodlock in The Wall Street Journal) 


There is a further phase of transportation competition also which 
calls for our vigilant attention and action, so far as our jurisdiction 
and powers permit. The constant danger in such competition is that 
rates, fares, charges, or practices will be established for which there 
is no economic justification and which will either unduly weaken 
financial conditions or impose a burden on non-competitive traffic 
which it ought not to be called upon to bear. This danger is particu- 
larly acute in the case of the railroads, because, unlike competing 
forms of transportation, they still enjoy a relatively large amount of 
traffic which is substantially non-competitive. There is no way in which 
we can act effectively to avert such dangers without means of compar- 
ing transportation costs with the charges levied therefor. Such infor- 
mation of this character as is now available is inadequate and unsatis- 
factory in many respects. We realize the need for remedying this de- 
ficiency in information and are setting procedure in motion to that end. 
(From the report of the Interstate Commerce Commission for the year 
ended October 31, 1937.) 


The Interstate Commerce Commission has long dreamed 
of the day when it would be possible to ascertain the cost of 
transporting each of the many thousand commodities that move 
by rail. As far back as 1899 (!) the present writer published 
a brochure entitled “Ton-Mile Cost,” to which he refers for 
the sole purpose of proving that even then the subject was 
under discussion. (He does not suggest, nor does he really 
believe that that chef d’oeuvre illuminated it to any noticeable 
extent!) The whole difficulty involved in the problem is in 
finding the principle upon which joint costs—probably 30 per 
cent of the whole—are apportioned between the passenger, 
etc., services and the freight services, and as between the vari- 
ous commodities. Such apportionment in fact, must be arbi- 
trarily made to some extent, no matter how great be the degree 
of refinement attainable in the isolation of all elements of 
direct costs. The Commission’s efforts can at best be directed 
to that end. 


The context indicates that the Commission has chiefly in 
mind preventing the making by railroads of competitive rates 
which will not pay the cost of carriage. In other words, it 
is minimum rates which it seems to have in view. For such 
a purpose, an estimate of transportation cost made as care- 
fully as is possible is a very useful, indeed, a necessary guide. 
The presumption that such a datum would raise is quite strong 
enough for practical application—provided that the basis upon 
which the datum is constructed be clearly stated. But it is 
quite certain that its use in rate controversies will not be con- 
fined to minimum rates. It is not hard to imagine what a 
a iia shipper will do with it when he wants his rate 
reduced. 


Now, no one has ever laid it down as a principle that all 
commodities transported by rail should provide the carrier 
with the same rate of profit over cost of carriage. The reason 
is that there are two factors determining the proper rate— 
viz., cost of service and worth of service. The worth of serv- 
ice (to the shipper) is determined by factors with respect to 
which the cost of carriage is by no means dominant. One 
commodity where transportation cost is estimated at X can 
pay a higher rate than another whose transportation cost is 
also X because the transportation cost does not necessarily fix 
the price of either in the destination market, and it is that 
price which determines the worth of service to the shipper. 

Take an extreme case—silk from Seattle to Hoboken and 
live stock from Chicago to New York. Silk pays, say $6 per 
100 lbs. for the trip; live stock pays, say, 53 cents. (Both 
rates the writer believes are somewhere near actual charges.) 
Silk moves on passenger trains, cattle in special and expedited 
freight service. Silk pays about 2% cents per ton mile, cattle 
about 1 cent. The resective cost of moving cannot possibly 
vary so much as this. Value of commodity is an important 
factor in determining worth of service. That is the _ basic 
fallacy in the theory of basing railroad rates solely on cost 
of service and the basic truth in the often misquoted and almost 
universally misunderstood axiom “What the traffic should 
bear.” 











ee ee Le! - 


, VTwy. © 


QOnr O te we 


ee 


1 


~~ OS DHS LD Rhee se 


a] 


oe ee 


—————————————————— 


January 22, 1938 


RAILROADS AND PROFITS TAX 


The Traffic World Washington Bureau 


Exemption of the railroads from the tax on undistributed 
profits was urged before the House committee on ways and 
means January 18 by R. V. Fletcher, vice-president and gen- 
eral counsel of the Association of American Railroads. 

Subject to strict regulation and engaged in a business of a 
quasi-public nature, Mr. Fletcher said, the railroads should be 
placed in the same category as banks and insurance companies 
and exempted from the profits tax. 

At the outset Mr. Fletcher said the proposal of the subcom- 
mittee of the ways and means committee, reported to the whole 
committee as the basis for a new tax bill, very considerably 
eased the burden placed on the railroads by the 1936 act. 

If all earnings were distributed as dividends, under the 
subcommittee proposal, the railroads would have to pay a tax 
of 16 per cent, the regular rate imposed on all corporations. 
This would cause an increase in the normal tax rate of from 
15 to 16 per cent. Under the present law, the maximum tax is 
around 32 per cent where there is no distribution of profits 
and that tax has been reduced to 20 per cent under the sub- 
committee proposal. That eased the burden on all corpora- 
tions decidedly, Mr. Fletcher admitted. 

The proposal also embodies the provision that a loss in one 
year may be taken as a credit in the following year if in the 
latter year there is a profit. Mr. Fletcher thought it would be 
better if losses for, say, three years could be taken as credits. 

Mr. Fletcher said he regretted that the subcommittee pro- 
posed elimination of exemption from the surtax on corpora- 
tions having contracts prohibiting them from distributing divi- 
dends. 

Mr. Fletcher’s plea for special consideration for the rail- 
roads was not based on their financial condition but rather on 
the fact that their rates were regulated and their outgo was 
affected by the provisions of the railway labor act with respect 
to wages and further that the Commission favored the setting 
up of sinking funds for the retirement of debt. The railroads 
were not free to distribute earnings as dividends as were 
other corporation not subject to the regulations and restric- 
tions applied to the railroads, said he. 

When Representative Vinson, chairman of the subcommit- 
tee which reported the proposal, indicated he felt, that, under 
the proposal, the burden on the railroads would be small and 
wanted to know if Mr. Fletcher had not prepared his argument 
before the subcommittee report was made public. Mr. Fletcher, 
admitting that the subject had been under consideration before 
the subcommittee report was made public, nevertheless adhered 
to his position that the railroads should be placed in the cate- 
gory of banks and insurance companies. He directed attention 
to the fact that, in opening his statement, he had said the 
burden would be eased considerably by the subcommittee pro- 
posal. Mr. Vinson not having been present at the time. 


Attention was directed to the Commission’s recommenda- 
tions in its annual reports for 1936 and 1937 with respect to 
giving the railroads relief from the undistributed profits tax. 


The subcommittee proposal, it was stated, would impose a 
burden of at least 4 per cent on railroads above the normal tax. 
What was desired for the railroads was a straight normal tax, 
said Mr. Fletcher. 


When Representative Reed, of New York, asked if the rail- 
roads—it having been mentioned that about 28 per cent of the 
mileage was in receivership—had not received their first “jolt” 
in the period of federal control, Mr. Fletcher said he thought 
so but smilingly intimated he had better not go into that 
question. 

One government agency regulated the income of the car- 
riers and another the outgo, the reference presumably being 
to the National Mediation Board, and one would have nothing 
to do with the other, said Mr. Fletcher. The assumption here 
apparently was that the result of the system provided for by 
the railway labor act was a fixing of wages by the government, 
though no fixing of wages as such is provided for. 


Consolidation Discussed 


Representative McCormack, of Massachusetts, brought up 
the subject of consolidation of railroads and asked why con- 
solidations had not been accomplished. 

One reason, said Mr. Fletcher, was the requirement in the 
law that the Commission prepare a plan for a limited number 
of systems. He did not think it possible for anybody to pre- 
pare what he said was an artificial plan. The railroad should 
have been allowed to effect consolidations subject to the ap- 
proval of the Commission, said he. 

Another reason, said he, was the general feeling of railroad 
labor that men would be thrown out of work by consolidations. 

Still another factor in the situation, he believed, was public 
sentiment at intermediate points—the reluctance, for instance, 
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he said, Cumberland, Md., would have to be served only by the 
Pennsylvania if the B. & O. were consolidated with the Penn- 
sylvania. Cumberland being the home of Representative Lewis, 
of the committee. 

A good deal had been said about saving money by co- 
ordination but this ignored a proper and legitimate desire of 
the intermediate territory for service, said he. 

Mr. Fletcher said he believed in consolidation to a certain 
extent but that the principle of wholesale consolidation was of 
very doubtful propriety. One able gentleman he knew had a 
plan for only three systems in the entire United States, one in 
the east, one in the south and one in the west. He said the 
plan called for the leasing of roads to the main system. 

Relaxation of regulation would help the railroads, said Mr. 
Fletcher. The tendency, however, said he, seemed to be to 
increase regulation. Relaxation of regulation was needed to 
permit the railroad operators to use their best judgment to 
improve the railroad situation, said he. 

When trucks were mentioned, Mr. Fletcher said they were 
just as bad off as the railroads. He admitted there was now 
more competition among trucks than among railroads but he 
said there would be less as the force and power of the Com- 
mission under the motor carrier act became more apparent. 

The main difficulty with the railroads, Mr. Fletcher indi- 
cated, was an inability to adjust income and expenses beyond 
their control. To go to the Commission for an increase in rates 
was a protract2d and painful procedure, said he. The railroads 
sought rate increases only as a last resort, said he. 

In a discussion of outstanding debt of the railroads and 
the question of paying it off, Mr. Fletcher made the point that 
to pay off the bonds would mean that the stockholders would 
have to forego dividends to which they were entitled and that 
in the end, if there was no debt, the rates would then be based 
on the stock. 

The right of the railroads to file consolidated tax returns 
was emphasized by Mr. Vinson, and Mr. Fletcher believed 
it would be disastrous to take that right away. Still, Mr. 
Fletcher did not agree with Mr. Vinson, that, taking into con- 
sideration the situation as to consolidated returns, the proposal 
of the subcommittee was not too much of a burden for imposi- 
tion on the railroads. 


Statement by Dunn 


Samuel O. Dunn, editor of Railway Age and employed by 
the railroads in an advisory capacity in connection with public 
relations in the west, submitted the following statement to 
the committee: 


I wish to make a brief statement regarding the probable effects 
of applying the principle and policy of taxing undistributed profits 
to railroad net income, which, in the terminology of Interstate Com- 
merce Commission accounting, is the amount of earnings available 
for paying dividends. 

What I shall try to show may perhaps be best illustrated from 
actual history. In the twenty years from 1916 to 1936 the total in- 
vestment in our Class I railroads increased about $8,200,000,000, 
from about $17,600,000,000 to about $26,000,000,000. During the same 
years their net capitalization—that is, the total amount of their securi- 
ties actually outstanding in the hands of the public increased only about 
$2,000,000,000—from $16,300,000,000 to $18,300,000,000. Of this increase, 
$1,400,000,000 was interest bearing securities and about $600,000,000 
was stock. 

The difference between these figures shows that an investment of 
six billion dollars was made from net income—‘“‘undistributed earn- 
ings,’’ if you please. 

Whatever taxes have been levied on that six billion dollars would 
have reduced by that much the amount invested from earnings. Sub- 
stantial taxation of it would have been an incentive to pay much or all 
of it out in dividends. If that had been done either (1) the total in- 
vestment made would have been smaller; or (2) the increase of cap- 
italization would have been larger. That so many railroads are now 
bankrupt, and the present general financial condition of the industry, 
show that a larger increase in capitalization would have been un- 
desirable. 

Capitalization of Mistakes 


The method of expanding and improving property by investing 
earnings has the great advantage of often preventing the capitalization 
of mistakes. There is danger of mistake in every investment. The 
rarest of all business qualities is the ability to make good investments. 
If a railroad mistakenly invests a million dollars from earnings with- 
out capitalizing it, the only result is that it fails to produce all or part 
of the profits expected. If it raises a million dollars by selling bonds 
and invests part or all of it mistakenly, it must pay the interest as 
long as the bonds are in existence, and refund them, or pay the prin- 
cipal when they become due, or become bankrupt. If it raises a million 
dollars by the sale of stock and invests it mistakenly, it fails to get 
the increased net income necessary to pay dividends upon the stock. 

Reasonable investment of earnings should be encouraged to insure 
against overcapitalization—not capitalization in excess of investment, 
but capitalization in excess of earning power. 

During this period of twenty years many railroads could not make 
enough net earnings to raise all the money they needed to invest 
by selling securities. A railroad might earn a net income of only a 
dollar, or fifty cents, or even twenty-five cents a share on its stock, 








PAGE 220 





This made it impracticable to raise capital by selling stock. In that 
case it could, and usually did, invest in the expansion and improvement 
of its property the small net income that it actually did earn. This 
enabled it to handle more traffic, or handle its traffic more economically, 
and gradually to increase its net income. In this way many railways 
finally became able to pay dividends. Taxes upon undistributed earn- 
ings would have penalized their investment and given an incentive to 
raise capital by selling bonds and to pay out all the net income earned 
to the stockholders. Taxation of net income would have given an in- 
centive to all railroads to have raised more capital by selling interest- 
bearing securities instead of making investment largely from earn- 
ings. 
Investment Declines 

I wish particularly to call attention to one important fact which 
is extremely pertinent under existing conditions. All of the increase 
within the last twenty years in the investment in our railroads oc- 
curred during the first fifteen years of this period. Between 1931 and 
1936 the total investment in their properties actually declined $437,- 
000,000. This was because since 1931 they have retired more property 
from their investment account than they have put into it. They now 
have about 550,000 fewer freight cars; 12,000 fewer locomotives; 
12,000 fewer passenger cars; and 10,000 less miles of line than before 
the depression. There will be imperative need when full recovery of 
production, construction and freight traffic occurs for the replacement 
of much of the equipment that has been retired, for the replacement 
of much still existing equipment that has seriously deteriorated or 
become obsolete, and for the making of extensive improvements 
to better and cheapen service. Because of decline in the amount of 
equipment and increased demands of traffic, there were small and 
sporadic, but very real, shortages of freight cars in the fall of 1936. 
If the recession in business during the second half of 1937 had not 
occurred and freight traffic had maintained the same level of increase 
as in the first half of the year, there would have been a severe ‘‘car 
shortage’’ when the usual year’s peak of traffic was reached in the 
fall of 1937, because the railroads would not have had enough service- 
able locomotives and freight cars. 

Railway freight traffic in 1937 was only about as large as in 1916, 
and in the latter months of the year was actually smaller than twenty 
years ago. 

Taxation and Investment 


If the railroads are to prepare themselves to handle well and 
cheaply the largely increased traffic that will surely come, they will 
have largely to increase their investment in future as in the past. 
They should make some of this increased investment with capital 
raised by the sale of stock. Recent experience has demonstrated only 
too conclusively, however, that they should also make a large part 
of it from earnings without increasing their capitalization, either 
bonds or stock. Little or none of it should be made from capital 
raised by the sale of bonds and other interest bearing securities. On 
the contrary every effort should be made to reduce their fixed charges 
by sinking funds and other practicable means. A high tax on net in- 
come, whether upon all of it or only on the part not distributed to 
stockholders, would be a direct encouragement to increase indebted- 
ness, the earnings used to pay interest upon which would not be 
taxed. 

A large part of our railroads have become bankrupt during this 
depression in spite of the fact that their total investment was greatly 
increased in proportion to their indebtedness and fixed charges by 
an investment of $6,000.000,000 from earnings within twenty years. 
These facts seem to me to argue powerfully against any policy of 
taxation that will tend to retard investment of earnings and to stimu- 
late increases of indebtedness and fixed charges. 

Nelson Trottman, general counsel of the Chicago & North 
Western, asked the committee to give special consideration to 
providing exemptions which would have the effect of en- 
couraging railroads coming out of receivership or trusteeship 
to build up funds for the retirement of bonds and for addi- 
tions and betterments. He pointed out that, under the present 
law, if a company set aside a million dollars for debt retire- 
ment it would have to pay $500,000 in tax under the undis- 
tributed profits levy. Under the subcommittee proposal he 
said this would be cut to $250,000. He asked that the tax 
burdens on railroads coming out of receivership be eased. En- 
couragement by tax exemption of the building up of sinking 
funds and of funds for additions and betterments, he believed, 
would be in the public interest. 


Surtax on Earnings 


Mr. Fletcher also submitted to the committee a memo- 
randum in support of the proposition that railroads should not 
be subjected to the surtax on undistributed earnings. This had 
been previously submitted to the Under Secretary of the Treas- 
ury. The memorandum was the work of a special committee of 
railroad lawyers and accountants. Illustrations were given why 
the tax on undistributed earnings worked a hardship on rail- 
roads. In conclusion it was stated in part: 


In conclusion, we may mention a situation or two which are illus- 
trative of the hardship imposed by this tax. In the case of the Great 
Northern, an examination of its financial structure and its earnings 
record shows that if this law had been in effect in recent years and 
if, as a result, the entire net income had been paid out to stockholders 
in the form of dividends, the effect would have been to make it neces- 
sary, in the lean years, for the railroad to borrow large sums to meet 
interest requirements and pay unavoidable amounts for additions and 
betterments. In the years 1936, there would have been an increase of 
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31.4 per cent in the interest requirements, made necessary by the dis- 
tribution of the entire income as dividends. Furthermore, the capital 
structure would obviously have been greatly distorted if this law had 
been in effect over a long period of years. It is sufficient for our 
purposes to point out that the long term debt of the company would 
have been increased about $100,000,000 more than it stands at present, 
with a consequent reduction in surplus from $152,000,000 to $52,000,000. 
This is an illustration of just what practical harm will follow from 
continuing this tax over a period of years and making it applicable 
to railroads. 

Another illustration may be thus stated: As illustrative of the 
inequities of the surplus tax on railroads, consider for a moment the 
position with respect to separate corporate entities organized to 
operate large terminals in the interest of efficiency and better service. 
These terminals have outstanding mortgages securing bonds contain- 
ing a tax-free covenant clause. The users of the terminal agree to pay 
to it the costs of operation, all taxes and other charges, interest on 
the outstanding obligations and a nominal return on the stock, all of 
the latter of which is customarily owned by the users. In a particular 
case of record, the terminal was obliged to assume, by reason of the 
tax-free covenant bonds, a charge of $14,000. This sum was paid into 
the terminal company’s treasury by the users and by it paid over to 
the Treasury of the United States. Nevertheless, in the statement of 
income for tax purposes, the terminal was not permitted to deduct 
from its rental receipts this assumed tax. It, therefore, had in theory, 
but not in fact, an undistributed net income of some $14,000 upon 
which it was obliged to pay a surtax of some $2,000. Of course, it did 
not have the $2,000 and had to go back to the railroads, its owners, 
to get this sum. 

We think we have demonstrated here that this tax is one from 
which the railroads should be relieved. We are not undertaking to 
suggest the exact form which this relief should take. We think rail- 
roads should be exempted, just as are banks and insurance companies. 
If this is not practicable, we feel sure that they should be allowed 
further additional liberal credits for amounts expended in debt reduc- 
tion and in additions and betterments. 


Security Owners 

Mr. Fletcher also submitted to the committee a memo-. 
randum from the Railroad Security Owners Association, pre- 
pared by Fred N. Oliver and John C. Donnally, presenting con- 
siderations in support of its position that the present tax laws 
are unduly burdensome and unjust to railroads and injurious to 
the public interest. Argument was submitted in support of the 
following: The present taxes raise particular difficulties for 
railroads involved in reorganization proceedings; as a matter 
of public policy the railroads should not be encouraged by the 
provisions of the tax laws to finance their requirements through 
the creation of additional debt, even if that were possible, or be 
discouraged from reducing debt; the objectives of an undis- 
tributed profits tax are not applicable to railroads; dividend’ 
policies of railroads are not subject to the control of stock- 
holders for tax evasion or other improper purposes; the national 


public policy is to encourage rather than to discourage the 


formation of larger units in the railroad industry; as to railroads, 


use of the tax laws to curb overexpansion is not needed; the 


restraint on immediate restoration and improvement of rail- 
road plant and equipment inherent in the tax is a brake on na- 
tional economic recovery; railroads are entitled to special con- 
sideration and treatment; the burden of the undistributed profits 
tax rests on the railroads in inverse proportion to their ability 
to bear it. In its conclusions the security owners’ memorandum: 
said: 

It is submitted that the public interest requires that a railroad cor- 
poration which has undergone a capital reorganization since 1933, or 
which may hereafter undergo such a reorganization, shall, for a reason- 


able period subsequent to reorganization, not less than five years, be- 


exempted from the payment of both normal tax and undistributed 
profits tax (1) on amounts expended from income for additions and 
betterments; (2) on amounts paid in discharge of debts or irrevocably 


set aside for that purpose; (3) on income which may result from the: 


purchase of its bonds, notes, or other forms of indebtedness at a dis- 
count for purposes of retirement; and (4) shall for a limited time 
after reorganization receive a general credit of a reasonable propor- 


tion of net income to permit the retention of cash needed to restore: 


depleted working capital. ... 


Railroads Generally 


The minimum of the immediate relief needed in order that national 
recovery be not impeded is the amendment of the statute to allow 
railroad corporations to receive credit in computing adjusted net in- 
come (1) for expenditures for additions and betterments, (2) for 
amounts paid in discharge of debts or irrevocably set aside for that 
purpose, and (3) a general credit of a reasonable proportion of ad- 
justed net income, say one-third, to permit the retention of cash needed 
to restore depleted working capital. It appears plain, also, that there 
should be additional provisions whereby proper account may be taken 
by past deficiencies in net income, and other circumstances of the pre- 
ceding two or three years from which the corporation received no 
benefit or incomplete benefit at the time, but which would reduce its 
tax liability if occurring during the year for which taxes are to be 
paid. 

If the undistributed profits tax as a surtax is abolished but the 
normal tax rate is made dependent upon the amount of undistributed 
income, then appropriate provision should be made to the end that 
railroads shall not be penalized for using income for the purposes 
above indicated. 
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CLEMENT ON RAIL RATES 


“The fundamental principle underlying a_ transportation 
man’s philosophy, like any business man’s philosophy, is that 
the price of the things he sells must, in the end, be greater 
than the sum of his costs,” said M. W. Clement, president, 
Pennsylvania Railroad, in an address on ‘Railroads and 
Their Rates” at the annual dinner of the Traffic Club of 
Chicago at the Palmer House January 20. There was no mystery 
about the railroad problem, he said. It was not a problem of 
service, speed and safety, because all had been improved in the 
depression period. It was, in fact, merely a question of rates. 

“The one difficulty which confronts the railroad managers 
is that they have not been allowed to sell their services at 
prices that cover their costs including, of course, a fair margin 
of profit on the railroad investment, on the plant used to supply 
the service,” he said. 

One of the things that must be covered by rates, he 
pointed out, was fixed charges on indebtedness. In and of 
itself, he said, debt was not a bad thing “provided it doesn’t get 
beyond the danger point.” The trouble was, he added, that since 
early in the century, the railroads had been required to capital- 
ize betterments and replacements instead of being permitted 
to charge them to expenses as they had done before that 
time. This method of accounting was misleading, he asserted, 
and it was adopted because it would make railroad expenses 
smaller and on the theory that “they could get along on less 
revenue.” Actually, he said, that accounting method was 
responsible for a good part of the fixed charges that must now 
be met out of rates. 


Expanding Capital Accounts 


“Year by year,” he said, “millions and millions are being 
added to the capital account which should have been and 
should be charged out one way or the other as part of the cost 
of operating and maintaining a railroad at ever increasing 
efficiency in the public service and not be continually added to 
the charges with their eventual effect on rates.” 


He referred especially to improvements in railroad plants 
necessary after the return of the railroads to private ownership 
after the war, and the large expenditures necessary for grade 
crossing elimination, as things that have added to the railroad 
capital burden. Industry generally was enabled to finance its war 
and post-war plant improvements out of earnings. The railroads 
had to spend “billions of dollars to rehabilitate their plants 
that they might economically operate under conditions that 
grew out of the war,” and those billions had to be added to 
railroad capital, he said. 

Grade crossing elimination had become such a _ heavy 
item, he said, adding that he knew of one railroad where the 
money invested in grade crossings equalled one-third of its 
capital structure and 70 per cent of its bonded debt. The cost 
of grade crossings was largely due to the necessity to expedite 
highway movement, he said. A crossing that would serve 
the railroad adequately might be built for $50,000, he said, but 
highway requirements might raise the cost of it to $500,000. 

He referred to government subsidies enjoyed by other 
forms of transportation, notably the New York state barge 
canal, where he said the cost of moving freight was equal to 
the charges of the railroads paralleling the waterway, and to 
inland waterways where the cost to the people of the United 
States was $2.50 for each ton of freight handled. 


Taxes in Rate-Making 


Taxes were also a factor in rate-making, he said, and some 
of those taxes paid the cost of building and maintaining water- 
ways and airports. Cities spend millions of tax receipts to 
build elaborate airports, he pointed out, but “when a railroad 
is forced by the same city to build a large terminal for the 
handling of its business, it can look forward not only to capital 
costs but also a heavy increase in taxes it must pay.” 

Taxes took $6.71 out of the rate paid for each loaded car 
of freight, he said, and 25 cents out of the charge paid on each 
ton of freight. 


He spoke then of the decline in railroad income caused 
by “a continual wearing away of the railway rate structure 
in the process of meeting changing conditions” that has been 
going on since 1921. The surcharges allowed in recent years 
helped some, he admitted, but were defective in that, because 
of their short term, neither the railroads nor industries could 
lay plans based on them. Besides, he added, although the 
American public does not object to paying a fair price for what 
it gets, “it just does not like ‘extras.’” 


Protests Government Testimony 


Referring in passing to the railroads’ rate increase peti- 
tion now under consideration by the Commission in Ex Parte 
123, he said that to him a startling thing was the intervention 
of government bureaus against the railroads. 
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“We were proposing increases in our rates,” he said. “Being 
regulated carriers, users of our service—shippers, if you please 
—could appear for or against us. We were having a hearing 
before a government tribunal as to the equity of our position 
as it related to your position. That government bureaus should 
be allowed to appear against us before the government bureau 
that is hearing us is to me an anomalous situation.” 

He said railroad men generally recognized that “in the 
long run diminishing rates with increasing volume is the goal 
to which we should aim,” but said that “the best way to get 
the trend of railroad rates eventually downward again is by 
advancing them enough at the present time to enable the rail- 
roads to give service once more on a self-supporting basis; 
to place them in position to improve and economize their service; 
to get them into the position to fully realize on what they set 
out to do after the war and which was interrupted by the 
depression.” 


Wise Regulation Necessary 


Because transportation, “in these advanced and complex 
days” cannot be permitted to be at “the whim of a few indi- 
viduals,” regulation is necessary for the protection of the pub- 
lic, he said; but bad as it might be to subject transportation 
to the whims of a few managers, he said, it would be worse 
“for it to become subordinate to the whims, the abilities, the 
capacities, or the lack thereof, on the part of public office- 
holders.” No man in the railroad field decries the need for 
wise regulation, he said, but when regulation substitutes its 
wisdom “for the wisdom of the experienced practical admin- 
istrator and attempts to usurp the role of management, then you 
have substituted mere bureaucratic intereference in manage- 
ment for experience and judgment in management.” 

The line, he said, was hard to draw. Where there were 
abuses, and inequities, he said, there was a proper field for 
government regulation. Where, on the other hand, the ques- 
tion was one of business policy without implications of public 
interest, “and lying within the debatable field of judgment 
and practical details, the decision should rest with manage- 
ment,” he said, concluding: 

“For government to invade that field will inevitably, in 
the long run, defeat its purpose of insuring to the nation an 
adequate and economically operated transportation system.” 


Past Presidents Honored 


More than 1,400 were present at the dinner at which the 
guests of honor at the head table were eighteen of the nineteen 
living past presidents of the club. Those present were Guy 
S. McCabe, Floyd L. Bateman, Charles B. Hopper, Robert C. 
Ross, Carl Howe, J. A. Brough, Edmond K. Fleming, George 
A. Blair, Edwin S. Buckmaster, Murray N. Billings, Martin H. 
Kennelly, Allen R. Gould, C. T. Bradford, John H. Mangold, 
Henry A. Palmer, William D. Beck, Thomas J. Shea, and John 
W. Bingham. W. Y. Wildman was the only past president 
unable to be present. James E. Weller, president of the club, 
presided, and Mr. Palmer introduced the speaker. W. R. Cox 
was chairman of the dinner committee, and G. E. Gustafson 
chairman of the reception committee. 


WHEELER ON THE RAIL PROBLEM 


Speaking on “The State of the Nation” at a luncheon of 
the Chicago Federated Advertising Clubs January 19, Senator 
Wheeler made several remarks about the railroads. Referring 
to the folly of trying to clothe, feed, and house the under- 
privileged one-third of the people by killing pigs, plowing 
cotton under, and increasing the cost of building labor, he 
said the attempt to help business by increasing railroad rates 
was equally foolish. A rate raise now, he said, might be “a 
shot in the arm” for the railroads, but “in the long run it is 
going to hurt the railroads and business generally.” 

Later, speaking of the value of competition in business, he 

credited the rise of truck and bus transportation with the 
awakening of railroad management to the necessity for better 
equipment and better service. In a few years, he added, the 
trucks and busses had caused improvements in railroad facili- 
ties and services that the Commission had been unable to bring 
about in fifty years. He said the present plight of the rail- 
roads was due neither to competition nor to regulation. The 
last group to desire abolition of the Commission and its regu- 
latory functions would be the railroad management group, 
he asserted. 
: The chief cause of the trouble, he said, was the fact that, 
in prosperous years, the railroads had done just what others 
had done—invested their funds in stocks of other railroads 
and other businesses at high prices. He cited the Pennsylvania 
Railroad and the Wabash as examples of railroads that had 
lost much money that way and pointed out that, though the 
stocks thus purchased had sunk to a fraction of their purchase 
price in value, the purchase price still was present somewhere 
in the capital structure of those railroads. 
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“The solution,” he said, “is not for the government to con- 
tinue pouring money into those railroads, but to write off some 
of these bad investments and’so reduce fixed charges.” 

Finally, he spoke of consolidations of railroads and co- 
ordination of duplicate services as things that ought to be 
done to save the railroads which, he added, the country needed 
and probably always would need. These things ought to be 
undertaken immediately, he added, because “the longer the 
railroads remain on the verge of bankruptcy, the longer will 
business recovery generally be delayed.” 


CAR SURPLUS REPORT 


The average daily surplus of freight cars of Class I rail- 
roads for the period of December 15-31, inclusive, was 283,248 
as compared with 235,421 cars the preceding period, according 
to the car service division of the Association of American Rail- 
roads. It was made up as follows: Plain box, 117,155; auto 
box, 18,111; total box, 135,266; flat, 9,037; gondola, 58,693; hop- 
per, 42,433; total coal, 101,126; coke, 242; S. D. stock, 25,408; 
D. D. stock, 3,714; refrigerator, 7371; tank, 247; miscellaneous, 
837. Canadian roads reported a surplus of 12,264 cars, made 
up of 10,512 plain box, 450 auto, 250 flat, 150 gondola, 350 S. 
D. stock, 200 refrigerator and 352 miscellaneous cars. 


FACTS ABOUT RAILROADS 


Loading of revenue freight in 1937 was approximately 
seventeen per cent less than in 1930, according to the Asso- 
ciation of American Railroads. 

The railroads as of December 31, 1937, had repaid $181,- 
232,694 or 34 per cent of the loans which the RFC had made 
to them. 

To protect the health of the traveling public, all water 
furnished by the railroads for drinking or culinary purposes is 
obtained from sources approved by the United States Public 
Health Service. 

Purchases made by the railroads in connection with the 
maintenance, operation and improvement of their water serv- 
ices aggregate twenty million dollars annually. 

For every man directly employed by the railroads in their 
operations, it is estimated that one man is employed by other 
industries in the production and distribution of the 70,000 
different kinds of articles purchased and used by the rail- 
roads. 

Class I railroads own approximately 1,731,000 freight cars 
and 43,590 locomotives, including both freight and passenger. 


RAILROADS AND COAL 

The National Bituminous Coal Commission held a hearing 
this week on the petition of the railroads asking that the order 
establishing minimum prices for railroad coal fuel be set aside. 
At the hearing it was announced that the commission had or- 
dered that confidential data supplied by coal producers and used 
by the commission in fixing minimum prices, should be opened 
to the consumers’ counsel beginning January 19. J. Carter Fort, 
general solicitor of the Association of American Railroads, asked 
that the order fixing the rail fuel prices be set aside on the 
ground that the facts on which the prices were based had not 
been made available. He also said the prices were higher than 
reasonable minimum prices. 

President Roosevelt at his press conference January 18 
commented briefly on a statement submitted to him by Gov- 
ernor Earle, of Pennsylvania, with respect to valuation of 
anthracite coal properties. The President said figures sub- 
mitted by the governor were amazing but he had no way of 
verifying them. The figures, it was indicated, dealt with 
valuation of the properties before and after divestment of rail- 
road ownership had been ordered by the courts. 


FREE TRANSPORT BY AIR 


In the six months ended June 30, 1937, according to a com- 
pilation made by the Commission’s Bureau of Air Mail, avia- 
tion companies carrying mail provided free transportation for 
passengers equal to 14.23 per cent of the revenue passengers. 
The percentage of total non-revenue passengers to revenue pas- 
sengers by miles was equal to 16.59. In that period the total 
number of revenue passengers was 403,546. The miles flown 
with revenue passengers were 175,595,852. 

This compilation was made from reports rendered by the 
domestic air mail carriers in compliance with the Commission’s 
order based on section 6 (f) of the air mail act requiring car- 
riers to file with the Commission a full statement of all free 
transportation furnished in the preceding semi-annual period 
together with the name and address of each bonee and a state- 
ment of the reason for furnishing free transportation. 

In addition to the transportation shown by tables in the 
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report, one carrier, according to notes issued in connection 
with the tables, reported 81 special flights, primarily for the 
development of passenger traffic and 18 flights under charter. 
One carrier reported 5 shipments of property without charge. 
The tables show comparisons of the reports for July to Decem- 
ber period, 1935; January to June, 1936; and July to December, 
1936. With respect to this compilation the bureau said that 
practically all of the reduced fare transportation reported was 
rendered to employes and their families under company rules 
providing for the sale of such transportation at half fare. 

In the January to June period of 1937, the compilation 
shows that the number of free passengers carried by all air 
mail contractors was 56,598; the miles flown 28,962,025 and 
the tariff value of the transportation provided, $1,665,551.39. 
In the corresponding period of 1936 the number of passengers 
was 44,140; the miles flown, 22,121,325 and the tariff value of 
the transportation provided, $1,271,760.34. 

In the period July-December, 1935, the first period in which 
the Commission made such compilations, the number of free 
passengers was 43,184; the miles flown, 22,380,963 and the tariff 
value of the transportation furnished, $1,314,679.75. 

The compilation shows a grand total of passengers carried 
free and at reduced fares in the January-June, 1937, period of 
57,426; the miles flown, 29,135,777; and the tariff value of the 
transportation furnished, $1,675,772.53. An increase of 31.56 per 
cent in the number of passengers; 29.18 per cent in the miles 
flown; and 26.56 per cent of tariff value in comparison with 
the figures for the July-December, 1935, compilation. 

A table showing the ratios of free transportation by classes 
of passengers in the January-June, 1937, period shows that of 
the free passengers 57.02 per cent consisted of officers and 
employes; 14.62 per cent of families of officers and employes; 
2.32 consisted of officers and employes of other air transport 
carriers; 0.20 consisted of families of officers and employes of 
other air transport carriers; 4.24 per cent consisted of officials 
and employes of federal, state and local governments, and all 
other passengers constituted 21.60 per cent. 

Federal, state and local government employes reported as 
carried on official business in the compilation period num- 
bered 1,787; the miles flown 760,081; and the tariff value of 
the transportation provided, $44,331.26. 


AIR LINE TROUBLES 


The Traffic World Washington Bureau 


With drastic conditions facing them this winter, all but 
a few of the air transport lines will have used up all their 
resources from which annually they have been meeting their 
recurring, habitual, yearly losses, according to Edgar S. Gor- 
rell, president of the Air Transport Association of America. 

Permitted to present the view of the air mail contractors 
in the closed hearings before the House committee on appro- 
priations on the Post Office Department appropriation for the 


fiscal year ending June 30, 1939, Mr. Gorrell painted a dark: 


financial picture of the air transport industry. 

Mr. Gorrell, admitting that air mail statistics for 1936- 
37 made a very attractive showing from the immediate stand- 
point of the government, charged, however, that of the plane- 
miles flown in the fiscal year only 65 per cent brought mail 
pay to the operators though mail was carried on most of the 
remaining 26,000,000 plane-miles of service. 

“Large and small alike,” said he, “the majority of the 
air lines which carry the domestic air mail, though doing more 
business, are losing more money and losing it more rapidly 
than at any other time in their existence,” said he. 

“The reason is not far to seek. The past 12 months have 
been a period of rapidly advancing prices, increasing wages, 
increasing taxes, multiplying obligations, and increased fear 
complex. 

“We invite your most earnest attention to the following 
significant and essential facts, which summarize the increases 
of operating costs and taxes encountered by the domestic air 
lines in the first 9 months of 1937 as compared with the first 
9 months of 1936. Comparison shows that— 

1. Wages have increased by $1,854,800, or approximately 20 per cent. 

2. Due to increased prices, the cost of the things which air lines 
buy—that is, gasoline, oil, and so forth—have gone up $1,503,000, or ap- 
proximately 30 per cent. 

3. Airport rentals and other rentals which the air lines have to 
pay have increased approximately 20 per cent. 

4. The unemployment, old-age benefit, and other social security 
taxes, state and federal, which the air lines paid in the first 9 months 
of 1937 represent an increase of 253 per cent over the amount of simi- 
lar taxes in the corresponding period in 1936. 

5. Other taxes have increasd approximately 10 per cent. 

6. Necessary capital expenditures from current funds, for improv- 
ing safety and attracting more passengers, have increased by some 
$232,500, or approximately 52 per cent. 


“The results have been an aggregate increase, in just 
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these half dozen items of operating cost and current expendi- 
ture, of 24 per cent, or at the rate of approximately $5,300,000 
per year. 

“This, without considering the depletion of cash reserves 
due to operation of the excess-profits tax. 

“Presenting this picture in tabular form, the figures for 
convenience may be set forth as follows: 


A few of the increased costs, first 9 months, 1937, over first 9 months, 
1936, United States domestic air-mail carriers. 


Amount of Per cent 
increase increase 
BN? 6 foo ee Cab ha was ae Ser SERRE CED REO RES $1,854,829 19.9 
PON fu cleat c Sakae ws Med Renae A Neae ke 1,503,144 29.0 
MINE cit valu 2G tacmws aon CER eae s Gwaioe aeeee as om 275,683 65.5 
pA a a errs ree 132,886 20.0 
De I ac cde eb deeaee een ala ved emals 232,446 51.9 
MNS 5-2 ti nel Canceling GG oes Mae A done ae Mare $3,998,988 24.9 
REELS oki cde deine taewdares bac anne ek wins 192,530 5.3 
Total, including depreciation ............... $4,191,518 21.0 
Estimates for entire year 
"ORR, CECHIBIVO CF. CODTOCIEUIOE 6 on cinck cosines ci cececevew se cens $5,300,000 
Os TR GOO ions dish ce dined cs cdeserecreverebe 5,600,000 
Net loss of the industry 
Onee. OS MI, RT CINE, 5 is csccecesatsensvevsransscseosis $1,556,110 
CREAT FORT, TOG COUN ong oc e:6cis0swindncnweescenses 3,000,000 


“For one medium-sized company alone the increases in the 
foregoing items will amount in the calendar year to $938,000. 
Ownership of this company, mistakenly believed by many 
people to be owned by persons of great wealth, is diffused 
among 28,000 stockholders, each of whom has an average in- 
vestment in the company of only $26. 


Industry Has Exhausted its Resources 


“An air line, if any there were (we know of none), with 
sufficient cash in the bank to continue absorbing annual losses 
and to remain in business until a profitable and stable pas- 
senger traffic could be built up, would, of course, be in posi- 
tion to face the future with assurance; because we all know 
that on some future day the air-transport business will be- 
come a black-ink industry. The problem that faces your com- 
mittee is, ‘What kind of companies will be in existence when 
that time comes?’ Will they be the present companies, or 
must they be some untried group of successors to the present 
companies, successors that may have purchased the assets of 
some of the existing companies at perhaps 10 cents on the 
dollar ? 

“There has already been great mortality in this industry, 
the air-transport companies having shrunk from hundreds in 
number to but 17 remaining. Need this already alarming mor- 
tality be forced to proceed further, thus further destroying 
the confidence of the investing and traveling public in this 
industry and turning into a maelstrom the vicious circle of: 
‘No confidence, no profits; no profits, no confidence?’ Thus, 
in fact, postponing still further the day when mail can be trans- 
ported by air at but nominal cost and the national defense be 
fortified by an adequate merchant marine of the air.” 


Appropriation Proposed 


In its report on the Post Office appropriation bill, the 
House committee on appropriations, with respect to domestic 
air mail, said: 


The appropriation for domestic air mail is recommended at $15,- 
800,000, which is the amount of the budget estimate and $1,300,000 over 
the present appropriation. The amount recommended contemplates pay- 
ment at rates fixed by the Interstate Commerce Commission for all 
authorized existing service with provision for payment for additional 
excess poundage, one new route 330 miles in length with one round 
trip daily from New York to Montreal, and increases in frequency on 
existing routes which will increase the annually flown mileage by 
1,676,000 miles. The present legal limit on route mileage under exist- 
ing law is 32,000 miles and the limit on mileage flown annually is 
45,000,000. 

The operations of domestic air mail under the existing appropria- 
tion is within 9 miles of the legal maximum on route mileage and 
practically at the limit of mileage flown annually. A bill has recently 
passed both Houses increasing the route mileage limitation from 
32,000 to 35,000 and the mileage flown annually from 45,000,000 to 
52,000,000. Unless this bill becomes law, $73,000 of the appropriation 
recommended in the accompanying bill for the new route and $392,00C 
for increased frequencies on existing routes cannot be expended. 

The air mail service continues to show good growth. The mail- 
miles flown have increased from 29,000,000 in the fiscal year 1934 to 
40,000,000 in the fiscal year 1937, and are expected to reach 45,000,000 
in the current fiscal year. The mail pound-miles performed have in- 
creased from 4,513,000,000 in the fiscal year 1934 to 12,732,000,000 in 
the fiscal year 1937 and will show a further substantial increase in the 
fiscal year 1938. 

The following table gives a comparison of revenues and expenditures 
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for contract domestic air mail for the fiscal years 1929 to 1937, inclu- 
sive. In furnishing this table from the Post Office Department cost- 
ascertainment report, two bases of comparison are offered. One basis 
shows a comparison of total revenues with all expenditures (columns, 
2, 3, and 4). The other basis shows a comparison between total rev- 
enues and direct expenditures (columns 2, 5, and 6). The explanatory 
note following the table indicates the different factors included in each 
of these comparisons of cost. 


Comparison of revenues and expenditures for air mail, domestic, 
for fiscal years, 1929 to 1937, inclusive 


Total Excess of Excess of di- 
expenditure total expend- rect expend- 
Fiscal Postal (direct and itureover Direct iture over 
year revenue apportioned) revenues expenditures revenues 
1 2 3 4 5 6 
1929 ..$4,250,546.90 $12,649,786.83 $8,399,239.93 * - 


1930 .. 5,272,616.45 15,168,778.58 9,896,162.13 $15,168,778.58 $9,896,162.13 
1931 .. 6,210,344.86 17,593,410.00 11,383,065.14 17,593,410.00 11,383,065.14 
1932 .. 6,016,280.02 23,771,367.26 17,755,087.24 20,714,755.39 14,698,475.37 
1933 .. 6,116,441.57 23,033,856.27 16,917,414.70 20,147,319.48 14,030,877.91 
1934 .. 5,737,536.00 15,290,032.86 9,552,496.86 13,078,876.37 7,341,340.37 
1935 .. 6,589,534.44 12,584,828.35 5,995,293.91 9,838,846.49 3,249,312.05 
1936 .. 9,702,676.46 16,879.349.65 7,176,673.19 12,952,986.60 3,250,310.14 
1937. .12,439.579.24 19,177,129.28 6,737,550.04 14,078,400.85 1,638,821.61 


*Not available. 

Note.—Figures for 1929 are computed. Segregations begun in 1930. 
Expenditures for 1930 and 1931 consist of direct allocations only. Di- 
rect expenditures in column 5 consist of the items of out-of-pocket ex- 
pense resulting from operation of domestic air-mail service, which are 
domestic air-mail contract service, screen-wagon service to and from 
air-mail fields, mail-messenger service to and from air-mail fields, and 
salaries for transfer offices at air-mail fields. Total expenditures in 
column 3, beginning with 1932, consist of these direct-expense items 
plus the apportioned value of clerical and carrier services at post offices 
and in the Railway Mail Service, together with the proportion of gen- 
eral overhead expenses. 

The table shows a gratifying situation with respect to revenues and 
expenditures. The revenues for the fiscal year 1936 increased by about 
$3,000,000, or 50 per cent, over those for the fiscal year 1935, and the 
revenues for the fiscal year 1937 show a further increase of about $3,- 
000,000 over those for the fiscal year 1936. Direct payments to air-mail 
contractors increased about $3,000,000 in the fiscal year 1936 over 
similar payments in the fiscal year 1935, but only about $1,000,000 in the 
fiscal year 1937 over the amount similarly paid in the fiscal year 1936. 
The amount of appropriation for these payments in the fiscal year 1938 
is $14,500,000, about $500,000 in excess of such payments in the fiscal 
year 1937; and it is estimated that there will be an increase in air-mail 


revenue in this fiscal year creditably comparable with recent annual 
increases. 


The House passed the Post Office appropriation bill carry- 
ing $15,800,000 for compensation of air mail contractors and 
set it to the Senate. Efforts made to increase the appropria- 
tion were not successful. 


PILOTS AND AIRCRAFT 


There were 17,681 pilots and 9,152 aircraft holding active 
Department of Commerce certificates on January 1, according 
to the Bureau of Air Commerce, Department of Commerce. 
On January 1, 1937, there were 15,952 certificated pilots and 
7,424 certificated aircraft. 

The total number of aircraft certificated and uncertificated 
of which the department had record on January 1, 1938, was 
10,836, while this number on the corresponding day of last 
year was 9,229. Uncertificated aircraft (bearing identification 
numbers only) totaled 1,684 on the first of January, 1938. 

Among the 17,681 persons holding pilots’ certificates as of 
January 1, 1938, were 7,475 transport, 971 limited commercial, 
8,604 private and 631 amateur. The certificated pilots included 
494 women classified as follows: Transport, 72; limited com- 
mercial, 25; private, 343; and amateur, 54. 


INTERNATIONAL AIR SHOW 


The International Air Show will be held at the Inter- 
national Amphitheatre, Chicago, January 29 to February 6. 
The exhibits will include 75 airplanes, including military and 
commercial types. The United Air Lines, American Air Lines, 
Transcontinental and Western Air, and Pan-American Airways, 
will join in exhibiting one of the new Douglas sleeper trans- 
ports. There will also be exhibits of motors, propellers, auto- 
matic pilots and other aviation accessories. The exhibition 
will include twice daily a performance of the Cavalcade of 
Flight, a pageant of aviation progress. 


AIR MAIL LEGISLATION 


The House has passed without debate H. R. 4732, a bill 
revising the air mail laws (see Traffic World, May 8, 1937, 
p. 1027). 





BEYER REAPPOINTED 


President Roosevelt has nominated for reappointment 
Otto S. Beyer, now chairman of the National Mediation Board. 
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RIVERS AND HARBORS CONGRESS 


The National Rivers and Harbors Congress held its thirty- 
third annual convention in Washington January 20 and 21. 
At the opening session, at which William J. Driver, of Arkan- 
sas, presided, addresses were made by Senator Barkley, of 
Kentucky; Representative Whittington, of Mississippi, and 
Major General Schley, chief of engineers of the army. An 
address of welcome was delivered by Colonel Dan I. Sulton, 
corps of engineers, U. S. army, engineer commissioner of the 
District of Columbia. Emphasis was placed on the necessity 
for flood control work on the rivers and the development of 
waterways from a conservation standpoint. 


Address of Lyons 


“A new type of terminal facility has recently been made 
available to our ports, the purpose of which is to encourage and 
expedite our foreign commerce,” said Thomas E. Lyons, execu- 
tive secretary of the Foreign-Trade Zone Board, Department 
of Commerce, in an address before the waterway congress. 

“This is the foreign-trade zone, which has had a long and 
honorable background in Europe, where many of the leading 
ports are employing it with success in attracting and handling 
foreign commerce.” ; 

Speaking first of free ports in Europe and then the situa- 
tion in the United States, Mr. Lyons said: 


In Germany there are several free ports, which this country pre- 
fers to call foreign-trade zones. The oldest and largest of them is 
Hamburg which has operated under the German Customs Union as 
a free port for more than 50 years. Prior to that the entire city had 
been free to all trade since the era of the powerful Hanseatic League, 
centuries before. Today the Hamburg free port covers 3,444 acres 
with 1.327 acres of water area. It contains over eight million square 
feet in roofed floor space, and during the first three-quarters of 1937 
handled some 18 million, 600 thousand tons of foreign commerce, an 
increase of 18.5 per cent over the same period in 1936. Hamburg as 
an example of an outstanding free port is familiar to all of you. The 
basic operating difference between it and an American foreign-trade 
zone is that manufacturing is permitted in Hamburg, where some 300 
firms make everything from toys to ocean liners. Under the treaty 
of Versailles. Czechoslovakia has leased a small portion of the Ham- 
burg free port which it operates as a vestibule for goods destined to 
and exported from that land-locked country by way of the Elbe River. 


Gdynia 


The most remarkable example of a modern port is that of Gdynia. 
Following the war, Poland was reestablished as an independent nation, 
having one port, the free city of Danzig, to supply its populous hinter- 
land. Danzig proved inadequate in several respects, so Poland decided 
to create an entirely new port, on her own territory a few miles 
away, on the site of a small fishing village. Work was begun in 1924, 
and has continued steadily for the past thirteen years. In this short 
period a tremendous modern port city has been constructed, the 
population has jumped from 500 to over 100,000. Foreign commerce 
handled during the first three quarters of 1937 amounted to some 
6 million, 750 thousand tons, an increase of 19 per cent over the same 
period in 1936. During the same nine months of 1937, 4,171 vessels 
totaling 4 million, 136 thousand net registered tons entered the port of 
Gdynia, a large increase over the same period in 1936. 


In the present stage of development, the port of Gdynia covers 
1.668 acres of land, of which the free port occupies 81.5 acres, and 828 
acres of water of which the free port occupies 37 acres. There are 
approximately 2 million, 220 thousand square feet of warehouse space, 
of which the free port has nearly 600 thousand square feet. The free 
port was opened in January, 1934, and has experienced a rapid and 
continued growth in facilities and commerce. Like Hamburg, the 
Gdynia free port permits manufacturing and indications point to large 
developments along this line. 


Situation in U. S. 


The history of the free port movement in this country properly 
goes back to 1894 when a bill was first offered to Congress to estab- 
lish such a facility on Long Island, New York. Active legislative in- 
terest began in 1917 with a study of free ports by the newly created 
Tariff Commission. From 1918 to 1934, bills for the creation of foreign- 
trade zones were presented in every Congress. Success came in 1934 
with the Celler bill which was signed by President Roosevelt on June 
18, of that year, becoming Public Law 397. 


The foreign-trade zones board, composed of the secretaries of com- 
merce, war, and the treasury, has been set up to administer this act. 
Ports of entry are given the opportunity to create, or to allocate ex- 
isting terminal facilities for foreign-trade zone use. Under specific 
grant by the board to public or private corporations, such areas, which 
are segregated from the customs areas to the satisfaction of the board, 
may engage in the handling of import and export commerce including 


Outlook Under Act 


The principal attraction of foreign-trade zones is that foreign 
merchandise is free from the payment of tariff duties while enjoying 
the privilege of storage and manipulation while within the zones. Nor 
is any bond required for the safekeeping of the merchandise, and 
the shipper has access to his goods freely during business hours. There 
are many other attractions which result from the foregoing privilege. 
Shipside storage may be mentioned as saving many dollars in cartage 
transhipments and re-exports. 
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and handling costs. Freely permitted inspection before acceptance 
of a shipment by the importer may save many dollars more. Indica- 
tions are that new uses for the foreign-trade zone will develop, and 
further benefits to the port, the carrier, and the trader, will accrue 
as zones are established. 

New York was the first port privileged to establish a foreign-trade 
zone. On Feb. 1, 1937, on area set aside at Stapleton on Staten Island 
was opened for limited operation. This zone comprises 18 acres of 
land and five piers on which are sheds for the storage and manipula- 
tion of merchandise. A variety of commodities important in our foreign 
trade have been brought into the zone for storage and manipulation 
during the first ten months of operation. 

Mobile, Alabama, was the second port receiving permission to 
establish a foreign-trade zone. When this zone opens early this Spring, 
it will offer a further testing ground for the principles underlying such 
customs-free areas. Since that port has practically no re-export or 
transhipment trade at the present time, it will be interesting to deter- 
mine the attraction of the zone for this entrepot trade. 


New York Zone 


While it is too soon to draw a complete picture of the benefits 
deriving to American commerce from foreign-trade zones, indications 
of the possibilities can be obtained from a few of the commodities 
so far handled in the New York zone. One such commodity was a 
large shipment of chick peas from Mexico. These peas have a diversi- 
fied market in this country and in Latin America. In the condition 
in which they are shipped from Mexico, certain processing must be 
undertaken before they are ready for marketing. In this instance, 
the chick peas were deposited in the zone by the vessel bringing them 
from Mexico. In the zone the peas were fumigated, cleaned in a spe- 
cial machine, graded and repacked. Parts of this shipment were 
then imported into this country in small lots after payment of the 
duty. Other parts of the shipment were sold and exported to various 
markets in Latin America without the payment of American duties 
or without detailed customs procedure. The operations were simple 
and enabled the owner to save considerable time and money on the 
entire transaction. 

Other items handled in the zone were picture frames and paintings 
brought from Denmark to be sold in this country. Arriving in the 
zone, the frames and pictures were unpacked and examined by de- 
partment store buyers. These buyers choosing the proper frames for 
the paintings they purchased, had the importer assemble the frames 
and paintings in the zone for delivery to the department stores. The 
transaction was handled very quickly and efficiently in the and the 
importer was highly pleased with the entire transaction. 

A further example of what the New York zone is accomplishing 
is the relabeling of a shipment of Argentine canned feef. This ship- 
ment, probably the forerunner of many more, arrived in the zone 
from Argentina with labels printed in Spanish. It is the intention 
to relabel these cans and cases with the proper information in English, 
that they may be sold readily in our markets. Permission has been 
obtained for this to be done, and the zone has proved one more point 
to its advantage: That it creates opportunities in the use of American 
materials and labor. 

Time does not permit further illustrations of what the New York 
zone is actually does for American foreign trade. In another year 
still more information will be available with which to judge the for- 
eign-trade zones in New York and Mobile. The point that I do wish 
to bring out, is that the foreign-trade zone is a further development 
of our national water resources, designed to promote the commerce 
which forms such a large part of the wealth of the United States. 


NEW YORK AND MERCHANT MARINE 


The Merchants’ Association of New York, while withhold- 
ing an opinion on many parts of the Copeland-Bland merchant 
marine bills, has endorsed those sections that place all classes 
of marine labor under the same restrictions as railroad labor 
by giving to the Railway Labor Board the same jurisdiction 
over marine employes it now has over railroad employes. 

Approval of the plan to control ship labor was voted by 
the board of directors with the proviso that nothing should be 
done in the way of diminishing authority of a captain while 
a ship is at sea. 

The association also approved those sections of the bills 
that would extend the jurisdiction of the Maritime Commission 
under the shipping act, so far as the regulatory provisions are 
concerned, to coastwise vessels, and give the commission au- 
thority to prescribe maximum and minimum rates. It was 
decided, however, to oppose the provisions that would place 
Great Lakes shipping under the regulatory provisions of the 
shipping act for the reason that Canadian vessels are not regu- 
lated and American bottoms would be placed at a disadvantage 
in competing for cargoes on the lakes. 

The association approved that section of the House bill 
that would take from the President authority to transfer to the 
Interstate Commerce Commission the regulatory powers of 
the Maritime Commission, and suggested that the provision 
maintaining the Maritime Commission as the regulatory au- 
thority for ships should be placed in the Senate bill. 








REQUISITIONING OF VESSELS 


Senator Walsh, of Massachusetts, has introduced S. 3276, 
a bill amending the merchant marine act of 1936 with respect 
to the requisitioning of vessels and aircraft by the government 
in time of emergency. 
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MERCHANT MARINE LEGISLATION 


The Traffic World Washington Bureau 


Changes in proposed regulatory provisions of Chairman 
Bland’s merchant marine bill, H. R. 8532 (see Traffic World, 
Dec. 4, 1937, p. 1259), relating to coastwise, intercoastal and 
Great Lakes shipping, are under consideration by the House 
committee on merchant marine and fisheries. These changes 
are embodied in the following proposed amendment to H. R. 
8532, designated as “Committee Print of Amendments—No. 5,” 
offered by Representative Hart, of New Jersey: 


Rate Regulation Amendments 


Note.—The following changes are proposed to be made to section 
43 of H. R. 8532, as introduced, which appears on page 27 of that bill. 

Sec. 43. The second and third paragraphs of section 1 of the ship- 
ping act, 1916, as amended, are amended to read as follows: 

“The term ‘common carrier by water in interstate commerce’ 
means a common carrier engaged in the transportation by water of pas- 
sengers or property on the high seas, or on the Great Lakes, or a com- 
mon or contract carrier on or via the New York State canal system, 
from port to port between one state, territory, district, or possession 
of the United States, and any other state, territory, district, or posses- 
sion of the United States, or between places in the same territory, dis- 
trict, or possession. 

‘“‘The term ‘common carrier by water’ means a common carrier by 
water in foreign commerce or a common carrier by water in interstate 
commerce.”’ 

Sec. 44. (a) The intercoastal shipping act, 1933, is amended by in- 
serting after section 3 two new sections to read as follows: 

‘‘Sec. 4. Whenever the commission finds that any rate, fare, charge, 
classification, tariff, regulation, or practice demanded, charged, col- 
lected, o: observed by any carrier subject to the provisions of this act 
is unjust or unreasonable, it may determine, prescribe, and order en- 
forced a just and reasonable maximum or minimum, or maximum and 
minimum rate, fare, or charge, or a just and reasonable classification, 
tariff, regulation, or practice. 

“Sec. 5. The provisions of this act are extended and shall also apply 
to every common carrier by water in interstate commerce, as defined 
in the shipping act, 1916, as amended.’’ 

(b) Section 4 of such act is amended by striking out the term 
“Sec. 4’’ and inserting in lieu thereof the term ‘‘Sec. 6.’’ 

(c) Section 5 of such act is amended to read as follows: 

“Sec. 7. The provisions of the shipping act, 1916, as amended, shall 
in all respects, except as amended by this act, continue to be applicable 
to every carrier subject to the provisions of this act.”’ 

Sec. 45. That nothing in the shipping act, 1916, as amended, except 
section 15 thereof, as amended, shall apply to the transportation of 
grain for export, or petroleum and its products in tanker vessels on or 
via the New York State canal system. 

Sec. 46. Any person who knowingly and willfully violates any pro- 
visions of the shipping act, 1916, as amended, or any rule, regulation, 
requirement, or order thereunder for which no penalty is otherwise pro- 
vided, shall be deemed guilty of a misdemeanor and upon conviction 
thereof in any court of the United States of competent jurisdiction in 
the district in which such offense was in whole or in part committed 
shall be subject for the first offense to a fine not exceeding $300 and for 
any subsequent offense to a fine of not exceeding $2,000. Each day of 
such violation shall constitute a separate offense. 


Witnesses who have discussed the regulatory provisions 
before the committee include John H. Ross, Inland Water 
Petroleum Carriers’ Association; Gilbert R. Johnson, of the 
Lake Carriers’ Association; Sparkman D. Foster, speaking for 
the Nicholson Transit Company, Tri-Lakes Steamship Company 
and Ecorse Transit Company; Herman A. Bayless, counsel for 
the Mississippi River System Carriers’ Association; Cleveland 
A. Newton, counsel for the Mississippi Valley Association; and 
Harry A. Feltus, for the Upper Mississippi Waterway Associa- 
tion. Other witnesses on other provisions in the Bland bill 
have been R. T. Merrill, general marine superintendent of the 
Merchants & Miners Transportation Company; D. S. Morrison, 
vice-president of the American-Hawaiian Steamship Company; 
H. Gerrish Smith, president of the National Council of Amer- 
ican Shipbuilders; H. W. Warley, president of the Maritime 
Association of the Port of New York, and H. E. Manghum, 
speaking for the Sacramento (Calif.) Chamber of Commerce. 

Mr. Ross asked that petroleum tank contract carriers be 
exempted from regulation. Apprehension was expressed by 
other witnesses on the subject of regulation that the proposed 
amendment might lead to regulation of carriers not now 
regulated and for which regulation is opposed. Mr. Bayless, 
Mr. Newton and Mr. Feltus specifically opposed the amend- 
ment. Mr. Newton said no change was desired with respect 
to inland river operations. 

Mr. Merrill urged that Congress provide means of settling 
marine labor disputes. Mr. Morrison, among other things, 
urged enactment of section 43 of the bill giving the Maritime 
Commission the power to prescribe minimum rates. Mr. Smith 
opposed giving the commission discretionary power to permit 
American ships to be built abroad in certain circumstances. 
Mr. Warley also opposed that provision. In general Mr. 
Warley took the position that the 1936 act would be made 
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more workable by the proposed changes carried in H. R. 8532 
but said that the changes did not go far enough and that if 
they became law there would still not be parity between opera- 
tors under the American flag and operators under foreign 
flats “and no commercial advantages whatever are offered to 
operate under the American flag. Many restrictions and handi- 
caps to American flag operation would still be retained in the 
act.” 

Mr. Manghum urged that subsidy provisions be extended 
to ships operating in the coastal and coastwise trades. 

Captain H. G. Copeland, of the U. S. Navy, discussed the 
need for training seamen for the merchant marine. 

Proposed legislation providing for the handling of marine 
labor disputes on a basis similar to that provided for railway 
labor was opposed before the merchant marine committees by 
representatives of labor. Harry Lundberg, of the Sailors’ 
Union of the Pacific; Robert J. Fitzgerald, of the Pacific Coast 
Marine Firemen, Oilers, Water Tenders and Wipers Associa- 
tion, and Jack Lawrenson, of the National Maritime Union, 
were heard. 

Mayor Carson, of Portland, Ore., asserted that Congress 
should provide means for handling marine labor disputes be- 
fore any more ships were built or government money was in- 
vested in the shipping business. 

A plea for marine labor legislation was also made by 
Charles S. Haight, representing the Merchants’ Association of 
New York. 


CONDUCT OF SEAMEN 


Testimony heard and evidence considered by the Senate 
committees on commerce and labor in close sessions recently 
with respect to alleged misconduct of American seamen have 
been published by the committees in a volume of 210 pages. 
The evidence, in addition to direct testimony of a “distinguished 
American shipmaster’” whose name was not revealed, includes 
reports from U. S. consular officers and other government 
officials. Lack of discipline on American ships was charged and 
condemned in the testimony and evidence. 

Protest against the procedure followed by the Senate com- 
mittees on commerce and labor with respect to obtaining testi- 
mony and evidence as to conduct of seamen, as well as against 
the testimony and evidence, were made to Chairman Copeland 
by John Brophy, director of the C. I. O., and Ralph Emerson, 
C. I. O. marine labor legislative representative. Absence of 
impartiality was charged against the committees by Mr. Brophy. 
He said it was becoming increasingly clear that the stage was 
being set for a program of coercive legislation relating to or- 
ganized labor. He said the organizations affiliated with marine 
unions through the Committee for Industrial Organization would 
resist every effort by employers to substitute compulsory ar- 
bitration for collective bargaining. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the 
Maritime Commission on agreements filed pursuant to the pro- 
visions of section 15 of the shipping act, 1916, as amended: 


Agreements Approved 

5792 between Mississippi Shipping Company, Inc. (Delta Line) and 
W. G. Coyle Company (Coyle Lines) provides for the transportation of 
canned meats, quebracho extract, tallow, and/or stearine under through 
bills of lading from Montevideo, Uruguay, and Buenos Aires, Argentina, 
to Houston, Texas, with transhipment at New Orleans. 

6030 between The Booth Steamship Company Ltd., Lamport & Holt 
Line, Ltd., and United States of America-United States Maritime Com- 
mission (American Republics Line) covers establishment and main- 
tenance of agreed rates and charges in respect to transportation of 
cargo from North Brazil ports, Maranham to Ceara inclusive, to North 
Atlantic ports in the Boston-Norfolk range. 

6040 between The Booth Steamship Company Ltd., Lamport & Holt 
Line, Ltd. and United States of America-United States Maritime Com- 
mission (American Republic Line) covers establishment and mainte- 
nance of agreed rates and charges in respect to transportation of cargo 
from Amazon River ports to North Atlantic ports in the Boston-Norfolk 
range. 

6050 between The Booth Steamship Company Ltd., Lamport & Holt 
Line, Ltd. and United States of America-United States Maritime Com- 
mission (American Republics Line) covers establishment and mainte- 
nance of agreed rates and charges in respect to transportation of cargo 
from ports of the Pernambuco Range, Natal to Maceio inclusive, to 
North Atlantic ports in the Boston-Norfolk range. 

6052 between Luckenbach Gulf Steamship Company, Inc., and 
Border Line Transportation Company, Puget Sound Navigation Com- 
pany, Puget Sound Freight Lines and Skagit River Navigation & Trad- 
ing Company provides for the transportation of cargo under through 
bills of lading from United States Gulf of Mexico ports to Puget Sound 
ports, with transhipment at Seattle or Tacoma. 

6082 between Furness, Withy & Company, Ltd. (Furness Red Cross 
Line) and American Caribbean Line, Inc., provides for the transporta- 
tion of fish under through bills of lading from Halifax, Nova Scotia, 
and St. John’s, Newfoundland, to the Virgin Islands ports of Charlotte 
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Amalie, St. Thomas, and Frederiksted and Christiansted, St. Croix, 
with transhipment at New York. 

6200 between Norton, Lilly & Company, The Commonwealth & 
Dominion Line, Ltd., and the United States of America-United States 
Maritime Commission (American Pioneer Line), provides for associa- 
tion of the parties in a conference to deal with the establishment and 
maintenance of agreed rates in the trade from Atlantic Coast ports of 
the United States to Australia and New Zealand and provides for rota- 
tion of sailings from New York. 

2666-1 between Blue Star Line, Limited, Royal Mail Lines, Ltd., 
N. V. Nederlandsch-Amerikaansche Stoomvaart Maatschappij (Holland 
America Line), Furness, Withy & Company, Limited, and Donaldson 
Lines, Limited, modifies agreement 2666 to provide that the fruit 
shipping season thereunder shall be from October 1 to the last day 
of February following, rather than from October 1 to March 31. Agree- 
ment 2666 provides for the pooling and apportionment of earnings in 
connection with the transportation of apples and pears under refrigera- 
tion from United States and Canadian Pacific Coast ports to United 
Kingdom ports. 

6046-1 between Luckenbach Steamship Company, Inc., American- 
Hawaiian Steamship Company, Weyerhaeuser Steamship Company, 
States Steamship Company (California-Eastern Line), Pacific-Atlantic 
Steamship Company (Quaker Line), McCormick Steamship Company, 
American Line Steamship Corporation—The Atlantic Transport Com- 
pany of West Virginia (Panama Pacific Line), and Calmar Steamship 
Corporation and Roamer Tug & Lighterage Company, modifies agree- 
ment 6046 to include American Line Steamship Corporation-The Atlan- 
tic Transport Company of West Virginia (Panama Pacific Line) as an 
intercoastal carrier party thereto. Agreement 6046 provides for the 
transportation of cargo under through bills of lading from Vancouver, 
Washington, to United States Atlantic Coast ports, with transhipment 
at Portland, Oregon. 

60471-1 between Luckenbach Steamship Company, Inc., American- 
Hawaiian Steamship Company, Pacific Coast Direct Line, Inc., States 
Steamship Company (California-Eastern Line), Pacific-Atlantic Steam- 
ship Company (Quaker Line), McCormick Steamship Company, Amer- 
ican Line Steamship Corporation-The Atlantic Transport Company of 
West Virginia (Panama Pacific Line), Isthmian Steamship Company, 
and Calmar Steamship Corporation and Roamer Tug & Lighterage 
Company, modifies agreement 6047 to include American Line Steam- 
ship Corporation-The Atlantic Transport Company of West Virginia 
(Panama Pacific Line) and Isthmian Steamship Company as _ inter- 
coastal carriers parties thereto. Agreement 6047 provides for the 
transportation of cargo under through bills of lading from United 
States Atlantic Coast ports to Vancouver, Washington, with tranship- 
ment at Portland, Oregon. 


Agreements Modified 


The following described agreements were modified to elim- 


inate reference therein to Oceanic and Oriental Navigation 
Company: 


2332 between The Oceanic Steamship Company, Oceanic and Ori- 
ental Navigation Company, and Panama Mail Steamship Company pro- 
vides for the transportation of cargo under through bills of lading from 
ports in Australia and New Zealand to United States Atlantic Coast 
ports, with transhipment at San Francisco or Los Angeles Harbor. 

2343 between The Oceanic Steamship Company, Oceanic and 
Oriental Navigation Company, and American Line Steamship Corpora- 
tion (Panama Pacific Line) provides for the transportation of cargo 
under through bills of lading from ports in Australia and New Zealand 
to United States Atlantic Coast ports, with transhipment at San Fran- 
cisco or Los Angeles Harbor. 

2388 between The Oceanic Steamship Company, Oceanic and 
Oriental Navigation Company, and American-Hawaiian Steamship Com- 
pany provides for the transportation of cargo under through bills of 
lading, from ports in Australia and New Zealand to United States 


Atlantic Coast ports, with transhipment at San Francisco or Los 
Angeles Harbor. 


2440 between The Oceanic Steamship Company, Oceanic and 
Oriental Navigation Company, and Swayne & Hoyt, Ltd. (Gulf Pacific 
Line) provides for the transportation of cargo under through bills of 
lading from ports in Australia and New Zealand to United States Gulf 


of Mexico ports, with transhipment at San Francisco or Los Angeles 
Harbor. 


2441 between The Oceanic Steamship Company, Oceanic and 
Oriental Navigation Company, and Luckenbach Gulf Steamship Com- 
pany, Inc., provides for the transportation of cargo under through 
bills of lading from ports in Australia and New Zealand to United 
States Gulf of Mexico ports, with transhipment at San Francisco or 
Los Angeles Harbor. 

2607 between The Oceanic Steamship Company, Oceanic and 
Oriental Navigation Company, and Isthmian Steamship Company pro- 
vides for the transportation of cargo under through bills of lading 
from ports in Australia and New Zealand to United States Atlantic 
Coast ports, with transhipment at San Francisco or Los Angeles 
Harbor. 

2608 between The Oceanic Steamship Company, Oceanic and Oriental 
Navigation Company, and Isthmian Steamship Company provides for the 
transportation of cargo under through bills of lading from United 
States Atlantic Coast ports to ports in New Zealand and Australia, 
with transhipment at San Francisco or Los Angeles Harbor. 

4104 between The Oceanic Steamship Company, Oceanic and 
Oriental Navigation Company, and Calmar Steamship Corporation pro- 
vides for the transportation of cargo under through bills of lading 
from ports in Australia, New Zealand, and the Fiji Islands to United 
States Atlantic Coast ports, with transhipment at San Francisco or 
Los Angeles Harbor. 


4198 between The Oceanic Steamship Company, Oceanic and 
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Oriental Navigation Company, and States Steamship Company (Cali- 
fornia-Eastern Line) provides for the transportation of cargo under 
through bills of lading from ports in Australia, New Zealand, and the 
Fiji Islands to United States Atlantic Coast ports, with transhipment 
at San Francisco or Los Angeles Harbor. 

4328 between The Oceanic Steamship Company, Oceanic and 
Oriental Navigation Company and Pacific-Atlantic Steamship Company 
(Quaker Line) provides for the transportation of cargo under through 
bills of lading from ports in Australia, New Zealand, and the Fiji 
Islands to United States Atlantic Coast ports, with transhipment at San 
Francisco or Los Angeles Harbor. 

5108 between The Oceanic Steamship Company, Oceanic and 
Oriental Navigation Company, and Shepard Steamship Company pro- 
vides for the transportation of cargo under through bills of lading 
from ports in Australia, New Zealand, and the Fiji Islands to United 
States Atlantic Coast ports, with transhipment at San Francisco or 
Los Angeles Harbor. 

5277 between The Oceanic Steamship Company, Oceanic and 
Oriental Navigation Company, and McCormick Steamship Company 
provides for the transportation of cargo under through bills of lading 
from ports in Australia, New Zealand, and the Fiji Islands to United 
States Atlantic Coast ports, with transhipment at San Francisco or 
Los Angeles Harbor. 

5279 between The Oceanic Steamship Company, Oceanic and 
Oriental Navigation Company, and Dollar Steamship Lines Inc., Ltd., 
provides for the transportation of cargo under through bills of lading 
from ports in Australia, New Zealand, and the Fiji Islands to United 
States Atlantic Coast ports, with transhipment at San Francisco or 
Los Angeles Harbor. 

5317 between The Oceanic Steamship Company, Oceanic and 
Oriental Navigation Company, and Weyerhaeuser Steamship Company 
provides for the transportation of cargo under through bills of lading 
from ports in Australia, New Zealand and the Fiji Islands to United 


States Atlantic Coast ports, with transhipment at San Francisco or 
Los Angeles Harbor. 


Agreements Cancelled 


Conference 123 between American & Australian Line, The Common- 
wealth & Dominion Line, Ltd., Montreal Australia New Zealand Line, 
Ltd., The New Zealand Shipping Company, Ltd., and United States 
of America-U. S. Maritime Commission (American Pioneer Line), 
which has been superseded by agreement 6200. 

Conference 182 between The Booth Steamship Company Ltd., Lam- 
port & Holt Line, Ltd., and United States of America-U. S. Maritime 
Commission (American Republics Line), which has been superseded by 
agreements 6030, 6040 and 6050. 

2604 between Luckenbach Gulf Steamship Company, Inc., and 
Border Line Transportation Company, Puget Sound Freight Lines, 
Puget Sound Navigation Company and Skagit River Navigation & 
Trading Company, which has been superseded by agreement 6052. 

4501 between Swayne & Hoyt, Ltd. (Gulf Pacific Line) and Freight- 
ers, Inc., provides for the transportation of cargo under through bills 
of lading between Oakland, Alameda, or Richmond, California, and 
United States Gulf ports, with transhipment at San Francisco, Oak- 
land, Alameda, or Richmond. 


4504, as amended, between Freighters, Inc., and Gulf Pacific Mail 
Line, Ltd., provides for the transportation of cargo under through 
bills of lading between Oakland, Alameda, or Richmond, California, 


and United States Gulf ports, with transhipment at San Francisco, 
Oakland, Alameda, or Richmond. 


4871 between Swayne & Hoyt, Ltd. (Gulf Pacific Line) and Freight- 
ers, Inc., provides for the transportation of cargo under through bills 
of lading from United States Gulf ports to Sacramento and Stockton, 
with transhipment at San Francisco. 

4872 between Gulf Pacific Mail Line, Ltd., and Freighters, Inc.. 
provides for the transportation of cargo under through bills of lading 
from United States Gulf ports to Sacramento and Stockton, with 
transhipment at San Francisco. 


M. C. HEARINGS 

The Maritime Commission has assigned for hearing Feb- 
ruary 4 at Philadelphia, Pa., before Examiner C. O. Arthur, 
No. 468, Liebert and Obert, Inc. vs. Merchants and Miners Trans- 
portation Co et al.; No. 472, returned empty beverage containers 
between south Atlantic and north Atlantic ports, and No. 473, 
beverages between north Atlantic and south Atlantic ports. A 
proposed report in these cases will be issued. Notice of the hear- 
ing room will be given later. 

The Maritime Commission has \assigned for hearing in 
New York, N. Y., beginning at 10 o’clock a. m., February 7, 
No. 215, Roberto Hernandez, Inc., vs. Arnold Bernstein 
Schiffahrtsgesellschaft m.b. H. et al., before Examiner C. O. 
Arthur. 


COTTON PIECE GOODS BY WATER 


Examiner John A. Russell, of the Maritime Commission, 
in a proposed report, in No. 419, Neuss-Hesslein & Co., Inc., 
vs. Grace Line, Inc., et al., has recommended that the commis- 
sion find joint through rates on cotton piece goods from New 
York to west coast Central America ports higher than com- 
bination of local rates and charges between the same points 
unjustly discriminatory but that reparation be denied. The 
shipments moved in August and September, 1934. The ex- 
aminer said the discriminatory rate situation had been cor- 
rected. He said the complaint should be dismissed. 


Ef er eae 





+ mew 


we 


am: 


)- 
r, 


PK at 


= eee 


2ST SE LEE STE ST 


ee ee 


AE 


January 22, 1938 


INTERCOASTAL SHIPPING AID 
The Traffic World Washington Bureau 


Based on considerations of commerce and national defense, 
appeals for aid for intercoastal shipping lines by means of sub- 
sidies and exemption from payment of Panama Canal tolls were 
made this week by members of a large Pacific coast delegation 
before the Senate commerce committee and the Senate commit- 
tee on interoceanic canals. Specifically, the hearings were on 
Senator McAdoo’s bills, S. 3038, the intercoastal subsidy meas- 
ure, and S. 3032, the tolls exemption bill. 

Many of the witnesses emphasized the necessity for in- 
creased shipping facilities for the Pacific coast from the view- 
point of national defense. A steady decline of shipping facili- 
ties for the ports of the west coast was pointed to, particularly 
the withdrawal of the Grace liners and threatened withdrawal 
of the Panama Pacific ships. Under the old ocean mail contracts 
these vessels had the benefit of mail subsidies but the merchant 
marine act of 1936 struck at mail contracts resting on calls at 
nearby Central American and South American ports of other- 
wise intercoastal lines, and required discontinuance of such 
contracts. 

Members of the Senate committees were told that the inter- 
coastal shipping service could not be maintained to the extent 
necessary unless government aid were provided. One view was 
that exemption from tolls would not be sufficient—that in addi- 
tion there would have to be a subsidy worked out. The refer- 
ence was particularly to fast cargo-passenger combination ships. 

The witnesses did not confine their testimony to inter- 
coastal shipping alone. Throughout their statements ran an 
appeal for adequate intercoastal and foreign shipping facilities 
under the American flag. 

Mayor Joseph K. Carson, of Portland, Ore., asked for ships 
with refrigeration facilities to carry products of the Pacific 
northwest. He said that, without water shipping facilities, the 
northwest could not move its products—-that the products gould 
not move by rail because of the cost of that form of transporta- 
tion. Unless there was adequate intercoastal service, the north- 
west would be prostrate. Another statement was that 95 per 
cent of the United States commerce to the Orient moved in 
foreign bottoms. 

Asked by Senator Johnson, of California, whether exemp- 
tion from Panama tolls would help, Mr. Carson said it would 
but that it might not be enough. 

Both Senator Johnson and Senator McAdoo expressed the 
opinion that the United States was not barred by treaty con- 
siderations from exempting U. S. intercoastal vessels from tolls. 


Mayor Frank L. Shaw, of Los Angeles, made the point 
that subsidy was needed for intercoastal ships because without 
it the ships were and would be attracted from the intercoastal 
service to the foreign service for which subsidies were paid. 


Dr. W. J. McCracken, mayor of Oakland, urged that the 
problem presented was not simply a Pacific coast problem—it 
was a national problem. There were references to the need of 
the U. S. navy for auxiliary merchant ships and of the shifting 
of the major part of the fleet of the United States to the Pacific 
coast. Preparedness to meet attack of an enemy on the Pacific 
coast was urged. 

Included in the delegation from the Pacific coast, in addi- 
tion to those named, were: Brigadier General H. H. Morehead, 
adjutant general of California, and representative of the gov- 
ernor of California; Mayor Angelo J. Rossi, of San Francisco; 
Adolph Uhl and Dewey Mead, supervisors of the city and 
county of San Francisco; Byron C. Hanna, 1937 president of 
the Los Angeles Chamber of Commerce; John R. Quinn, past 
national commander of the American Legion, personal repre- 
sentative of the governor of California and California state 
director of military and veterans’ affairs; Stuart R. Ward, 
California state chairman of national defense; Dr. Howard 
McKinley, past California state chairman of national defense; 
John A. Sinclair, past judge advocate, Department of Cali- 
fornia; Walter J. Walsh, past commander, C. C. Thomas navy 
post No. 244, San Francisco; Norman M. Lyon, national de- 
fense chairman for Los Angeles county council; Paul T. O’Dowd, 
commander seventh district, Department of California; Waldo 
Drake, chairman national defense, San Pedro post; Stanley T. 
Olafson, vice-commander, merchant marine post No. 420, Los 
Angeles; Charles Page, executive vice-president, San Francisco 
Chamber of Commerce; Charles G. Dunwoody, representative, 
California State Chamber of Commerce; E. N. Gott, director, 
San Diego, Chamber of Commerce; Arthur Eldridge, general 
manager, Les Angeles Harbor Department; Mark H. Gates, 
secretary, Board of State Harbor Commissioners for port of 
San Francisco; Clyde Edmondson, general manager, Redwood 
Empire Association: George H. Allen, chairman, California state 
“save our ships’ committee; Arthur S. Dudley, manager, Sacra- 
mento Chamber of Commerce, and E. G. Cahill, manager, public 
utilities, San Francisco. 
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The west coast representatives also appeared before the 
House committee on merchant marine and fisheries in support 
of proposed legislation giving aid to intercoastal shipping. 

Discussion of so-called “pleasure cruises” of the large in- 
tercoastal liners the operators of which have been represented 
as saying that they could not continue in the service unless aid 
were provided arose in the Senate commerce committee hear- 
ing. Senator Clark, of Missouri, chairman of the committee on 
interoceanic canals, said he could see no reason why the rest 
of the country should pay taxes so that such cruises would be 
available to the Atlantic and Pacific coasts. Senator McAdoo 
said the voyages were not “pleasure cruises,” adding that many 
of the passengers were on business trips. He also referred to 
cargo handled by these vessels. 

Senator Johnson, of California, said he would like to see 
the intercoastal vessels exempted from Panama tolls as a mat- 
ter of justice. 

Ralph Emerson, speaking for C. I. O. marine organiza- 
tions, supported the proposal for a subsidy for intercoastal 
shipping. 

The committee on interoceanic canals, in the hearing on 
the tolls exemption bill, was advised that the Department of 
State opposed exemption of intercoastal vessels from Panama 
Canal tolls because of the Hay-Pauncefote treaty between the 
United States and Great Britain relating to the canal. G. H. 
Hackworth, legal adviser of the State Department, said Great 
Britain took the position that if American intercoastal vessels 
were exempted from tolls vessels of Great Britain would 
have the right to free passage. According to Senator Clark 
exemption of tolls to the U. S. intercoastal vessels would amount 
to a subsidy of about $7,000,000 a year. 

Opposition of Secretary of War Woodring to the proposal 
to exempt intercoastal vessels from Panama Canal tolls was 
submitted by Chairman Clark, of the interoceanic committee, 
in a letter from the Secretary. Such exemption, said he, would 
reduce tolls collections by about $7,000,000 and to make up 
for that reduction it would require an increase in toll rates on 
foreign flag vessels and on American vessels engaged in foreign 
trade using the Canal “or from 90 cents per laden ton to over 
$1.25 per laden ton.” Exemption from payment of tolls as 
proposed would constitute an unsound subsidy, said Secretary 
Woodring. 

Chairman Clark also read a letter from Secretary of State 
Hull expressing the view that it would be unfortunate to have 
the question of tolls exemption reopened at this time. 


Frank S. Davis, manager of the Maritime Association of 
the Boston Chamber of Commerce, said withdrawal of inter- 
coastal ships from Boston would leave New England manu- 
facturers at the mercy of the railroads. 


Opposition to the exemption bill was expressed by G. A. 
Breaux, of the Southeastern Millers’ Association, who said 
that exemption would increase an unnatural movement of 
wheat flour from the Pacific coast to south Atlantic and Gulf 
ports that had developed in the last few years due to low 
water charges and throw further out of economic adjustment 
the southeastern territory by promoting increased shipment of 
Pacific coast flour. 


Edgar F. Luckenbach, of the Luckenbach Steamship Com- 
pany, before the House merchant marine committee, urged that 
all intercoastal vessels be subsidized instead of only vessels 
of 18 knots and over, as proposed in an amendment pending 
before the committee. 


SERVICE TO OUTPORTS 


Applicability of section 205 of the merchant marine act, 
1936, to conference agreement No. 5910 is discussed in briefs 
filed with the Maritime Commission on behalf of the Lucken- 
bach Gulf Steamship Co., Inc., the Gulf Pacific Line, the Gulf 
Pacific Mail Line, Ltd., and the Isthmian Steamship Co. 

The Luckenbach brief says that the agreement was filed 
June 7, 1937, by the lines named, to form a conference “the 
purpose of which is to promote commerce between United States 
ports on the Pacific coast and United States ports on the Gulf 
of Mexico.” 

“After anxious and long waiting, which has prevented one 
of the parties to the agreement from becoming a party to the 
conference,” says the brief, “and has added the element of un- 
certainty to the business of all those concerned, on December 7, 
1937, Mr. W. C. Peet, Jr., secretary of the commission, ad- 
dressed a telegram to Mr. C. Y. Roberts, secretary of the con- 
ference, reading as follows: 


Conference agreement 5910 provides for collection of charges pub- 
lished in tariffs filed with Maritime Commission and for changes in 
rates by unanimous action. For example your westbound tariff on file 
places Stockton on higher rate level than San Francisco. Commission 
requests briefs be filed . . . discussing question of whether the agree- 
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ment and rates established under authority thereof violate section 205 
shipping act, 1936. 


Section 205 makes it unlawful for a carrier by water to 
prevent or attempt to prevent any other such carrier from serv- 
ing any port designed for the accommodation of ocean-going 
vessels located on any improvement project authorized by Con- 
gress or through it by any other agency of the federal govern- 
ment at the same rates which it charges at the nearest port al- 
ready regularly served by it. 

The Luckenbach brief, criticizing the procedure adopted by 
the commission, said in effect that if the matter was one of im- 
portance the commission should have instituted a proceeding and 
allowed time to make a full and complete presentation. The 
telegram of December 7 requested briefs by December 20. The 
parties asked until January 31 to file briefs but the commission 
said they should be submitted by January 3, according to the 
brief. 

“There is nothing in the law requiring the carriers here 
involved, or any other common carriers by water, to make 
equal rates between all ports of origin and all ports of destina- 
tion,” says the Luckenbach brief. 

It said there must be a desire to do something before there 
could be prevention and that here none could say that any of 
the carriers involved desired to serve Stockton on the basis of 
the rates it charged at San Francisco. 

The other lines could not see that section 205 had a bearing 
on the situation. 


STORAGE OF IMPORT PROPERTY 


The Maritime Commission January 19 issued an order in 
No. 221, storage of import property, denying a joint petition 
filed by The Port of New York Authority and others requesting 
postponement of the effective date of the order previously en- 
tered in so far as it related to coffee, and oral argument on the 
question of amending the order to except coffee imported at 
New York from the general rule limiting the amount of free 
time on all import cargo at the port of New York to a maximum 
of ten days, exclusive of Sundays and legal holidays. 

The petition alleged that rules, regulations, and practices 
at New Orleans and certain other ports would be detrimental 
to importers of coffee at New York under the commission’s order 
limiting the free time at the latter port to ten days. The in- 
vestigation was limited to practices of ocean carriers at north 
Atlantic ports and on the record the commission found that no 
exception from the general rule was justified, said the commis- 
sion. The commission decided that the matter set forth in the 
petition did not afford sufficient or proper basis for any modifica- 
tion of the order previously entered in the proceeding. 


TRADE ROUTE CONFERENCES 


Commissioner Thomas M. Woodward will preside at the 
port authority conferences which the Maritime Commission 
will conduct on the west coast beginning at San Diego, January 
24. Commissioner Woodward will be assisted by S. D. Schell, 
assistant to the chairman, and E. P. Cotter and Robert M. Furniss 
of the commission’s staff. 

The port authority conferences are being held by the com- 
mission in connection with its study of all phases of foreign trade 
and how the American merchant marine can best serve this 
commerce. The object is to enable the commission to obtain first- 
hand knowledge of the shipping requirements and facilities of 
the different port cities and also to afford all interested civic 
and commercial groups an opportunity to present to the com- 
mission their ideas and suggestions on the subject of develop- 
ment. Schedules for the Atlantic and Gulf Coasts, together 
with the commissioner who will preside at these conferences, 
will be announced later (see Traffic World, January 15, p. 166). 


SUGAR FROM VIRGINIA ISLANDS 

The Maritime Commission in a report in No. 444, sugar 
from Virgin Islands, found a rate of 25 cents a 100 pounds 
charged by American Caribbean Line, Inc., and Bermuda and 
West Indies Steamship Company, Ltd., covering transporta- 
tion of raw sugar from the Virgin Islands to the United 
States to be unjust and unreasonable in violation of section 
18 of the shipping act, 1916. A reasonable maximum rate of 
21 cents was prescribed, effective on or before March 15. The 
rate on sugar was increased from 16 cents in April, 1937. 

On protests of the Virgin Islands Company and the De- 
partment of the Interior an investigation was instituted by the 
commission on its own motion. 

“Carriers operating in the Virgin Islands trade also serve 
foreign ports beyond,” said the commission. “In justification, 
increases in operating cost were urged by respondents. In- 
creases have been made on only three commodities moving 
northbound from foreign ports. The increase on sugar com- 
plained of was 22 2-3 per cent higher than the increase on any 
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other commodity. It was not shown that operating costs from 
foreign ports exceeded costs incurred from ports in the Vir- 
gin Islands. The report states that all cargo carried should 
contribute its proper share of the cost of transportation and 
the burden imposed upon interstate traffic should not be 
greater than that imposed upon foreign traffic. It was also 
found that since respondent Ocean Dominion Steamship Cor- 
poration did not operate to or from the Islands, its tariffs 
now of record should be cancelled, and that the tariff filed by 
American Caribbean Line, Inc., did not fully comply with the 
requirements of the statute and should be revised.” 


INTERCOASTAL TERMINAL TARIFFS 


By special permission No. 920, the Maritime Commission 
has authorized common carriers by water in intercoastal com- 
merce, or their duly appointed agents, to publish and file sched- 
ules establishing additional terminal facilities for the loading 
and/or discharging of cargo at rates concurrently applicable 
at other facilities in the same port or harbor for account of 
the carrier for which the additional facility is established, such 
schedules to be made effective on not less than three days’ 
filing and posting in the manner required by law. 

This action was taken, said the commission, because com- 
mon carriers by water in intercoastal commerce as defined in 
the intercoastal shipping act, 1933, as amended, were filing 
regular applications requesting permission to establish addi- 
tional terminal facilities effective on less than statutory notice. 
It said terminal facilities were a necessary part of transporta- 
tion and that the granting of a continuing special permission 
authorizing the establishment of additional terminal facilities 
on less than statutory notice would expedite the establishment 
of the additional facilities and would be in the interest of the 
carriers and the public. 

Schedules posted and filed under this permission shall 
bear the notation: ‘Issued on three days’ notice under special 
permission of the United States Maritime Commission No. 920.” 


PULPBOARD BOXES, ETC. 

The Maritime Commission has dismissed the complaint in 
No. 431, Bloomer Bros. Company, Inc. vs. Luckenbach Steam- 
ship Company, Inc., et al., which alleged that the rate on mixed 
carloads of pulpboard boxes, pails, and berry baskets from New 
York, N. Y., to Pacific Coast ports on traffic originating at 
Newark, N. J., was unjust and unreasonable in violation of sec- 
tion 18 of the shipping act, 1916, and requested reparation on 
shipments which had moved in the period between October 3, 
1935, and July 5, 1936. The commission found that the rate was 
not shown to have been unjust and unreasonable as alleged, but 


that it was in certain instances inapplicable, and that there were 
undercharges. 


LAKES-TO-GULF WATERWAY 


The House committee on rivers and harbors decided Jan- 
uary 19 to go forward with hearings on H. R. 8327, a bill intro- 
duced by Representative Parsons, of Illinois, authorizing the 
Secretary of War to withdraw from Lake Michigan, in addition 
to all domestic pumpage, an annual average of five thousand 
cubic feet of water a second, to flow into the current of the 
Lakes-to-Gulf waterway. Representatives of the so-called lake 
states of Minnesota, Michigan, Wisconsin, Ohio and New York 
had asked for a delay of sixty days. The committee decided 
to give the opponents of the diversion measure until February 
15 to prepare for their presentation before the committee. 


STANDARD CARGO SHIPS 


Technical experts of the Maritime Commission are now 
developing designs for two additional types of standard cargo 
ships for utilization in the merchant marine construction pro- 
gram, says the Commission. The designs will be known as the 
C-1 and C-3. The commission already has approved one de- 
sign for a standard cargo ship known as the C-2 and bids for 
the construction of 12 vessels of this type will be opened by 
the commission February 1. 

“In comparison with the C-2 design, the C-1 will be a 
smaller ship while the C-3 will be slightly larger,” says the 
commission. “The C-1 will have a speed of 14% knots, the 
C-3 will make 1612 knots. Both designs are being developed 
by the commission to meet the need for such types of vessels 
in particular trades. The ships will be adaptable to both 
steam and Diesel propulsion.” 


REPRESENTATION OF EMPLOYES 


The National Labor Relations Board has announced cer- 
tification of the National Maritime Union as the proper col- 
lective bargaining agency for unlicensed personnel on vessels 
operated by The Pure Oil Co. and the Kellogg Steamship Co., 
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both of New York. The N. M. U. is affiliated with the Com- 
mittee for Industrial Organization. 

The Marine Engineers’ Beneficial Association, also affiliated 
with the Committee for Industrial Organization, was certified 
as the bargaining agency among the licensed marine engineers 
employed by The Curtis Bay Towing Co., the Atlantic Trans- 
port Co., and the Cottman Co., all of Baltimore. The Interna- 
tional Longshoremen’s Association, affiliated with the American 
Federation of Labor, was certified on vessels operated by A. J. 
Harper and Baker-Whiteley Coal Company, also of Baltimore. 
Board action was based on results of recent secret ballot elec- 
tions held among the employes. 

The National Mediation Board has certified that the Rail- 
road Yardmasters of America has been designated to represent 
yardmasters, assistant yardmasters and relief yardmasters of 
the New Orleans Terminal Co., of the Southern Railway, of the 
Georgia, Southern & Florida, of the C. N. O. & T. P., and of the 
New Orleans & Northeastern, for the purposes of the railway 
labor act. 

The National Labor Relations Board has certified that the 
National Maritime Union, C. I. O. affiliate, has been selected 
as the exclusive collective bargaining agency for unlicensed 
personnel on vessels operated by the Pennsylvania Shipping Co., 
New York. The International Seamen’s Union, A. F. of L. 


ag was a contestant for representation. The vote was 243 
to , 


NICARAGUAN CANAL BILL 


Representative Izac, of California, has introduced H. R. 
9048, a bill authorizing negotiations and providing for the con- 
struction, maintenance and operation of an interoceanic canal 
over Nicaraguan territory. 


PACIFIC COAST SHIPBUILDING 


Senator Schwellenbach, of Washington, has introduced S. 
3236, a bill to amend the merchant marine act, 1936, by requir- 
ing allocation by the Maritime Commission of at least 40 per 
cent of money to be spent on a shipbuilding program to ship- 
yards on the Pacific coast and award of contracts to Pacific 
coast shipbuilders. 


TOURIST SHIP PILOT RATES 


In order to encourage the landing of tourists in Mexican 
ports, the Mexican Secretariat of Communications and Public 
Works recently published an order providing that ships enter- 
ing or leaving harbors of Mexico carrying tourists exclusively 
shall be assessed only 40 per cent of the usual charges for pilot 
service, according to a report to the Department of Commerce 
4 the office of the American Commercial Attache at Mexico 

ity. 

The order further provided that should any ship enjoying 
this special rate engage in any commercial operations or should 
load or unload cargo, the regular pilot charge would be as- 
sessed in lieu of the special reduced rate and a fine equal to 
the pilot charge ordinarily paid would be imposed, the report 
stated. 


MARINE BILL HEARINGS 


Chairman Bland, of the House committee on merchant 
marine and fisheries, has announced that the committee will 
hold a hearing February 23 on H. R. 8595, relating to vessels 
engaged in whaling; H. R. 8627, relating to inspection of fish- 
ing vessels, and H. R. 8778, and H. R. 8906, relating to vessels 
engaged in the coasting trade and fisheries. 


OPERATION WITHOUT CERTIFICATE 


The Commission has been advised that Judge Charles C. 
Wyche, in the district court of the United States for the west- 
ern district of South Carolina, has issued an order requiring 
Chris W. Vaughn to show cause February 15 at Spartanburg, 
S. C., why he should not be enjoined from operating a motor 
vehicle for the transportation of property for hire in interstate 
commerce as asked in a bill filed by the Commission. A crim- 
inal information, said Secretary Bartel, also was filed against 
Vaughn, charging violation of the motor carrier act in that 
the defendant had operated after his application for a certifi- 
cate had been denied. 

“The defendant in these proceedings is engaged in the 
transportation of property by the use of only one motor ve- 
hicle,” said Secretary Bartel. “He is the first party against 
whom it has been necessary for the Commission to institute 
oS ne for operations after a certificate has been 

enied.” 
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TRUCKERS AND TAXES 


The Traffic World Washington Bureau 


A request that the trucking industry be exempted from 
proposals of the subcommittee of the House committee on 
ways and means for new revenue legislation was made before 
the committee January 18 by J. Ninian Beall, counsel of the 
American Trucking Associations, Inc. : 

“We are opposed specifically to recommendation No. 14, 
covering shareholders’ consent dividends and recommendation 
No. 17 covering closely held corporations,” said he, ‘and ask 
that the trucking industry be exempted from the provisions of 
both recommendations.” : 

The trucking industry in the aggregate, said Mr. Beall, 
was one of the largest industries in the United States, the 
number of direct and indirect employes thereof probably be- 
ing exceeded only by the retail trade. = Ff 

“Large as the industry is,” said he, “it is an industry 
which is composed almost entirely of small business men. It 
might be said that the trucking industry is the last stand of 
independent business men against monopoly in so far as a 
national business is concerned.” at : 

Mr. Beall asserted that the provisions of recommendation 
No. 17, giving special treatment to closely held corporations, 
that was, those having from - — a would 
i e over 99 per cent of all trucking operations. 
—"* Desine tebe had its first setback in September, 
1937, said Mr. Beall. Continuing, in part, he said: 


i i , j bscription 

The trucking industry has never depended on public su 
to stocks and bonds to finance its operation, and to expand the industry. 

There are no trucking industry securities listed on the New York 
Stock Exchange and so far as we know there are not any listed on 
any exchange. 5 

The industry depends for its finances almost entirely on the 
capital of the actual proprietors. 

The industry as depended at all times on earnings for the increase 
of its facilities to meet the public needs. ; 

On the basis of 600,000 vehicles, it is estimated that each vehicle 
represents an investment including offices, shops, etc., of approximately 
$2,500 or a total of one billion five hundred thousand dollars. 

We think the trucking industry should be permitted to continue 
to meet its financial requirements without floating bond issues and 
selling stock to the public. 


Financing the Industry 


One of the greatest problems which has confronted the nation 
in the regulation of railroads has been the fact that everytime they 
needed money they floated bonds or issued more stock. 

The amount of securities put out has increased every year for 
100 years, and now the public holdings are so enormous that you 
can’t do anything about freight rates or reorganization of capital 
structures because a lot of life insurance companies, banks and widows 
and orphans are holding the stocks and bonds. 

Widows and orphans haven’t been asked to finance the trucking 
industry and we don’t want the bankers to get control of it. We 
don’t want monopoly. We would like to preserve the individual status 
of these thousands of individual proprietors. 

The only way this can be done is to permit them to put back the 
earnings, if any, into the business. That cannot be done if there is 
to be placed a penalty tax on undistributed profits. That will force 
the proprietors to distribute their profits and to issue stocks and bonds 
to the public. 

There might be some advantage in doing that as we would probably 
get public support for higher freight rates, but we have never operated 
that way, and we would rather not start. 

If I understand it the penalty provisions on undistributed profits 
were designed to require the payment of dividends in order that the 
stockholders may not avoid surtaxes. 

I believe I am correct ir saying that in the history of the truck- 
ing industry, there has never been an instance where dividends were 
withheld to avoid a surtax being imposed on a stockholder. 


No Trucking Securities 


Earnings are not dissipated through large salaries. Our rates are 
fixed by the Interstate Commerce Commission in so far as interstate 
transportation is concerned. The motor carrier act, 1935, specifically 
provides that good-will and going concern value shall not be taken 
into consideration in rate making. 

It follows that if they cannot be taken into considertaion in rate 
making, that, they cannot be taken into consideration in capitaliza- 
tion and in the issuance of stocks and bonds to the public. 

There is no market in the United States for trucking industry 
securities. The industry has never asked for one. The industry has 
been based on individual enterprise. The number of employes prob- 
ably exceeds the number of railroad employes. We don’t want to 
be driven into the hands of the money changers. We want to use 
the surplus, if any, in improving the service to the public. We can’t 
do that if a penalty tax on undistributed profits is to be imposed. 

The trucking industry operates on a cash basis. Even the trucks 
themselves are not permanent investments. On an average they become 
operating expenses at the rate of about 25 per cent per year on account 
of depreciation. It is not practical to issue bonds against property 
that depreciates as much as 25 per cent per year.... 


Operating Results 


Congress has recognized the industry as a national necessity. Its 
regulation has been placed under the Interstate Commerce Commission. 
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The net profits in the trucking industry are very small. The railroads 
have a ratio of operating expense to gross income of approximately 70. 
In the trucking industry the ratio of expense to income in 1935 was 
96.16; 1936—97.52 and in 1937—99.65. In other words in 1937 the in- 
dustry just broke even. The average railroad revenue per originated 
ton is about $3.50. 

The trucking industry does not transport heavy commodities 
such as coal, sand, gravel, etc.—it handles largely merchandise which 
requires special service. In 1936 the trucking industry received $7.58 
per originated ton and the net profits in 1936 per originated ton were 
$19.58. In 1937 the revenue per ton had increased to $7.69 per ton 
but due to increases in expenses the net revenue had been reduced 
to $.0241. 

The matter of employment should be taken into consideration. 
We believe we have approximately a million employes. The industry 
has probably passed beyond the mushroom growth period and has 
now reached the point where it is subject to fluctuations in business 
condition. In fact beginning with September, 1937, we are having 
our first experience with a depression. Unless we are able to build 
up a surplus in order to carry our employes through temporary re- 
cessions in business, we will have to throw a large number of men 
out of employment with every recession in business. 

Bar to Development 

In conclusion: 

We suggest that the undistributed profits tax should not be applied 
to any transportation or other public service industry whose rates 
are subject to public regulation. 

The application of such a tax can only result in either lack of 


proper development of the industry or some device for unloading 
securities on the public. 


The trucking industry has always felt that the managers of a busi- 


ness will be better managers if they have their own money invested 
in it. 


The trucking industry is willing to continue to invest its own 
money and manage the industry as a true proprietor. 

We ask that you exempt the trucking industry from the tax on 
undistributed profits and also from the class of closely held corpora- 
tions because all trucking corporations are closely held. In fact in 
previous years most trucking operations were either owned by indi- 
viduals or partnerships. The regulation of the trucking industry has 
brought about a drastic change in that situation. Today the industry 
is permitted to operate only when certificates of public convenience 
and necessity are held. The public requires continuous service. Of 
course, the death of a partner dissolves a partnership and the death 
of an individual generally makes it impossible to continue the business 
without interruption. In order that there may be no lapse in the 
certificates and in the service, corporations have been formed, but 
where corporations have been formed, it has been largely for that 


purpose and not for the purpose of avoiding surtax payments by in- 
dividuals. 


MOTOR ORDERS EFFECTIVE 


The following recommended orders have become effective 
as shown: 

I. & S. M-175, cotton piece goods, St. Louis to Kansas 
City, as of Jan. 10; MC 13293, Vern and Frank Adams, contract 
carrier application, as of Jan. 10; MC 15603, Sub. No. 1, Puget 
Sound-Portland Lines, Inc., extension of operations, as of Jan. 10; 
MC 22888, Charles B. Pitts, common carrier application, as of 
Jan. 10; MC 31449, Sub. No. 1, Coleman Motor Lines, extension 
of operations, as of Jan. 10; MC 93652, Gay Hudson Moving & 
Storage Co., common carrier application, as of Jan. 10; MC 
87699, Wayne Watson Gillette, common carrier application, as 
of Jan. 10; MC 12036, Howard Dana Larned, broker application, 
as of Jan. 11; MC 13275, Carl Baldridge, contract carrier appli- 
cation, as of Jan. 7; MC 13315, Kenneth Crum, contract car- 
rier application, as of Jan. 7; MC 13325, Jesse M. Corwin, 
contract carrier application, as of Jan. 10; MC 13341, Beulah 
Carey and Charles Carey, contract carrier application, as of 
Jan. 11; MC 13364, Roy E. Blickensderfer, contract carrier 
application, as of Jan. 10; MC 13365, George Blickensderfer, 
contract carrier application, as of Jan 7; MC 14993, L. R. 
Fortin, contract carrier application, as of Jan. 7; MC 16551, 
Carl E. Smith, contract carrier application, as of Jan 7; MC 
24419 Sub. No. 1, David Bottoms, common carrier application, 
as of Jan. 10; MC 26451 Sub. No. 11, Intermountain Transpor- 
tation Co., extension of operations, as of Jan. 11; MC 29568 
Sub. 1, Associated Transfer & Storage Co., Inc., common car- 
rier application, as of Jan. 12; MC 34865, O. L. D. Forwarding 
Corporation, extension of operations, as of Jan. 10; MC 35319, 
J. H. Axley, extension of operations, as of Jan 5; MC 37115, 
Melvin Garrelts, contract carrier application, as of Jan 10; 
MC 11292, Ira Perkins, contract carrier application, as of Jan. 
10; MC 11546, George Tuft, contract carrier application, as of 
Jan. 10; MC 11549, A. R. Trimmer, contract carrier application, 
as of Jan 10; MC 11552, Clarence J. Star@k, contract car- 
rier application, as of Jan. 10; MC 11553, Ralph R. Stroud, 
contract carrier application, as of Jan. 10; MC 11554, John A. 
Sweder, contract carrier application, as of Jan. 10; MC 11556, 
Don W. Stocks, contract carrier application, as of Jan. 10; 
MC 37133, Lester Goodwin, contract carrier application, as of 
Jan. 10; MC 39539, Cecil G. Dixon, contract carrier applica- 
tion, as of Jan. 10; MC 39543, J. Fisher, contract carrier appli- 
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cation, as of Jan. 10; MC 39546, Arthur Farrand, contract car- 
rier application, as of Jan. 10; MC 37603, Valley Truck Line, 
common carrier application, as of Jan. 11; MC 39551, George 
Elioff, contract carrier application, as of Jan. 6; MC 40619, 
Ira E. Merchant, contract carrier application, as of Jan 6; 
MC 40623, Meyer Miller, contract carrier application, as of 
Jan. 6; MC 40630, Benjamin E. Morr, contract carrier appli- 
cation, as of Jan 6; MC 40645, Leo B. Norris, contract carrier 
application, as of Jan 6; MC 41018, M. D. Whalen, contract 
carrier application, as of Jan. 6; MC 42104, Frank E. Alvernaz, 
common carrier application, as of Jan. 10; MC 42774, Percy 
Rinehart, common carrier application, as of Jan. 6; MC 50181, 
Louis R. Collins, contract carrier application, as of Jan. 6; 
MC 50382, Ira Edward Lease, common carrier application, as 
of Jan. 6; MC 50720, F. E. Skrdla, common carrier applica- 
tion, as of Jan. 12; MC 66656, C. W. Shaw, common carrier 
application, as of Jan. 12; MC 66656, C. W. Shaw, extension of 
operations, as of Jan. 12; MC 69036, Ivan Clifton Revell, com- 
mon carrier application, as of Jan. 11; MC 77157, Leo N. Pow- 
ers, common carrier application, as of Jan. 11; MC 86136, 
Ulrich Oil Co., contract carrier application, as of Jan 11; 
MC 86506, Star Dray and Transfer Co., Inc., contract carrier 
application, as of Jan. 11; MC 86639, Cloverdale Lumber and 
Wood Co., contract carrier application, as of Jan. 12; MC 
86931, Ward E. Lanning, contract carrier application, as of 
Jan. 6; MC 93188, William M. Markesbery, common carrier 
application, as of Jan. 3; MC 11555, Arthur Stilwell, contract 
carrier application, as of Jan 10. 


ILLINOIS TRUCK LEGISLATION 


Appearing before a commission of the Illinois legislature 
charged with formulating plans for state truck regulatory 
legislation, at the Morrison Hotel, Chicago, January 19, A. H. 
Schwietert, assistant director of traffic, Chicago Association of 
Commerce, chairman of a special committee of the Illinois 
District Industrial Traffic League, presented a plan for such 
legislation formulated by his committee and approved by the 
league (see Traffic World, Dec. 18, 1937, p. 1391). 

The plan includes the regulation of rates and charges for 
common and contract carriers, to be placed under the Illinois 
Commerce Commission, and regulations for safety, hours of 
service and licensing of drivers to be placed under the juris- 
diction of the state highway department. The proposed legis- 
lation also provides for certificates for common and contract 
motor carriers to be allotted by the state commission on a 
showing of public convenience and necessity by an applicant 
“fit, willing and able properly to perform the services.” 

In general, the report said, “the purpose and extent of 
legislation for the regulation of motor carriers for hire in the 
state of Illinois should be determined by public demand and 
should only go as far as may be necessary to prevent abuses 
or discrimination, to assure the public of adequate and safe 
means of transportation at reasonable cost, and to insure the 
safe operation of vehicles on the highways for the adequate 
protection of life and property.” 

The legislative commission also held sessions at Chicago 
January 18 to get the views of live stock truckers, market 
agencies, and packers; the afternoon of January 19, to get the 
views of the petroleum industry, and was scheduled to get the 
views of the Illinois Municipal League, real estate agencies, 
property owners, the dairy industry, local cartage operators, 
and bus operators on January 20 and 21. 


Cc. F. A. TRUCK RATE INCREASES 

The second of the series of meetings of truck operators in 
Central Freight Association Territory to consider increases in 
truck commodity rates was held at Indianapolis, Ind., ending 
January 20. At the meeting in Chicago last week interested 
operators, both common and contract, went through the area 
commodity tariff governing their operations and considered each 
rate individually. Although it was decided to retain some of the 
rates contained in that tariff, especially those which were on a 
level with rail and carloading company rates, generally it was 
decided to increase all of the rates based on 5,000 and 10,000 
pound minimums by 10 per cent and those based on higher 
minimums by 5 per cent. 

This basis of proposed increases was accepted at the In- 
dianapolis meeting. Officials of the Central States Motor Freight 
Bureau seemed elated at the progress made and said that an 
attempt would be made to shorten the schedule of meetings as 
originally announced (see Traffic World January 8, p. 83). It is 
the intention to put in the increases as soon as practicable, the 
Commission having already been asked to permit their filing on 
five days’ notice. Meanwhile, C. F. A. truck rates still remain 
practically frozen at the level of December 29, 1937, on which 
day the Commission issued its suspension order M-278 under 
which all truck commodity rate reductions in the territory filed 
since that date have been suspended. 
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January 22, 1938 


NEW YORK PEACE DECLARED 


The Traffic World New York Bureau 


The Highway Transport Association, of which D. L. Suther- 
land is president, announces that peace has been declared be- 
tween the members of that organization and Local 807, New 
York City, of the International Brotherhood of Teamsters and 
Chauffeurs, after a controversy that has lasted for months. An 
agreement has been signed by representatives of both bodies 
providing that in future all labor disputes shall be referred to 
an arbitration board for settlement and that both sides must 
agree to follow the decision of the arbitrators. 

The contract between the two parties drafted by Charles F. 
Cotterill, counsel for the association, provides specific clauses 
distinctly aimed against “snap” strikes and lockouts, changes 
in operating methods by employers, and the selection of an 
advisory committee to arbitrate disputes. 

Following this solution of the differences that held back for 
some time the signing of an agreement, the petition of the motor 
carriers asking the Federal court to interpret the clauses of a 
contract providing for arbitration of labor disputes signed by 
both sides some time ago at a time when a city-wide strike was 
threatened, may be withdrawn. 

Since the signing of the new agreement, committees repre- 
senting the association and the union have started negotiations 
under it for the drafting of uniform rules and practices in the 
New York metropolitan area. 

President Sutherland says the peace pact has already had 
beneficial reactions in that it has materially curtailed the snap 
strikes. He adds that whether or not the new arrangement will 
result in permanent benefits to the motor truck industry in the 
Greater New York area “depends largely on the manner in which 
the employers and the union comply with the understanding 
already reached.” 

The association announces that it is contesting in the courts 
a city ordinance which at present requires trucks to have public 
cartage licenses, and also as to the orders of the State Labor 
Department with regard to the time-clock card which drivers 
are compelled to punch at their places of employment as proof 
of the driver’s compliance with the ten-hour law. The claim 
is put forth by the association that trucks used in local collection 
and delivery work are exempt from these rules on the ground 
that they form part of an interstate movement of freight. 

The advisory committee representing the association and 
the union have under consideration a set rules and regulations 
governing truck drivers and helpers. 

The essential portion of these rules is the five points set 
forth as follows: 


1. No local driver will be assigned to a truck or trucks which will 
perform no local pickup and/or delivery work. 

2. Driver will be required to drive any truck to which he is as- 
signed without regard to the number of trucks driven in any given 
time, or to the proportion of load loaded or unloaded. 

3. The use of switchers to move trucks to and from the terminal 
platform, where no local pickup or delivery is performed, will be dis- 
continued. 

4. Assignment of members of one local to perform work coming 
under the terms of an existing contract with another local will not 
be countenanced. 

5. Helpers will not be assigned on trucks purely because of the 
driver’s request, the operator being the sole judge as to the necessity 
for a helper. 


A. T. A. COMMON CARRIER DIVISION 


No date has as yet been set for the next meeting of the 
advisory committee of the newly formed common carrier divi- 
sion of the American Trucking Associations, Inc., but it was 
regarded as probable that it would be held within 30 days be- 
cause of the fact that a number of important questions were left 
undecided late last week when the first meeting, held at Chicago, 
adjourned (see Traffic World January 15, p. 159). At that meet- 
ing, members of the guidance committee—one from each state 
and one from the District of Columbia—selected in the first 
instance merely to act as electors of one representative from 
each of the association’s nine districts, resolved themselves into 
an advisory committee to be the governing body of the division. 

Among the matters still to be decided was the important 
one of financing and the question as to whether or not the divi- 
sion should have a manager of its own. On the latter question, 
there was a division of opinion, the preponderance seeming to 
be that there was no necessity for an executive director of the 
affairs of the division other than its chairman, James B. Godfrey, 
Jr. It was pointed out that there was no intention to substitute 
the division as a service agency either for the A.T.A. or for 
any of its constituent bodies, all of which now attempt to per- 
form services of one kind or another for their common carrier 
truck operator members. 

The principal reason for the existence of a seperate common 
carrier division, it was pointed out, was because of the fact that 
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there were potentialities for differences of interests as between 
the common carrier and other classes of motor carriers included 
in the membership of the A.T.A. In cases, for instance, where 
the interests of the common and the contract carriers diverged, 
it would be neither fair nor practicable for the A.T.A. to enter 
actively into litigation before the Commission or in the courts 
in behalf of one or the other groups. With the formation of 
separate divisions for both, the A.T.A. will be able to stand aloof 
from such disputes—except where it may be able to act as a 
mediator—and permit the issue to be decided on its merits with 
each division retaining its own counsel. Again, it was felt, there 
may be legal matters in which only one or the other class of 
carriers has an interest, in which case it would hardly be fair 
to have the matter prosecuted by the A.T.A. at the expense of 
its whole membership. In such cases, in the future, each division 
will handle its own matters in whatever manner it sees fit. 


MASSACHUSETTS TRUCK DISPUTES 


Proposed legislation for the settling of labor disputes in 
the motor trucking industry in the state has been introduced 
in the Massachusetts assembly. Under the bill, known as 
the “Motor Transportation Mediation Act,” disputes between 
truck operators and their employes may be brought to the 
attention of the state commissioner of labor and industry by 
either party. The commissioner is charged with transmitting 
the information to the state board of conciliation and arbitra- 
tion which will mediate the dispute. If the parties to the 
dispute agree that the matter should be tried before a board 
of mediation other than the already constituted state board 
of conciliation and arbitration, the proposed law provides for 
the establishment of a special board to consist of one member 
chosen by each party to the dispute and a third to be selected 
by those two. Employers and employes are forbidden under 
the law from lockouts and strikes while the matter is under 
consideration by the board and until a week after the board 
publishes its findings. The commissioner is empowered to 
give publicity to such findings. No other provision for the 
enforcement of the findings is contained in the law. Parties 
to a disput may, however, agree in writing to accept the find- 
ings as binding on themselves. Failure to submit a dispute 
to the commissioner, failure to maintain the status quo while 
the dispute is under consideration, and inciting to lockouts 
and strikes are all subject to fine under the proposed law. 


INTERTERRITORIAL TRUCK RATE MEETINGS 


A meeting of the C. F. A.-W. T. L. interterritorial truck 
rate standing committee, to consider proposals for changes in 
the rates between the two territories, will be held at the York 
Hotel, St. Louis, January 31. The meeting was postponed to 
that day from January. 24 for which it was originally set. 

A meeting of the C. F. A.-Southern interterritorial com- 
mittee will consider proposed changes in the truck rates between 
those territories at the Kentucky Hotel, Louisville, February 16. 


EXCEPTIONS TO MOTOR REPORTS 
MC 2890, application of All American Bus Lines, Inc., as 
successor to B. L. Line. Time for filing exceptions to recom- 
mended order extended to February 4. 
MCF 413, Major A. Riddle, control, Monark Motor Freight 
System, Inc. Time for filing exceptions to recommended order 
extended to January 26. 


HIGHWAYS OF WORLD 


The United States has approximately 3,065,000 miles of 
highways, or nearly one-third of the world total of about 
9,687,000, according to a survey of world highways completed 
by the Automotive-Aeronautics Trade Division, U. S. Bureau 
of Foreign and Domestic Commerce. 

In countries covered by the survey there were registered 
about 40,549,000 motor vehicles, of which the United States 
had 28,520,500 or more than two-thirds of the world total on 
January 1, 1937, it was stated. 

At the close of 1929 the world total for highways was 
about 6,582,000 miles and the motor vehicle registration about 
32,034,600 units. Thus in a period of eight years the highway 
mileage of the world has increased more than 3,105,000 miles 
and the number of motor vehicles registered increased ap- 
proximately 12,028,400, it is pointed out. 

The increase of highway mileage each year for the past 
eight years has shown a steady growth with a tendency for 
the rate to slow up as more and more improvements to road 
systems are accounted for by reconstruction of existing routes, 
it is stated. 

The use and the number of motor vehicles is progressing 
at a faster rate than the extension of new highways. In nearly 
every country highway authorities are faced with a steady 
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growth of traffic congestion, due to inadequate street and 
highway facilities and the improper use of roads and streets 
for purposes other than the movement of motor vehicles. 
greater proportion of highway funds are now being used for 
improvement of roadways in congested areas with a resulting 
smaller expenditure for extensions, according to the Commerce 
Department. 


MOTOR VEHICLE ACCIDENTS 

Motor vehicle accidents resulted in death to 38,089 persons 
in 1936 compared with 36,369 fatalities in 1935, an increase of 
5 per cent, according to final Census Bureau tabulations made 
public by Secretary Roper of the Department of Commerce. The 
state of Nevada with a rate of 74.0 deaths each 100,000 estimated 
population, was the highest in the nation in 1936 and Rhode 
Island was lowest with a rate of 16.7 deaths each 100,000 of 
estimated population. Deaths resulting from automobiles in col- 
lisions with railroad trains totaled 1,697 in 1936 compared with 
1,587 in the previous year. 


RAIL-TRUCK COMPETITIVE RATES 


An effort to take out of the rail rate structure and the truck 
rate structure in Southwestern Territory those low rates made 
originally for competitive reasons is being made by a committee 
of southwestern railroads and a committee of southwestern 
truck operators. The two committees met jointly at the offices 
of the Southwestern Freight Bureau, St. Louis, late last week 
and are scheduled to meet again at the same place on January 
25. The feeling for some time has been that competitive factors 
on some traffic have not only driven rail rates lower than the 
compensatory levels where such rates were ostensibly made 
to meet truck competition, but that, motivated by similar rea- 
sons, truck rates themselves have in numerous cases been made 
below that level. Agreement between representatives of the 
two competing types of transportation will enable them to avoid 
such “cut-throat” practices, it was felt. 

A similar attempt, it was reported, will be made in Central 
Freight Association Territory. 


LIVE STOCK BY TRUCK 


The Bureau of Agricultural Economics of the Department 
of Agriculture in its report for 1937 on receipts of live stock 
at 68 public stock yards shows that 52.9 per cent of cattle 
receipts were “drive-ins” as compared with 54.8 per cent in 
1936, “drive-ins” representing virtually all shipments by truck. 
For calves the percentages were 57.6 for 1937 as against 57.5 
for 1936. For hogs the percentages were 65.9 for 1937 and 64.4 
for 1936. For sheep and lambs the percentages were 26.6 for 
1937 and 26.3 for 1936. 


W. T. L. TRUCK RATE BUREAU 


The board of directors of the newly formed Western Trunk 
Line Motor Common Carriers’ Bureau met at the Stevens 
Hotel, Chicago, beginning January 20, to settle details of 
financing and administration. It was decided to retain the 
headquarters at Des Moines, Ia., where they are now located, 
under the management of C. E. Bellew. It was expected that 
the basis of dues and assessments among members for the 
financing of the work of the bureau would be settled before 
the meeting adjourned. On the schedule, also, were conferences 
with officials of the Central States Motor Freight Bureau at 
which the joint publication of interterritorial rates between 
W. T. L. and C. F. A. territories was to be discussed. 


COMMERCIAL AREA LITIGATION 


Truckers represented by Wilbur LaRoe, Jr., in No. 5815, 
Noeding Trucking Co. et al. vs. United States et al., have 
challenged the validity of the order made by the Commission 
in the case in which it defined the New York commercial 
zone, by asking a three-judge federal court at Trenton, N. J., 
to enjoin enforcement of that order. The court, composed of 
Circuit Judge Biggs and District Judges Forman and Clark, 
held a hearing on the application January 17. J. Stanley 
Payne, for the Commission, and Elmer B. Collins, for the 
Department of Justice, said they had been taken by surprise 
and were not ready to proceed then. The court adjourned the 
hearing to February 21. 

The application for an injunction was based on the propo- 
sitions that the Commission, in its notice of hearing in the 
proceeding gave no notice that, in the language of the pro- 
ceeding it intended to “nullify” the exemption given by the 
motor carrier act as to any part of the zone; that the Com- 
mission failed to make the necessary quasi-judicial findings 
required; and that Newark and Elizabeth, N. J., were, com- 
mercially, as much a part of the New York district as Man- 
hattan and Brooklyn. The delimitation of the zone made by 
the Commission excludes them from the zone. 
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Port of New York Authority and the cities of Newark, 
Elizabeth and Perth Amboy, N. J., filed interventions in sup- 
port of the complaining truckmen. 


SHIPMENTS TO MEXICO 


Greatly increased duties on products covered by 218 classi- 
fications of the Mexican import tariff, or about one-third of 
the total number of items, were ordered by the Mexican gov- 
ernment in a decree dated December 31, made public in Mex- 
ico City January 19, according to a cablegram from the office 
of the American commercial attache at Mexico City received 
at the Department of Commerce. 


The decree provides that shipments which were under way 
by December 31 will be assessed at the rates of duty formerly 
applicable. By a decision of the Mexican Secretary of the 
Treasury, however, foreign products shipped since December 
31 will be permitted importation at the former duties provided 
that they are declared for entry at Mexican custom houses by 
the close of business on Friday, January 21. These new duties 
are to be operative until April 30, 1938, after which they are 
to be decreased, but to a level generally in advance of the 
duties which had prevailed heretofore. In his official state- 
ment, the Mexican Secretary of the Treasury declared that the 
purpose of these increased duties was to effect a better balance 
between exports and imports, and was not for the purpose of 
increased revenues. 


The full list of commodities affected by these newly in- 
creased duties will be available, on receipt of the official de- 
cree, which is being air-mailed to the Department of Com- 
merce by the commercial attache, according to the department. 


MOTOR ORDERS STAYED 


The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: 


MC 77782, application of Associated Freight Forwarders, 
Inc., Pittsburgh, Pa.; MC 70828, application of A. Norman, 
Picher, Okla.; MC 45862, application of William Nix, adminis- 
trator of the estate of Beulah Fisher, deceased, dba Fisher’s 
Express, Philadelphia, Pa.; MC 35893, application of Francis 
S. Blackwood, Akron, O.; MC 32845, application of William 
Shaw, Du Bois, Pa.; MC 31486, application of William A. 
Shields, Pittsburgh, Pa.; MC 31445, application of Lydia K. 
Shaw, dba Shaw Motors, Providence, R. I.; MC 29694, applica- 
tion of Edward P. Broderick Co., Inc., New York, N. Y.; MC 
18653, application of G. E. Woodyard, Parkersburg, W. Va.; 
MC 16173, application of Lester A. Wilsey, dba Wilsey Truck 
Co., Weyerhauser, Wis.; MC 15339, application of Robert G. 
Allison, dba Allison Coal, Transfer, Warehouse, Birmingham, 
Ala.; MC 10367, application of Philip Kravetz, dba Chelsea 
Contracting & Trucking Co., Chelsea, Mass.; MC 10150, appli- 
cation of Paul G. Apger, Akron, O.; MC 7953, application of 
Dallas J. Peterson, Rochester, N. H.; MC 1348, application 
of William Neal Baisey, dba W. N. Baisey, Danville, Va.; MC 
646, application of Frank Stevenson, La Harpe, Kan.; MC 471, 
application of Donald B. Zirbel, Lewiston, Ida.; MC 112, appli- 
cation of A. David Gillette, dba Gillette Motor Express, Hones- 
dale, Pa.; MC 668, Inter City Transportation Co., Inc., exten- 
sion of operations; MC 729, application of Charles E. Shamel, 
Charles City, Ia.; MC 2420, application of C. E. Turnmire and 
J. W. Turnmire, dba S. & T. Truck Co., Lenoir, N. C.; MC 2480, 
application of G. Oscar Gordy, Seaford, Del.; MC 2884, applica- 
tion of Continental Carriers, Inc., Atlanta, Ga.; MC 2993, 
application of Malta N. Hardy and John B. Hardy, dba M. N. 
Hardy & Son, Scottsburg, Ind.; MC 13391, application of L. W. 
Westhoff and A. L. Neuhaus, dba Westhoff & Neuhaus, New 
Vienna, Ia.; MC 26907, application of Erwin L. Bartell, Ripon, 
Wis.; MC 29100, application of F. C. Behnke, Arkansaw, Wis.; 
MC 32050, application of Joseph Mitchell, Baltimore, Md.; MC 
73742, application of Virginia Tours, Inc., Richmond, Va.; 
MC 191, application of Arthur E. Ely, Axtell, Kan.; MC 
497, application of Mrs. Denny Noe, dba Denny Noe Transfer, 
Hemphill, W. Va.; MC 623, application of Harvey M. Messick, 
dba H. Messick, Joplin, Mo.; MC 1370, application of John Baer, 
Melrose Park, Ill.; MC 1429, application of J. I. O’Brien, 
Farmington, Ia.; MC 2436, application of William R. Spicer 
and George W. Laverty, dba Maryland Trucking Co., Balti- 
more, Md.; MC 3092, application of E. C. Lore & Son, Inc., 
Newport, N. J.; MC 3389, application of Curtis & Croston, Inc., 
Boston, Mass.; MC 5484, application of W. M. Stiffler, Center- 
ville, Kan.; MC 41620, S. S. Barash and Arnold J. Barash, 
broker application; MC 50998, Zura Williams, common carrier 
application. 
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Questions and Answers 


N this column will be answered questions of both legal and practica) 

nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to kelp him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Damages—Special 


Maryland.—Question: Perhaps you may be in position to 
refer us to some court decision which would cover the follow- 
ing loss claim that we have in mind. 

The following shipment moved in interstate traffic under 
rates filed with the Interstate Commerce Commission, Bureau 
of Motor Carriers. 


The shipper shipped a consignment of men’s pants from 
original point “A” to destination “B”. The shipper at point 
“A” appears to be merely a factory to which the consignee 
forwards his unfinished clothing to have the shipper at point 
“A” finish and then ship to consignee at point “B”. The, ship- 
per in this case shipped to consignee at point ‘‘B” a shipment 
of two cases of pants. While this shipment was in transit there 
appeared to be a pilferage of a portion of this shipment and 
upon delivery to consignee at point “B’’ an exception was noted 
against the carrier’s freight bill to the extent of this shortage. 

A claim was lodged by the consignee with the delivering 
carrier on the basis of an entire suit of clothing, consisting of 
coat, vest and pants. However, the coats and vests were not 
transported by the carriers involved in this case. The cost of 
the pants appeared to be about 1% of the cost of the entire 
suit, but the consignee claims that the loss of the pants effects 
the value of the suit and is therefore claiming the invoice price 
of the entire suit, less a small salvage of possibly 1% for the 
coats and vests. 

Would carrier be permitted to entertain claim on the coats 
and vests, which did not move by its line, nor did it move on 
bill of lading covering pants? ; 

Answer: While we are unable to locate a decision in point, 
it is our opinion that there is no liability on the part of the 
carrier for other than the value of the pants which were trans- 
ported by it. In the absence of notice to the carrier at the 
time the shipment was made that they were part of a complete 
suit, it is our opinion that recovery would be limited to the 
value of the pants as such, and not as part of a complete suit. 

Recovery of an amount based on their value as part of a 
complete suit would, in our opinion, be special damages, re- 
covery of which is dependent upon notice to the carrier that 
such damages may result from loss of or injury to goods. 


Shipper’s Load and Count 


New York.—Question: We refer to the answer to Illinois, 
on page 1276 of the December 4, 1937 Traffic World, under the 
caption ‘“Shipper’s Load and Count.” 

We note the statement that the decision in Brewster vs. 
New York, C. & H. R. R. Co., 129 N. Y. S. 368, indicates the 
form of proof which a shipper should offer in support of his 
allegation of loss or damage by a carrier. Is it possible that 
you could send us the form of proof required. 

Answer: The decision to which you refer indicates or out- 
lines the kind of evidence which should be submitted in proof 
of an allegation of loss of goods by a carrier, when goods move 
on a bill of lading which contains a shippers load and count 
notation, which notation is authorized by the provisions of the 
Bill of Lading Act. 

There are no forms which may be used for this purpose, 
but the decision indicates the kind of evidence which should 
be adduced to show that the loss is chargeable to the carrier. 


Ohio River Flood 


Ohio.—Question: As a subscriber, we receive your pub- 
lication the “Traffic World” and ever since the flood of early 
this year, we have been watching for a reported court decision 
against a carrier for damages resulting from the flood at Cin- 
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cinnati or Louisville but so far we have found no decisions re- 
ported. 

Is it possible that such decisions were reported but were 
overlooked by us? If not, have you any knowledge of any 
cases which are now pending in the courts of the Cincinnati or 
Louisville area? 

Answer: We are not aware of any decision of the courts 
relating to the liability of the carriers for losses resulting from 
the recent Ohio River flood, nor have we information of pend- 
ing cases. 


Liability of Carrier for Concealed Loss or Damage 


Missouri.—Question: We are confronted with a problem 
on which we are unable to get a definite answer. This problem 
is, the proper procedure in the handling of concealed damage 
claims in connection with shipments which are manufactured 
at some distant point, then shipped to a jobber for ultimate 
distribution or sale. This shipment remains in jobber’s ware- 
house unopened for an indefinite period, then reshipped in the 
original shipping container on a new bill of lading to a retail 
outlet at some neighboring point, which after arrival is un- 
packed for display, and is found to be in a damaged condition. 

We cite, for example, shipments of refrigerators which 
are manufactured and packed in New York, then shipped to a 
warehouse in St. Louis. These shipments might be handled 
by truck or rail to St. Louis. After delivery in St. Louis, the 
merchandise remains in this warehouse for an indefinite period, 
and then is reshipped to the shipper’s customer, to example, to 
Kansas City, Mo. We will say, that we are carriers from this 
point to destination and we give the warehouse a clear receipt 
for the shipment and when making delivery to the customer in 
Kansas City, we also obtain a clear delivery receipt from the 
consignee. 

Several days after the shipment has been delivered, we 
are called to make an inspection. Our inspector reports that 
the case is in perfect condition and that there is no outward 
indication of a damage to the contents, yet the enamel is found 
to be chipped. We can understand that by allowing a ship- 
ment of this nature to be set down hard on one corner, the 
enamel will chip where is receives the greatest pressure, so 
unless we can prove that the damage is the result of a factory 
defect, we would say that a claim for this damage is in order. 

Here is where the difficulty arises. We contend that since 
an inspection of the contents is not made from the time of the 
original shipment until the merchandise reaches the final cus- 
tomer, that all carriers handling this shipment should partici- 
pate in the settlement of the claim. There is also a possibility 
a the warehouse in which the unit was stored might also be 
iable. 

We are anxious to learn if there is a set rule, or if any 
decisions have been handed down on this subject. We want to 
remind you that we have merely used this commodity and 
states, as an example and they have no direct bearing on the 
claims which we are trying to adjust. If you can assist us in 
any way by giving us the information requested, it will be 
very much appreciated. 

Answer: In connection with this question, see our answer 
to Ohio, on page 92 of the Jan. 8, 1938 Traffic World, under the 
caption “Proof of Loss or Damage.” 

If the shipper sustains the burden of proof resting upon 
him of showing delivery to the carrier in good condition and 
of proof that the damage did not occur while the shipment 
was in the jobber’s warehouse, recovery may be had, unless 
the carrier can show that the damage resulted from a cause for 
the consequences of which it is not liable. 

It is a matter for your company to determine whether 
you will assume the expense of the claim or require the ship- 
per or owner of the goods to bring suit, in which latter event 
your liability will be judicially determined. 

Unless the carrier which originally transported the goods 
is willing to join you in the payment of the claim, a judicial 
determination of whether your company is liable for the injury 
to the goods is the only way of legally placing liability on that 
carrier, which, in turn, will depend upon your successful de- 
fense of the shipper’s action against your company, should one 
be brought, thereby forcing the shipper or owner of the goods 
to bring an action against the former carrier. 

There are no decisions which establish a basis for the ap- 
protionment of damages between the parties who, as in the 
instant case, might be liable for the injury to a shipment. 


Proof of Loss or Damage 


Indiana.—Question: A car of bulk material moved from 
A to B routed C Railroad; both points are local on the C Rail- 
road. Consignor’s and consignee’s railroad track scales are 
regularly tested by C Railroad scale test car. There is a 
difference of 19,000 pounds between the shipper’s and the re- 
ceiver’s weight; the carrier refuses to pay the claim. 
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Kindly quote Interstate Commerce Commission decisions 
that would support our claim. 

Answer: We assume that your claim was filed for the 
value of the difference between the shipper’s and receiver’s 
weight. If so, the Interstate Commerce Commission has no 
jurisdiction over your claim, as its jurisdiction is limited to 
claims for loss or damage which arise from a violation of the 
Interstate Commerce Act, such as misrouting. 

While you state that there is a difference of 19,000 pounds 
between the shipper’s and receiver’s weights, you make no 
statment as to the weight which was shown in the bill of lading, 
nor whether the shipment was weighed by the carrier. 

With respect to the statement of the weight of a shipment 
in the bill of lading, see our answer to Pennsylvania, on page 
825 of the October 24, 1936 Traffic World, under the above 
caption. In this answer are cited cases which deal with this 
question. 

The mere fact that there is a difference between the ship- 
per’s and receiver’s weights is not conclusive evidence of the 
liability of the carrier for the loss of this amount of the ma- 
terial which comprised the shipment. 


Motor Carriers 


Nebraska.—Question: I note your reply to “Connecticut” 
on page 91 of the January 8, 1938, Traffic World, and believe 
it answers our question. However, I will give you our question 
for determination whether or not it does. 

We conduct a jobbing business, selling our goods in three 
states. We sell f. 0. b. our place of business. We make delivery 
in our own trucks to interstate destinations. The last entry on 
our invoice is for the gross weight of the shipment, at a certain 
rate per cwt. which figures so much, which amount is added 
to the f. o. b. selling price of the goods covered by the invoice. 
In other words, we sell f. o. b. our place of business, and 
charge the buyer a specified rate for transporting the goods to 
his specified destination. 

Is this not receiving compensation for trucking, thereby 
making us common carriers, and would we not therefore be 
liable to Interstate Commerce Commission regulations ? 

Answer: In our opinion the provisions of the ruling of the 
Commission which is quoted in our answer to which you refer 
is applicable to the facts set forth in your inquiry. 

Under the ruling your company is subject to regulations 
for private carriers by motor vehicle only, until a formal deci- 
sion has been made or until further notice with respect to the 
status of such operations. 


Motor Carriers—Liability Where Shipments Delivered to 
Connecting Carrier 


Utah.— Question: Are the truck lines doing business in In- 
terstate Commerce responsible for loss or damage to shipments 
destined to points located off the main highway? A trucking 
company with whom we do business states that they will as- 
sume no responsibility for such shipments after they are deliv- 
ered to the point where they leave the main highway because 
they do not attempt to maintain any schedules, stating that 
they handle such shipments only as an accommodation to the 
customer and they have to depend on whatever service is avail- 
able to get their shipments from the main highway to their 
place of business. 

This truck line does not publish rates in their tariff to these 
off line point, but charges an arbitrary from the point where 
they leave the main highway to destination. 

Any information you can give us on the subject, quoting 
court or Commission authority, will be appreciated. 

Answer: We assume that the motor carriers to which you 
have reference are common carriers by motor vehicle. If so, 
in making delivery at off main highway points such motor car- 
riers are undertaking a transportation service without a pub- 
lished tariff rate or charge for the service from the main 
highway point, which is unlawful. 

Joint rates should be published if such motor carriers wish 
to transport shipments to off main highway points at less than 
the charges to the main line points plus the charges from those 
points to the off main highway points. Otherwise they are 
transporting goods at less than the legally published tariff 
rates. 

Under the provisions of Section 219 of the Motor Carrier 
Act, which states that the provisions of Section 20, paragraph 
11 of Part 1 of the Interstate Commerce Act shall apply with 
like force and effect to the receipts or bills of lading of common 
carriers by motor vehicle, if the through transportation of ship- 
ments to off main highway points is undertaken, through bills 
of lading should be issued by the initial carrier and that line is 
liable for loss, damage or delay to such shipments while being 
transported by any carrier to which such shipments are deliv- 
ered or over whose line or lines such shipments may pass. 


Motor Carriers—Contract 


Minnesota.—Question: We would like your opinion on the 
following questions: 
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Can a contract carrier of property by motor truck deliver 
the property to a forwarding company for reshipment by rail? 
All of this being interstate commerce, and all taking place 
within one state. Can the same contract carrier of same prop- 
erty as above, load into rail cars at the order of contractor? 
Can a motor truck operator holding dual operating rights oper- 
ate in one direction as common carrier, and upon the return 
trip use the vehicle for contract haulage? 

Answer: There is no specific inhibition in the Motor Carrier 
Act against the delivery of property by a contract carrier to a 
forwarding company for reshipment by rail. Such a shipment, 
however, would not be a through shipment from point of origin 
to final destination, but would, in effect, consist of two separate 
and distinct transportation services. Likewise there is no spe- 
cific inhibition against the loading by contract carrier of prop- 
erty into rail cars at the order of the contractor. In both of 
the above instances, however, the service should be covered by 
the contract entered into between the shipper and contract 
carrier, which is filed with the Interstate Commerce Com- 
mission. 

With respect to a motor carrier operating as both common 
carrier and contract carrier, Ruling No. 20 of the Bureau of 
Motor Carriers of the Interstate Commerce Commission pro- 
vides that no person may at the same time hold a certificate 
as a common carrier and a permit as a contract carrier author- 
izing transportation of property over the same route or within 
the same territory unless for good cause shown the Commis- 
sion shall find such certificate or permit may be held consis- 
tently with the public interest and with the policy of the act; 
but that until a determination by the Commission of its “grand- 
father” applications, an applicant having “grandfather” rights 
is not violating the law in conducting both common carrier and 
contract carrier operations thereunder. 

Under Ruling 32 such a carrier must comply with all pro- 
visions of the act and the orders, rules, and regulations of the 
Commission thereunder relating both to tariffs and schedules 
or contracts. 


Routing and Misrouting—Billing Shipment in Connection with 
Carrier Not Subject to Interstate Commerce Commission 


Utah.—Question: Please advise if there is any decision by 
the Commission that would require a railroad to give a ship- 
ment to a carloading company when so routed, and failing to 
do so make the railroad responsible for protection of the for- 
warder’s charges. 

For example, a shipper at a point in North Carolina con- 
signed a shipment of cotton yarn to a Utah common point with 
routing specified in space provided in the bill of lading “via 
Universal Carloading or Atlas Freight Co.” and delivered the 
shipment to railroad serving point of origin. Railroads handled 
shipment through to destination and being confronted with 
question as to why forwarder’s routing was not respected re- 
plied that origin agent could not be expected to know at what 
point the forwarder was supposed to receive the shipment and 
could naturally assume that it was to be delivered to said for- 
warder at destination. 

We believe the principle that routing instruction that are 
not clear or are impossible of execution requiring carrier to 
take up with shipper for more definite instructions should be 
here invoked. Furthermore, it is generally known that such 
shipments are forwarded to consolidation points such as St. 
Louis or Chicago for delivery to forwarding companies. We 
are not sure, however, that this principle could be applied to 
forwarding companies as well as railroad companies. If it could 
be, we believe that Alabama Lumber & Export Co. vs. Louis- 
ville & N. R. Co., 23 I. C. C. 84, is a case in point, wherein the 
Commission held that where the term “care of” is used in con- 
nection with a specified carrier, that carrier is entitled to a 
line haul as distinguished from a terminal service. To the same 
effect is the decision in United Paperboard Co. vs. Morristown 
& E. R. R. Co., 61 I. C. C. 483. 

Answer: In our opinion the carriers merely performed 
their duty in transporting shipment to billed destination and 
delivering it to consignee shown in the bill of lading. Under 
Section 15, paragraph 8, of the Interstate Commerce Commis- 
sion Act the shipper may designate the routing of his shipments 
and the carriers are bound to comply therewith, but only where 
there are two or more through routes between origin and desti- 
nation to which the originating carrier is a party. Routing this 
shipment in care of a forwarding company, therefore, imposed 
no duty on the originating carriers, in our opinion, because the 
originating carrier is not party to any through rate in connec- 
tion with the fowarding company. 

Under the Interstate Commerce Act carriers subject thereto 
cannot establish through routes or through rates in connection 
with carrier companies not subject to the act. See Motor Truck 
& Motor Bus Operation, 140 I. C. C. 728; Tariffs Embracing 
Motor Truck or Wagon Service, 91 I. C. C. 539; A. Jaloff vs. 
Ss. P.458., 2c. C. Te. 

Even though it be conceded that the initial carrier mis- 
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routed the shipment in that it undertook to perform a trans- 
portation service which it could not perform, there is no basis 
fo an award of damages, as the Commission has held that there 
is no measure of damage for an award of reparation for mis- 
routing where a carrier specified in the routing instructions 
shown on the bill of lading does not file tariffs with the Com- 
mission. See American Cement Plaster Co. vs. Ft. Worth & 
D. C. Ry. Co., 58 I. C. C. 435. The charges of forwarding com- 
panies are not filed with the Interstate Commerce Commission. 


Delay—Liability of Carrier 


Illinois.—Question: Last January we had a car of fruit held 
up near Evansville account flood conditions prevailing at that 
time, the car being held at a certain point over thirty hours, 
making no attempt to make the crossing during that time, but 
later the attempt was made to do so, only to meet with failure. 

This shipment was bought on a delivered basis, and finally 
after being held a few days, it was sold by the shippers of the 
car and proceeds remitted to them. Account of failure to de- 
liver this car to us, we not only lost our regular margin of 
profit, but due to the California situation about this time, there 
was an advance of one dollar per box on this class of fruit 
which we also lost. 


We filed claim for this loss and advance in market for 
failure to deliver, but have been advised by the carriers that 
owing to being bought delivered basis, the ownership of this 
car during transit was vested in the shippers, and their exer- 
cised their rights by selling same at the hold point. 


We can show negligence in the handling, as there were two 
other routes open that carriers could have used, and moved 
this car through to us with very little delay, and under such 
conditions as existed at this time, were they not permitted to 
divert via other routes, and move to destination where possible ? 

Kindly give us your opinion, together with some court deci- 
sions covering such a case as this. 


Answer: Extraordinary weather conditions such as floods, 
snow storms, and the like, will ordinarily constitute a sufficient 
excuse for delay in transportation, and the carrier is not bound 
to use extraordinary efforts and incur great expense in order to 
avoid delay, or to divert the goods from its own to another 
route over which it has no control, unless, in the exercise of a 
sound discretion, it appears that the change in route would 
probably have prevented a loss from delay without incurring 
other dangers. American Express Co. vs. Smith, 33 Oh. St. 511, 
31 Am. R. 561; St. Louis, etc., R. Co. vs. Jones (Tex. Civ. A.), 
29 S. W. 695. 


Whether your company can, in any event, recover, depends 
upon the terms of the contract of sale. 


Since a delivery to a carrier is under proper conditions a 
delivery to the buyer, a delivery to the carrier designated by 
the purchaser or to one usually employed in the transportation 
of goods from the place of the seller to that of the purchaser 
is sufficient to transfer the property in the goods, subject, how- 
ever, to the seller’s lien, or right of stoppage in transitu; and 
the rule applies, although the goods are not specific, the deliv- 
ery in such case being equivalent to an appropriation by the 
seller. The rule presupposes, however, that the delivery is com- 
plete, that the goods are of the kind and quality ordered, that 
they are shipped according to the directions given by the buyer, 
and that the goods are consigned in the name of the buyer or 
the bill of lading is endorsed or delivered so as to confer on 
him the right to receive the goods from the carrier without 
reservation. The property will not pass if the seller retains the 
right of disposal of the goods, or the passing of the property 
is made conditional on the payment of the price. 


Where an agreement to sell and ship property to a distant 
point does not expressly provide for delivery, the fact that the 
seller is to pay the freight and furnish the property at the 
destination for a specified price, without cost to the buyer, is 
some evidence that the title was not to pass until delivery was 
made. Hunter Bros. Milling Co. vs. Kramer, 71 Kan. 468, 80 
Pac. 963. But the mere fact that the seller contracts to see 
the goods “f. o. b.” at the buyer’s place of business does not, 
in the absence of an agreement to the contrary, cause the title 
in the goods to remain in the seller after delivery to the 
carrier and until they arrive at the buyer’s place of business, 
but merely means that the seller will pay the freight to that 
place. Neimeyer Lumber Co. vs. Burlington, etc., R. Co., 54 
Neb. 321, 74 N. W. 670, 40 L. R. A. 534. 


Reparation—Different Rates Over Different Routes 


New York.—Question: Several months ago carrier A re- 
duced its rate, to meet motor competition, from station X to 
station Y. Station Y is served by five carriers and carrier A 
published the reduced rate in connection with all carriers 
serving Y, with the exception of carrier B. Two months later, 
however, the same rate was made effective in connection with 
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carrier B. In the meantime fifteen cars moved from station 
X to Y via carriers A and B. 

In view of the fact carrier A reduced its rate to station Y 
for all deliveries except B’s, the question arises as to whether 
or not we would be justified in filing claim for reparation 
against carrier A on the grounds of undue preference and un- 
reasonableness. 

We shall be pleased to have your advice of any Interstate 
Commerce Commission cases or decisions regarding the above 
situation. 

Answer: While the Commission has held that the existence 
of a lower rate over a route other than the particular route of 
movement and the subsequent reduction of the rate over the 
particular route is not sufficient to establish the unreasonable- 
ness of the previous rate, it has been held that if the rate 
assessed was unreasonable the carrier should make reparation 
irrespective of the fact that the shipper would have enjoyed 
a lower rate if his shipments had moved through a different 
gateway or over a different route. Continental Paper Bag 
Co. vs. Louisville & N. Ry. Co., 42 I. C. C. 489; Helena Traffic 
Bureau vs. Director-General, 55 I. C. C. 708; Shoute & Co. vs. 
Tex. & B. V. Ry. Co., 26 I. C. C 570; Mississippi River & Bonne 
Terre Ry. Co. vs. Director General, 55 I. C. C. 674; Canton 
Bridge Co. vs. Baltimore & Ohio R. R. Co., 107 I. C. C. 141. 


Limitation of Actions—Overcharges—Motor Carriers 


Michigan.—Question: Is there any authority for the con- 
tention that overcharge claims against motor carriers under 
the Federal Act must be filed within three years? 

Your advice on this matter would be appreciated. 

Answer: There is no provision in the Motor Carrier Act 
fixing the time for the bringing of an action against a motor 
carrier for the recovery of an overcharge, therefore the statu- 
tory provisions of the several states govern such an action. 

Liability of Carrier for Concealed Loss or Damage 

Alabama.—Question: Sometime ago we purchased the 
stock of a small men’s wear store and same was invoiced to 
us as one lot of merchandise for a stated amount. The ship- 
ment originated in New York and was shipped to Birmingham. 
There was considerable damage in this shipment and exception 
was noted on the freight bill. A claim was filed for same 
and was paid by the carrier. 

Upon receipt of the shipment, I made a complete inventory 
by individual items and attached to the above noted invoice, 
not knowing that there was a shortage. Seven mon.hs later, 
the purchaser of this merchandise checked the inventory and 
found that we had not received all of the items purchased. I 
then secured the checking or packing slips from the shipper, 
as well as other necessary documents, to be used in filing 
shortage claim, including a shippers and consignees’ affidavit. 
The carrier has flaty declined this claim. 

If possible, please advise me of any previous rulings in 
cases of this kind. . 

Answer: A shipper showing a delivery of goods to a car- 
rier and that they were not redelivered makes out a prima 
facie case against the carrier entitling him to damages for loss, 
and to avoid such damages the burden is upon such carrier to 
prove its freedom from liability. C. R. I. & P. Ry. Co. vs. 
Stouffer, 111 N. E. 809; Nustrot-Calahan Co. vs. M. K. & T. 
of Tex., 209 S. W. 775. 

It is a question of fact as to whether the amount stated 
in the bill of lading was delivered to the carrier at point of 
origin, which fact must be established by the shipper. Like- 
wise, it is a question of fact as to whether a lesser amount was 
delivered by a carrier at destination, which fact must be 
established by the shipper. 

Since the facts of how a loss or injury occurred are 
generally within the exclusive knowledge of the carrier, the 
courts are liberal in permitting a claimant, by showing certain 
essential facts within his knowledge, to raise presumptions 
which complete his case. 

In establishing these facts the shipper must necessarily 
overcome by a preponderance of evidence that which the car- 
rier may introduce to show that either the amount stated in 
the bill of lading was not in fact received by it for transpor- 
tation or that the full amount received by it for transportation 
was delivered at destination. That is, the shipper’s evidence 
must outweigh that of the carrier. 

If the shipper sustains the burden of proof resting upon 
him of showing delivery to the carrier in good condition and 
of proof that the damage did not occur while the shipment 
was in the hands of the drayman or in the consignee’s ware- 
house, recovery may be had, unless the carrier can show that 
the damage resulted from a cause for the consequences of 
which it is not liable. See the following cases relating to con- 
cealed loss or damage which indicate what evidence is essential 
to a recovery in such cases: Shore vs. N. Y. N. H. & H. R. R. 
Co., 121 Atl. 345; John Dere Plow Co. vs. American Express 
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Co. 223 S. W. 488; Canfied vs. B. & O., 75 N. Y. 144; Hirsch 
vs. Hudson River Line, 57 N. Y. S. 272; Baer vs. N. Y. C. & 
m. & BR. 144° N.Y. S; 682: Silverman vs: C: C..C..& St. 1L., 
157 N. Y. S. 876; Wallers vs. N. Y. C. & H. R. R. Co., 166 N. Y.S. 
1083; Openhym vs. Maine S. S. Co. 127 N. Y. S. 463; Miller 
vs. R. R. Co., 90 N. Y. 420; Thyll vs. R. R. Co., 84 N. Y. S. 
175; Jean Garrison & Co. vs. Flagg, 90 N. Y. S. 289; Regan 
vs. N. Y. R. Co., 98 S. E. 860 (S. C. 1917); Edwin B. Simp- 
son Co. vs. C. B. & Q., 164 N. Y. S. 68. 


N. R. D. G. A. TRAFFIC GROUP 


In connection with the annual convention of the National 
Retail Dry Goods Association, at the Hotel Pennsylvania, New 
York, the traffic group of that association will hold two group 
meetings February 2. At the morning meeting R. G. Brown, 
receiving manager, The J. L. Hudson Company, Detroit, Mich., 
chairman of the group, will preside. There will be a discussion 
of identification rules for rayon and other fibres as they affect 
receiving, in which I. Zbar, receiving manager, Bloomingdale’s, 
New York City, will be the leader, with Irving C. Fox, N. R. D. 
G. A. counsel, and W. J. Roddy, receiving manager, Abraham 
and Straus, Brooklyn, N. Y., participating. L. F. Mongeon, 
manager of the group, will present the results of a study on 
transit insurance versus self-insurance and E. D. Hussey, traf- 
fic manager, Jordan Marsh Company, Boston, Mass., will report 
as chairman of the association’s transportation committee. 

At the afternoon meeting J. M. McCormick, receiving 
manager, Stewart and Company, Baltimore, Md., will speak 
on “Time Controls in the Handling of Merchandise and In- 
voices,” and Bess Bloodsworth, vice-president in charge of per- 
sonnel, The Namm Store, Brooklyn, on “Modern Methods.” 
Mr. Brown will discuss the matter of damage to merchandise 
from the viewpoint of the retail store, and C. L. Dietrich, 
executive vice-chairman, freight claim division, Association of 
American Railroads, from the railroad viewpoint. There will 
be an open forum discussion on the subject of “New Economies 
to Offset Rising Expense.” 

The group will join with the personnel group, the store 
management group and the delivery group in a session the 
morning of February 3, at which Arthur D. Bibbs, traffic man- 
ager, Halle Brothers, Cleveland, will take part in a discussion 
of “Employe Relations in Non-Selling Divisions.” General 
Hugh S. Johnson will be the speaker at the annual banquet 
of the association, to be held at the Hotel Pennsylvania the 
evening of February 3. 

The board of directors of the association has adopted a 
resolution stating that it does not oppose an increase in rail- 
road freight rates, “providing the railroads prove to the Com- 
mission their need for’ immediate additional revenue,” and 
provided “any increase be in the form of emergency charges 
carrying an expiration date.” 





Digest of New Complaints 


No. 27796, Sub. No. 1, Omaha Grain Exchange, Omaha, Neb., vs. C. 
B. & Q. et al. 

Alleges assessing of a greater charge for coopering or installing 
grain doors for bulk grain loading for cross town or cut-back 
service, than for a car moving on a road haul is unjust and un- 
reasonable in violation of section 1. Asks a cease and desist order 
and establishment of new rules and regulations governing the fur- 
nishing and installing of grain doors, or lumber for side and end 
door barricades, for carload shipments in bulk, of grain, grain prod- 
ucts and seeds. (John A. Kuhn, Omaha, Neb.) 

No. 27938, Minneapolis Traffic Association, Minneapolis, Minn., vs. C. 
& N. W. et al. 
Rates, grain and grain products, to Minneapolis and Duluth, Minn., 
and points taking the same rates in violation of sections 1, 2 and 
3, the undue preference alleged being for shippers and receivers 
of grain and products at ‘‘interior points,’’ and unduly prejudicial 
to complainant’s constituent members at Minneapolis and Duluth. 
“ama B. Townsend, 164 New Chamber of Commerce, Minneapolis, 

inn.) 

No. 27939, Globe Grain and Milling Co., Los Angeles, Calif., vs. A. T. 
& S. F. et al. 

Alleges that an additional rate of 15 cents a 100 pounds assessed 
and demanded on carload of wheat bran, San Diego, to Paso 
Robles, Calif., on billing of inbound wheat originating at Good- 
land and Levant, Kan., in violation of sections 1 and 6. Asks an 
order requiring the waiving of a balance due charge of $90.96, 
and an order to cease and desist from assessing and demanding 
named rates and charges. (Emuel J. Forman, 907 East 3rd St., Los 
Angeles, Calif.) 

No. 27941, Brown Paper Mill Co., Inc., Monroe, La., vs. A. G. S. et al. 

Rates and charges, furnace lining, Lynchburg, Schuyler, and 
Esmont, Va., to West Monroe, La., in violation of section 6. Asks 
reparation. (L. S. Daspit, New Orleans, La.) 

No. } venir ga Louis Basket and Box Co., St. Louis, Mo., vs. Illinois 
entral. 
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Rates, logs, moved under fabrication-in-transit regulations and 
rates, points in Miss., Tenn. and Ala., to St. Louis, on shipments 
between December 22, 1934, and September 28, 1937, in violation 
of sections 1, 2 and 3, the undue preference alleged being for 
competitors at Evansville, Ind., Louisville, Ky., and Memphis, 
Tenn. Asks new rates and reparation. (A. F. Versen, 4503 S. 
Kingshighway, St. Louis, Mo.) 

MC-C 67, Sub. 1, Central States Motor Freight Bureau, Inc., Chicago, 
Ill., vs. Anna Doremus, administratrix, estate of J. J. Doremus 
et al. 

Rates, rules, regulations and practices for transportation of 
paper and paper articles, points in Mich. to destinations in Ill. 
and Ind., unjust, unreasonable and unremunerative in violation 
of sections 202(a), 216(b) and/or 218(b) of the motor carrier act, 
and opposed to the policy of Congress stated in section 202(a) in 
that they constitute unfair and competitive practices, fail to im- 
prove the relations between, and coordinate transportation by and 
regulation of, motor carriers and other carriers; develop and pre- 
serve a highway transportation system properly adapted to the 
needs of the commerce of the United States, and fail to preserve 
the inherent advantages of, and fail to foster sound economic 
conditions in, such transportation among such carriers in the 
public interest. Asks new rates and minimum weights, rules, 
regulations and practices. (Harry M. Slater, 616 South Michigan 
Ave., Chicago, Ill.) 

No. 27940, Mississippi sand and gravel rates. 

Proceeding instituted by the Commission on its own motion 
as to lower rates on sand and gravel within Mississippi ordered 
by the Mississippi commission alleged to be in violation of the 
interstate commerce act as an unjust discrimination against inter- 
state commerce and a preference for state commerce. 

No. 27943, Harry E. Petersen, dba Brooklyn Foundry Co., successor 
to Brooklyn Foundry Co., Inc., vs. D. & H. et al. 

Rate, sand, Ushers, N. Y., to Long Island City, N. Y., over an 
interstate route in violation of section 1. Asks a cease and desist 
order and reparation. (Abner Pollack, 1148 Manor Ave., New 
York, N. Y.) 

No. 27944, Rexford Paper Co., Milwaukee, Wis., vs. D. W. & P. et al. 

Rates, paper, Milwaukee, Wis., to International Falls, Minn., in 
violation of section 1. Asks new rate and reparation including 
waiving of collection of outstanding undercharges. (J. W. Good- 
man, 5038 Plankinton Bldg., Milwaukee, Wis.) 

No. 27945, United Carbon Co., Charleston, W. Va., vs. C. R. I. & G. 
et al. 

Rates, second hand wrought iron pipe and fittings, Swartz and 
Archibald, La., to Sayre, Okla., in violation of sections 1 and 4. 
Asks new rates and reparation. (H. J. Fernandez, Monroe, La.) 

No. 27946, Pinnacle Packing Co., Inc., Medford, Ore., et al. vs. South- 
ern Pacific et al. 

Rate, Bartlett pears, Medford, Ore., to Nashville, Tenn., in vio- 
lation of section 6. Ask reparation. (A. M. Groseclose, P. O. Box 
1835, Seattle, Wash.) 

No. 27947, Traffic Bureau-Lynchburg, Va., Chamber of Commerce for 
Lynchburg Iron and Metal Co. vs. B. & O. et al. 

Rates, scrap iron, points in Va. to Warren and Youngstown, O., 
Johnstown, Pa., and other points in Va., W. Va., Pa. and O., in 
violation of section 1. Asks new rates and reparation. (W. G. 
Burnette, 209 Lynch Bldg., Lynchburg, Va.) 

No. 27948, United Carbon Co., Charleston, W. Va., vs. D .T. & I. et al. 

Rates, carbon black, Carbonvale and Swartz, La., to Detroit, 
Mich., in violation of section 1. Asks application of reasonable 
rate and reparation. (H. J. Fernandez, Monroe, La.) 

No. 27949, Pinnacle Packing Co., Inc., Medford, Ore., et al. vs. Penn- 
sylvania. 

Storage charges, Bosc pears, Portland, Ore., to New York, N. Y., 
in violation of section 6. Asks reparation. (A. M. Groseclose, P. 
O. Box 1835, Seattle, Wash.) 

No. 27950, Chrysler Corporation, Detroit, Mich., vs. N. Y. C. as lessee 
of Mich. Cent. 

Demurrage charges on cars held at its plant in Detroit in the 
strike period, March 8 to April 7, 1937, in violation of section 6. 
Complaint alleges that its plant and offices were seized at the 
time of the strike by one-time employes who were not acting as 
complainant’s agents in this car detention but on the contrary 
were acting in defiance of the law, the courts and constituted 
authority, particularly in defiance of an injunction. Asks repara- 
tion of $9,976. (W. J. Brennan, traffic manager, Detroit, Mich.) 

No. 27951, Chrysler Corporation, Detroit, Mich., vs. Detroit Terminal. 

Similar to the foregoing as to cars held in the strike period in 
violation of section 6. Asks reparation of $12,250. (W. J. Brenan, 
traffic manager, Detroit, Mich.) 

No. 27952, Missouri Gravel Co., La Grange, Mo., et al. vs. C. B. & Q. 

Rates, sand and gravel, La Grange to Gladstone, and Colmar, 
Ill., in violation of section 1. Asks reparation. (Lawrence W. Moore, 
City National Bank Bldg., Omaha, Neb.) 

No. 27921, Sub. No. 2, American Crayon Co., Sandusky, O., vs. Pennsyl- 
vania-Reading Seashore Lines et al. 

Rates and charges, whiting, Camden, N. J., to Sandusky, O., in 
violation of section 1. Asks new rates and reparation. (George A. 
Duffy, 491 Bourse Bldg., Philadelphia, Pa.) 


SALT MAN’S POSITION 


V. Schaffenburg, traffic manager, Myles Salt Company, 
New Orleans, La., says his position with reference to the pro- 
posed freight rate increase is that salt is bearing its proportion 
of the burden of the railroads but that, if an increase is 
granted, it should be a flat and not a percentage increase. In 
the report of the Chicago hearing (see Traffic World, Jan- 
uary 15, p. 122), he was represented as expressing “no opinion 
for or against an increase.” 


ee en ee 


wr Fa we ow tlUw® 








January 22, 1938 





oOo Oo @: 


Doings of the Traffic Clubs 





_ Stanley Winborne, chairman of the North Carolina com- 
mission, will be the speaker at a dinner meeting of the Char- 
lotte Traffic and Transportation Club at the Chamber of 
Commerce January 24. 





The speaker at the annual dinner of the Miami Valley 
Traffic Club which will be held at the Hotel Biltmore, Dayton, 
O., February 3, will be Dr. W. R. McConnell of Miami Uni- 
versity. Nicholas F. Nolan, Montgomery County prosecuting 
attorney, will be the toastmaster. 





Senator Burton K. Wheeler has been invited to make the 
address at the annual dinner of the Washington, D. C., Trans- 
portation Club, which will be held at the Mayflower Hotel 
February 8. 





J. Frank Doolan, newly elected president of the Traffic 
Club of the New Haven, Conn., Chamber of Commerce, is 
operating assistant to the president of 
the New York, New Haven and Hart- 
ford. He has been with that railroad 
33 years and has served successively 
as crew dispatcher, yard master, train 
rolls examiner, chief clerk, train mas- 
ter, terminal train master and super- 
intendent. Others elected to serve 
with him are: Vice-presidents, Al- 
phonse D. Spang, traffic manager, 
Winchester Repeating Arms Company, 
and Louis A. Johns, treasurer, Adley 
Express Company; secretary and 
treasurer, Oscar Monrad, executive 
secretary, New Haven Chamber of 
Commerce; members of the board of 
directors, Emil Marshall, Rene A. 
Benoit, Thomas C. Brinley, James F. 
Flynn, J. T. Walsh, Joseph Criscuolo, 
Robert East, Frank Fountain, George Madsen and J. R. Miller. 
The club’s legislative committee, consisting of Mr. Doolan, 
Emil Marshall, retiring president, and Charles G. Phillips, 
recently represented the traffic club at meetings of the legis- 
lation committee of the Chamber of Commerce. W. J. Foran, 
another member of the club, represented the railroads at those 
meetings. As a result of them, the chamber’s committee went 
on record as opposed to train length limitation legislation. 





The Traffic Club of Wilmington, Del., held a dinner meet- 
ing at the Hotel DuPont January 20. C. G. Willcox, road 
foreman of, engines, southern grand division, Pennsylvania 
Railroad, spoke on “Economic Operation and the Results of 
the Use of Electric Motive Power.” President Large has 
appointed the following chairmen of standing committees: Pro- 
gram, H. M. Fisher; publicity, J. F. Curren; membership, 
F. R. Webb; auditing, M. O. Bader; education, P. F. Guerke; 
sea scout, C. S. Simpson; sports, E. W. Richardson. 





R. W. Baldwin, director of business administration, Uni- 
versity of Houston, spoke on “A Comparison of the Transpor- 
tation Systems of the United States and Europe,” at a luncheon 
meeting of the Traffic Club of Houston at the Rice Hotel Jan- 
uary 18. Walter Woodul, lieutenant governor of Texas, will 
speak on “Transportation in the Scheme of Business” at the 
annual dinner of the club, to be held January 29 at the Hous- 
ton Club. Herman Engle will be toastmaster. Lonnie N. 
Lyon is chairman of the arrangements committee. 





Donald Gleason, local attorney, formerly connected with 
the Federal Bureau of Investigation, was the speaker at a 
meeting of the Green Bay Traffic Club at the Beaumont Hotel 
January 13. 





At the annual meeting of the Transportation Club of St. 
Paul, at the Hotel Lowry January 18, the following officers 
were elected: President, L. C. Westbrook, traffic manager, 
Griggs, Cooper and Company; first vice-president, J. A. Leary, 
assistant general freight agent, Chicago, Burlington and 
Quincy; second vice-president, George W. Hamilton, traffic 
manager, Seeger Refrigerator Company; treasurer, Guy E. 
Dailey, assistant vice-president, American National Bank; 
secretary, Charles A. Liggett, assistant traffic director, St. Paul 


ee 


Association of Commerce; members of the board of directors, 
H. E. Bostrom, traffic manager, St. Paul Terminal Warehouse 
Company; E. R. Cunningham, general traffic manager, Minne- 
sota Mining and Manufacturing Company; John O. Lofgren, 
manager, National Carloading Corporation. 





The annual dinner of the Transportation Club of Terre 
Haute, Ind., will be held at the Terre Haute House March 8. 





Edward C. Carter, secretary-general, Institute of Pacific 
Relations, spoke on conditions in the Orient at a dinner meet- 
ing of the Pacific Traffic Association of San Francisco at the 
Engineers’ Club January 13. 





The Women’s Traffic and Transportation Club of New 
Orleans will hold a luncheon meeting at the St. Charles Hotel 
January 26. I. B. Tigrett, president, Gulf, Mobile and North- 
ern, will be the speaker. Members of the Traffic Club of New 
Orleans have been invited to attend. 





The Transportation Club of Des Moines observed Pitts- 
burgh-Des Moines Steel Company night at a dinner meeting 
at the Hotel Savery January 17. The meeting was held jointly 
with the Canopus-Exchange Club. Motion pictures of the 
building of the San Francisco-Oakland bridge were shown. 
Ray Brown has been placed in charge of the work of organiz- 
ing a glee club among members of the club. C. C. Crouse, 
manager of the traffic bureau, Des Moines Chamber of Com- 
merce, will speak on “The Western Trunk Line Freight Rate 
Structure” at a meeting of the club’s advanced transportation 
class at the Hotel Savery January 24. 





The annual meeting and election of officers of the Tri-City 
Traffic Club will be held at the Fort Armstrong Hotel, Rock 
Island, Ill., January 27. There will be a program of entertain- 
ment under the direction of George Nielsen, chairman of the 
club’s entertainment committee. 





The following have been appointed chairmen of standing 
committees of the Traffic Club of Fort Worth: Membership, 
Y. E. Juge; attendance, J. B. Harris; entertainment, N. W. 
Petersen; educational, L. D. Hill; auditing, A. B. Culver; sick- 
ness, F. A. Harkrider; house, A. B. Waldron; editor of the 
Transporter, club publication, T. K. Hale. 





Artists and writers on the staff of the Minneapolis Tribune 
were guests at a luncheon meeting of the Traffic Club of Min- 
neapolis at the Hotel Nicollet January 20. Ladies were invited. 





The annual dinner of the Kansas City Traffic Club was 
held at the Hotel Kansas Citian January 12. F. E. Wall, as- 
sistant general freight agent, Ft. Smith and Western, new 
president of the club, was inducted into office, succeeding R. 
Dean Smith, traffic manager, Ford Motor Company. 





The Oakland, Cal., Traffic Club has elected the following 
new officers: President, John P. Ventre, traffic manager, How- 
ard Terminal; vice-president, Bob Differding, manager, traffic 
department, Oakland Chamber of Commerce; treasurer, John 
Winstead; secretary, Horace Cox; members of the board of 
directors, F. M. Chandler, P. P. Dougherty, F. W. Elliott, T. J. 
Halcrow, Jr., C. C. Miller, H. R. Sims and A. C. Street. The 
following have been appointed chairmen of standing commit- 
tees: Athletic, A. C. Sheehan; auditing and finance, P. J. 
Kramer; constitution and by-laws, D. L. Dullum; discussion 
groups, H. A. Mulder; educational, J. R. Coupin; employment, 
C. J. Higerle; entertainment and speakers, T. G. Differding; 
house, T. S. Ward; membership, R. A. Werner; picnic, I. R. 
Blackwelder; public relations, R. E. Lyman; publicity, F. J. 
Salaba; reception, H. P. Moore; sergeant at arms, W. J. Fer- 
rari; chief of staff of Traffic Tidings, club publication, A. C. 
Meadows; welfare, Howard Elms. 





The Women’s Traffic Club of Philadelphia will hold an 
informal luncheon for its members at Whitman’s Restaurant 
January 22. J. M. Cherpak, Bell Telephone Company, was the 
speaker at the January 11 meeting of the club. 

The era of the exploitation of labor by capital has been 
succeeded by an era of the exploitation of capital by labor, 
according to Harry S. McDevitt, presiding judge of the court 
of common pleas, Philadelphia, who spoke on “What of To- 
morrow?” at the annual dinner of the Traffic Club of Phila- 
delphia at Bellevue-Stratford Hotel January 18. He said that 
Communism was stealing up on the country in the disguise of 
labor organizations and said that the only remedy for the 
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world’s ills was a return to religion. All men, whether they 
belonged to the class of “economic royalists” or to the work- 
ing classes ought to turn to God, he said. Felix L. McManus, 
president of the club, presided, and George W. Elliott, general 
secretary, Philadelphia Chamber of Commerce, was toastmas- 
ter. Almost 1,000 were present. 





A motion picture, “Conquest,” furnished through the cour- 
tesy of the Atchison, Topeka and Santa Fe, was shown at a 
meeting of the South Bend Transportation Club at the Oliver 
Hotel January 17. Officers were installed as follows: Presi- 
dent, George Hultrgen first vice-president, A. R. Corson; sec- 
ond vice-president, L. R. Hoerstman; secretary-treasurer, F. 
Ingersoll. 





Miss Grace S. Stoermer, assistant vice-president, Bank of 
America National Trust and Savings Association, spoke on 
“Stepping Stones” at a meeting of the Women’s Club of Los 
Angeles January 19. Louis Van Orman, Citizens’ Civic Safety 
League, spoke on safety. 





John W. Bricker, former Ohio state attorney general, will 
be the speaker at the annual dinner of the Cincinnati Traffic 
Club at the Netherland Plaza Hotel February 8. Russell Wilson 
will be toastmaster. More than 600 are expected to attend. 





At the invitation of business men of Texas City, Tex., the 
Traffic and Foreign Trade Club of Galveston held its meeting 
at the Avalon Cafe in Texas City January 18. E. V. Rhodes, 
chairman, transportation committee, Texas City Board of 
Trade, was in charge of arrangements. Carl Nessler, mayor 
of Texas City; H. B. Moore, Texas City Terminal Railway; 
E. L. Noble, county commissioner, and E. P. Cole, made brief 
addresses. 





Dr. Alex Guerry, president, University of Chattanooga, 
will be the speaker at a luncheon meeting of the Chattanooga 
Traffic and Transportation Club at the Hotel Patten, January 26. 





“Canadian Rockies Holiday,” an amateur motion picture 
made by Hamilton H. Jones, Buffalo, N. Y., rated the best 
amateur work of its kind in 1937, will be shown by C. E. Jenny, 
general agent, passenger department, Canadian National Rail- 
ways, at a meeting of the Traffic Club of New York at the 
Hotel Biltmore January 25. At a forum luncheon meeting 
at the Hotel Biltmore, January 20, F. J. Lisman, chairman, 
Lisman Corporation, spoke on “Whither Our Transportation 
System?” Mr. Lisman said that the consolidation of some 
railroad lines and the elimination of others, reductions of costs 
of operations, and increases in freight rates were among the 
factors that would restore the railroads to prosperity. He 
said the railroads ought to adopt modern methods of mas pro- 
duction in transportation by operating longer and faster trains 
with larger carrying capacities. Abandonment of short-haul 
business by the railroads, he said, would probably be an 
economy measure. He said he did not agree with Senator 
Wheeler that there was generally overcapitalization in railroads. 
The fact that railroad bonds were not earning interest was due 
simply to a lack of earning power on the part of the rail- 
roads, he said. He said there was too much “mass pressure” 
against the railroads, referring incidentally to the continued 
attacks on them by the coal industry. There must also be an 
end to what he called “labor extortion’ if the railroads are to 
survive, he said. H.R. McLean, president of the club, presided 
at the luncheon and introduced the speaker. 





The annual meeting and election of officers of the Milwau- 
kee Traffic Club will be held at the Elks Club February 1. 
There will be refreshments and a program of entertainment. 





Wilbur L. Cross, governor of Massachusetts, will be the 
speaker at the annual dinner of the Transportation Division of 
the Hartford, Conn., Chamber of Commerce at the Hotel 
Bond February 24. 





The Los Angeles Transportation Club held a golf tourna- 
ment at the Potrero Country Club January 21. Bill Plotner was 
chairman of the committee in charge. 





C. B. Huntress, manager, Republic Coal and Coke Com- 
pany, St. Louis, Mo., spoke on government regulation of the 
coal industry at the annual dinner of the Tri-State Traffic 
Club at Pittsburg, Kan., January 18. 





Dr. Allen Stockdale, director of the speakers’ bureau, 
National Association of Manufacturers, will speak on “Mutual 
Interest,” at a meeting of the Metropolitan Traffic Association 
of New York at the Hotel Imperial January 27. At a traffic 
forum, to be held immediately preceding the club meeting, 
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J. E. Sweeney, Jr., Union Carbide Company, will lead a dis- 
cussion on “Rates in Official Territory.” The annual dinner 
dance of the association will be held at the Hotel Roosevelt 
February 12. 





W. P. Huntley, general foreman, Chesapeake and Ohio 
shops at Ashland, Ky., will speak on “The Physical Equip- 
ment of the Railroads” at a meeting of the study class of the 
Ky-O-Va Traffic Club at the Henry Clay Hotel, Ashland, 
January 26. 


ILLINOIS DISTRICT TRAFFIC LEAGUE 

T. C. Burwell, vice-president and traffic manager, A. E. 
Staley Manufacturing Company, Decatur, Ill., was re-elected 
president of the Illinois District Industrial Traffic League at a 
meeting at the Palmer House, Chicago, January 19. Other 
officers were also re-elected as follows: First vice-president, 
C. E. Hochstedler, traffic director, Chicago Association of Com- 
merce; second vice-president, P. J. Naughton, manager, traffic 
department, Peoria Association of Commerce; secretary-treas- 
urer, M. L. Pieper, traffic commissioner, Springfield Chamber 
of Commerce. 

The meeting voted to continue the special committee charged 
with presenting to the commission of the Illinois legislature the 
views of the league on state motor vehicle legislation—which 
views had been presented by the committee’s chairman, A. H. 
Schwietert, assistant traffic director, Chicago Association of 
Commerce, on the morning of the same day—and charged that 
committee with the duty of keeping in touch with the commission 
and of appearing before the appropriate committees of the legis- 
lature if and when they hold hearings on such legislation. 

Another special committee was formed, headed by Mr. 
Burwell to consider the matter of appointments to the Interstate 
Commerce Commission. 
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BLY THE FIRST PASSENGER 
TRAIN EVER TO OPERATE |N INDIANA 
WAS A MINIATURE RAILROAD CONSISTING 
OF ATINY LOCOMOTIVE, PASSENGER COACH 
AND A FEW RODS OF TRACK WHICH BRUEN, 
A KENTUCKY SHOWMAN, BROUGHT INTO THE 
STATE BY CONESTOGA WAGON IN 1831, BRUEN 
MADE MONEY BY TAKING HIS DIMINUTIVE 
RAILROAD FROM TOWN TO TOWN, DISPLAY- 
ING (T AND SELLING RIDES TO BYSTANDERS, 
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NOTE—Items in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too late to show the change In 
this docket will be noted elsewhere. 


January 24—Amarillo, Tex.—U. S. Court Room—Joint Board 210: 


MC F-462—Joe W. Bowman, contract to operate, McMakin Motor 
Coaches, Inc. 


January 24—Bakersfield, Calif.—Padre Hotel—Jt. Bds. 166 and 78, and 
Examiner Croft: 
MC 79577—Application of Oilfields Trucking Co., Bakersfield, Calif., 
for certificate or permit. 
MC 79578—Application of Oilfields Trucking Co., Bakersfield, Calif., 
for certificate or permit. 
MC 79577, Sub. 1—Application of Oilfields Trucking Co. for cer- 
tificate to extend operations. 
January 24—Binghamton, N. Y.—U. S. Court Rooms—Examiner Myers: 
MC 17041—Application of Clifford’s Motor Truck Service, Elmira, 
N. Y., for certificate. 
MC 17042—Application of Clifford’s Motor Truck Service, Elmira, 
N. Y., for permit. 
January 24—Buffalo, N. Y.—Hotel Buffalo—Examiner Johnston: 
MC 86505—Application of East Rochester Delivery, East Rochester, 
N. Y., for certificate. 
MC 86544—Application G. R. Phillips, Forestville, N. Y., certificate. 
MC 86749—Application of L. J. O’Laughlin, Salamanca, N. Y., for 
permit. 
January 24—Harrisburg, Pa.—State Com.—Examiner Maidens: 
MC 13005—Application of William J. Sheaffer, Thompsontown, Pa., 
for certificate or permit. 
MC 21050—Application of W. H. Johns, Dauphin, Pa., for certfficate 
or permit. 
MC 37908—Application of Thomas J. Williams, Thompsontown, Pa., 
for certificate or permit. 


January 24—Joplin, Mo.—Federal Bldg.—Examiner Price and Joint 
Board 88: 
MC 58987—Application of Sunflower Lines, Inc., Joplin Mo., for 
certificate, or permit. 
MC 58979 and Sub. 1—Application of Sunflower Lines, Inc., Joplin 
Mo., for certificate or permit, and to extend operations. 


January 24—Kansas City, Mo.—Hotel Baltimore—Examiner Simmons: 
MC 69911, Sub. 1—Application of Gordon Milling Co., Springfield. 
Mo., for permit to extend operations. 
MC 86494—Application of Farmers Store, Browning, Mo., for cer- 
tificate. 
MC 86497—Application of John Elwell, La Tour, Mo., for certificate. 


January 24—New York, N. Y.—Hotel New Yorker—Examiner Naftalin: 


MC 88323—Application of Hub City Convoy, Somerville, N. J., for 
permit. 


January 24—Oklahoma City, Okla.—Skirvin Hotel—Examiner Peyser: 
MC 28200, Sub. 1—Application of M. V. Stilwell, Oklahoma City. 
Okla., for certificate to extend operations. 
MC 62228, Sub. 1—Application of R. J. Vann Motor Freight Line, 
Ft. Smith, Ark., for permit to extend operations. 


January 24—Portland, Ore.—U. S. Court House—Joint Board 45: 

MC 2512, Sub. 1—Application of Maxwell Wade Wilson, Long Beach, 
Wash., for certificate to extend operations. 

MC 11768, Sub. 1—Application of A. L. Campbell Auto Towing Co., 
Portland, Ore., for certificate to extend operations. 

January 24—Salt Lake City, Utah—State Com.—Examiner Olentine: 
MC 86945—Application E. S. Barrett, Bountiful, Utah, for permit. 
MC 88319—Application of Merritt Norton, Provo, Utah, for permit. 

January 24—Shreveport, La.—Chamber of Com.—Examiner Schutrumpf: 
Finance 11790—Application of Texas & Pacific for permission to aban- 

don operation under trackage rights over tracks of Texas & New 
Orleans and Kansas City Southern, 2.20 miles, all in Shreveport, La. 

January 24—St. Louis, Mo.—Coronado Hotel—Examiner Werner: 

MC 79130, Sub. 1—Application of R. & P. Express, Inc., Festus, 
Mo., for certificate to extend operations. 

January 24—Wilkes-Barre, Pa.—Federal Bldg.—Examiner Prichard: 

Finance 11791—Application Wilkes-Barre and Eastern for permission 
to abandon portion of line from Stroudsburg to Suscon, 54.004 
miles in Luzerne, Lackawanna and Monroe counties, Pa. 

January 25—Bakersfield, Calif.—Padre Hotel—Joint Board 75: 

MC 81478 and sub. 1—Application of Mike Grady, Visalia, Calif., for 
certificate or permit. 

January 25—Binghamton, N. Y.—U. S. Court Rooms—Examiner Myers: 
MC 86905—Application C. J. Davis, Woodhull, N. Y., certificate. 
MC 50330—Application M. Masciarelli, Binghamton, N. Y., certificate. 

January 25—Buffalo, N. Y.—Hotel Buffalo—Examiner Johnston and 

at. Ba, VW: 

MC 12024—Application of Western New York Motor Lines, Inc., Ba- 
tavia, N. Y., for license. 

MC 61463—Application of Blue Bus Lines, Batavia, N. Y., for cer- 
tificate. 


January 25—Elmira, N. Y.—United States Court—Examiner Pritchard: 
Finance 11839—Application Lehigh Valley Ry. Co. and Lehigh Valley 
R. R. Co., (1) permitting abandonment by the former and aban- 
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donment of operation by the latter of line from a point near 
Horseheads to a point near Van Etten, approximately 18.997 miles, 
in Chemung and Schuyler counties, N. Y., and (2) requiring opera- 
tion by the Lehigh Valley R. R. Co., under trackage rights, over the 
line of the Erie R. R. Co. between Waverly and Elmira, approxi- 
mately 18.55 miles, in Tioga and Chemung counties, New York. 
January 25—Joplin, Mo.—Federal Bldg.—Joint Board 180: 
MC 29486, Sub. 1—Application of J. C. Teter Transfer Co., Pittsburg, 
Kan., for permit. 
January 25—Oklahoma City, Okla.—Skirvin Hotel—Joint Board 251: 
MC 88380—Application of O. L. Harvey Truck Service, Seminole, 
Okla., for certificate. 
January 25—Oklahoma City—Skirvin Hotel—Examiner Peyser: 
MC 19564, Sub. 1—L. C. Jones, dba Jones Trucking Co. 
MC 43164—Hugh Breeding, dba Hugh Breeding Transport Co. 
January 25—Philadelphia, Pa.—Chamber of Com.—Examiner Sullivan: 
1. & S. M-264—Rates over Engle Oostdyk Motor Transportation Corp 


January 25—Portland, Ore.—U. S. Court House—Joint Board 45: 
MC 59667 and Sub. 1—Application of K. O. Wika, Cathlamet, Wash., 
for certificate or permit and to extend operations. 


MC 60600—Application of Harry Hendrickson, Cathlamet, Wash., for 
certificate or permit. 


January 25—St. Louis, Mo.—Coronado Hotel—Examiner Werner: 
MC 86424—Application of Schaffer Moving & Hauling, St. Louis, Mo., 
for certificate. 


MC 86428—Application W. J. Martin, St. Louis, certificate. 


January 25—Tuscaloosa, Ala.—U. S. Court—Examiner Schutrumpf: 
Finance 11782—Joint application of Warrior Southern to abandon, 
and receivers of Mobile & Ohio to abandon operation of entire 
railroad of former extending from Tidewater to Kellerman, Ala. 


January 25—Washington, D. C., Examiner Olliver: 


MC 86822—Application of Wilson Motor Lines, Baltimore, Md., for 
certificate. 


January 26—Bakersfield, Calif.—Padre Hotel—Joint Board 75: 


MC 88315—Application of E. Gonzales Trucking, Arvin, Calif., for 
certificate. 


January 26—Boston, Mass.—Hotel Manger—Examiner Naefe: 


MC 48022—Application of Boston & Buffalo Express, Inc., for cer- 
tificate or permit. 


1. & S. M-255—Rates of Boston-Buffalo Express, Inc. 


January 26—Buffalo, N. Y.—Hotel Buffalo—Examiner Johnston: 


MC 50571—Application of Roy K. Clark, Lockport, N. Y., for cer- 
tificate. 


MC 86543—Application of Timothy Donahue, Buffalo, N. Y., for cer- 
tificate. 
January 26—Oklahoma City, Okla.—Skirvin Hotel—Examiner Peyser: 
MC 62842—Application of Deward Spalding Trucking Co., Oklahoma 
City, Okla., for certificate or permit. 
MC 75494—Application of Loving and Loving, Oklahoma City, Okla., 
for certificate. 
January 26—Pittsburgh, Pa.—Federal Bldg.—Joint Board 67: 
MC 79447—Application of Anthony J. Bova, Pittsburgh, Pa., for cer- 
tificate or permit. 
MC 87610—Application of Chas. Z. Clements, New Kensington, Pa., 
for certificate or permit. 
January 26—Portland, Ore.—U. S. Court House—Joint Board 45: 
MC 7155, Sub. 1—Application of Roy Williams, Sublimity, Ore., for 
certificate to extend operations. 
MC 59727, Sub. 1—Application of Rudy’s Transfer, Donald, Wash., 
for certificate to extend operations. 
January 26—Salt Lake City, Utah.—State Com.—Joint Board 207: 
MC 21654—Application of Security Storage and Commission Co., Salt 
Lake City, Utah, for license. 
January 26—St. Louis, Mo.—Coronado Hotel—Examiner Werner: 
MC 7707—Application of White Star Caravan Co., St. Louis, Mo., 
for certificate. 


MC 86433—Application of Joseph E. Martin, St. Louis, Mo., for cer- 
tificate. 
January 26—Syracuse, N. Y.—U. S. Court Room—Examiner Myers: 
MC 94352—Application of Warner and Goodfriend, Watertown, N. Y., 
for certificate or permit. 
MC 80647 and Sub. 1—Application of William Golden, Ogdensburg. 
N. Y., for certificate or permit, and to extend operations. 
January 26—Washington, D. C.—Examiner Cheseldine: 


Fourth Section Application 17165—Pig iron, Cleveland, O., to Win- 
chester, Mass. 


January 27—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
1. & S. M-270—Bagging and ties to points in the south. 

January 27—Buffalo, N. Y.—Hotel Buffalo—Examiner Johnston: 
MC 27893—Alice Woods and Russell L. Harnden. 


MC 38902—Clarence A. Carlson, dba Carlson and Patterson Trucking 
Co. 


MC 43894—Walter Plummer. 


January 27—Niagara Falls, N. Y.—City Hall—Examiner Pritchard: 
Finance 11789—Application N. Y. C. R. R. certificate abandonment of 
line from Suspension Bridge to Lewiston, approximately 5.26 miles, 
all in Niagara county, N. Y. 
January 27—Gainesville, Fla.—Federal Bldg.—Examiner Schutrumpf: 
Finance 11725—Application Seaboard Air Line permission to abandon 
portion of Starke-Wannee branch from Alachua to Bell, Fla. 


January 27—Los Angeles, Calif.—State Com.—Examiner Croft: 
MC 13287—Arizona Refrigerator Transportation Co., Inc., Ltd. 
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January 27—Oklahoma City, Okla.—Skirvin Hotel—Examiner Peyser: 
MC 73983—Application of Sunset Trail Express, Inc., Oklahoma City, 
Okla., for certificate or permit. 


January 27—Omaha, Neb.—Hotel Fontenelle—Jt. Bds. 93, 31, 36, & 140: 

MC 68527—Application of Packer Truck Line, Fairbury, Neb., for 
certificate or permit. 

MC 24487—Application of Wolfe Brothers Transfer, Seneca, Kan., 
for certificate or permit. 

MC 680—Application of Lesser Transfer Co., Norfolk, Neb., for certi- 
ficate or permit. 

MC 643—Application of Service Transfer Co., Sabetha, Kan., for 
certificate or permit. 

MC 94127—Application of Cotton Transfer, Omaha, Neb., for certt- 
ficate or permit. 

MC 80668—Application of B. D. Hailey, Norfolk, Neb., for certificate 
or permit. 

MC 783—Application of Manhattan Freight Service, Manhattan, Kan., 
for certificate or permit. 


January 27—Omaha, Neb.—Hotel Fontenelle—Examiner Price: 
MC 70451—Watson Bros. Transportation Co. 


January 27—Pittsburgh, Pa.—Federal Bldg.—Joint Board 74: 
MC 79446, Sub. 1—Application of James Botti, Wilmerding, Pa., for 
certificate to extend operations. 


January 27—Pittsburgh, Pa.—Federal Bldg.—Joint Board 200: 
MC 76551—Application of Blair W. Hilliard, West Decatur, Pa., for 
certificate or permit. 


January 27—Portland, Ore.—U. S. Court House—Joint Board 45: 
MC 23180 and Sub. 1—Application of E. R. Ogg, McMinnville, Ore., 
for certificate or permit and to extend operations. 
MC 70529, Sub. 1—Application of J. Charles Thonney, Dixie, Wash., 
for certificate to extend operations. 


January 27—Salt Lake City, Utah—State Com.—Joint Board 258: 
MC 30123, Sub. 1—Application of The Utah-Idaho Central Railroad 
Co., Ogden, Utah, for certificate to extend operations. 


January 27—Syracuse, N. Y.—U. S. Court Rooms—Joint Board 257: 
MC 87266 and Sub. 1—Application of Bonded Freightways, Inc., Syra- 
cuse, N. Y., for permit to extend operations. 
MC 86420—Application of K. E. Hungerford Farm Supplies and Truck- 
ing, Lafayette, N. Y., for certificate. 


January 28—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
1. & S. M-252—Canned goods in southern territory. 


January 28—Buffalo, N. Y.—Hotel Buffalo—Examiner Johnston: 
MC 25017—Application of Lloyd Shay, Dansville, N. Y., for permit. 
MC 25017, Sub. 1—Application of Lloyd Shay, Ossian, N. Y., for per- 
mit to extend operations. 


MC 25018—Application of Lloyd Shay, Dansville, N. Y., for certif- 
icate. 


January 28—Canandaigua, N. Y.—Federal Bldg.—Examiner Pritchard: 
Finance 11870—Application of N. Y. C. for certificate permitting 
abandonment of line from Canandaigua to Caledonia, approximately 
33.2 miles, all in Ontario, Monroe, and Livingston counties, N. Y. 


January 28—Los Angeles, Calif.—State Com.—Examiner Croft: 
MC 18719—Application of Tri-State Motor Lines, Inc., Los Angeles, 
Calif., for certificate or permit. 
MC 18718—Application of Tri-State Fast Freight, Los Angeles, Calif., 
for license. 


January 28—Oklahoma City, Okla.—Skirvin Hotel—Examiner Peyser: 
MC 68100—D. F. Bonham, dba D. F. Bonham Transfer. 
MC 4884—O. L. Harvey and S. R. Hazelrigg, dba H and H Trucking 
Co. 


January 28—Pittsburgh, Pa.—Federal Bldg.—Joint Boards 256 and 27: 

MC 22210—Application of Henry E. Mentzer, Hollidaysburg, Pa., for 
certificate or permit. 

MC 34677—Application of Edward D. Adams, Pittsburgh, Pa., for 
certificate or permit. 

MC 35512—Application of Ernest W. Shives, Hancock, Md., for cer- 
tificate or permit. 

MC 70410—Application of D. B. Stevick, Wellington, O., for certifi- 
cate or permit. 


January 28—Portland, Ore.—U. S. Court House—Joint Board 45: 
MC 3719, Sub. 1—Application of Hubert Wilkinson Magee, Klickitat, 
Wash., for certificate to extend operations. 
MC 70393, Sub. 2—Application of Smart’s Auto Freight Co., Inc., 
Portland, Ore., for certificate to extend operations. 
MC 88239—Application of Signal Cartage Service, Inc., Portland, 
Ore., for certificate. 


January 28—St. Louis, Mo.—Coronado Hotel—Examiner Werner: 


MC 86430—Application of F-D Truck Line, St. Louis, Mo., for cer- 
tificate. 


January 28—Syracuse, N. Y.—U. S. Court Room—Examiner Myers: 
MC 86600—Application of John J. Morrissey Trucking, Auburn, N. Y., 
for certificate. 
MC 86584—Application of The Ace Trucking and Storage Co., Auburn, 
N. Y., for certificate. 
MC 86785—Application of Tedds Express, Minoa, N. Y., for certificate. 


January 29—Buffalo, N. Y.—Hotel Buffalo—Examiner Johnston: 
MC 50761—Application of John A. Fritsch, Buffalo, N. Y., for certif- 
icate. 
January 29—Pittsburgh, Pa.—Federal Bldg.—Joint Board 256: 
MC 11733—Application of Joseph G. Vance, Hancock, Md., for cer- 
tificate or permit. 
MC 69093—Application of Walter W. Souders, Needmore, Pa., for 
certificate or permit. 
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January 29—Portland, Ore.—U. S. Court House—Joint Board 45: 
MC 348, Sub. 1—Application of A. R. McNeil, Lyle, Wash., for cer- 
tificate to extend operations. 
MC 88298—Application of Fleetwood Truck Line, Woodland, Wash., 
for certificate. 


January 29—St. Louis, Mo.—Coronado Hotel—Examiner Werner: 
MC 86696—Application of Ed Wagner, Overland, Mo., for certificate. 
January 3i1—Buffalo, N. Y.—Hotel Buffalo—Examiner Johnston: 
MC 42348—Application W. A. Macomber, Dansville, N. Y., certificate. 
MC 67470 and Sub. 1—Application of William A. Macomber, Dans- 
ville, N. Y., for permit and to extend operations. 


January 31—Canastota, N. Y.—Federal Bldg.—Examiner Pritchard: 
Finance 11802—Application Lehigh Valley R. R. Co. and Lehigh Val- 
ley Ry. Co. for certificate, abandonment of the line from Canastota 
to Camden, approximately 20.26 miles, in Madison and Oneida 
counties, N. Y. 
January 31—Chicago, Ill.—Hotel Sherman—Examiner Later: 
1. & S. M-271—Mixed truckload shipments in Central territory 
1. & S. M-196—Automobile parts, Michigan to interstate points. 
January 31—Kansas City, Mo.—Hotel Baltimore—Jt. Bds. 140 and 36: 
MC 44609 and Sub. 1—Application of Guy A. Thompson, trustee, 
Missouri Pacific Railroad Co., Missouri Pacific Railroad Corporation 
in Nebraska, St. Louis, Mo., for certificate. 
January 31—Los Angeles, Calif.—State Com.—Examiner Croft: 
MC 93751—Application of Sprott’s Mexico Tours, Los Angeles, Calif., 
for certificate. 
January 31—Omaha, Neb.—Hotel Fontenelle—Examiner Price and Joint 
Boards 19 and 138: 
MC 11510—George W. Rickerd. 
MC 86484—George W. Rickerd. 
MC 86685—Dale H. Hoogensen. 
MC 86708—Chas. H. Ramsey. 


January 31—Oklahoma City, Okla.—Skirvin Hotel—Examiner Peyser: 
MC 60818, Sub. 1—Application of Carl Followwill and Sons Trucking, 
Inc., Oklahoma City, Okla., for certificate to extend operations. 

January 31—Oklahoma, City, Okla.—Skirvin Hotel—Joint Board 217: 
MC eT ere of Troy McCarty, Oklahoma City, Okla., for 
permit. 
January 31—Pittsburgh, Pa.—Federal Bldg.—Joint Board 27: 
MC 86488—Pete L. Salemi, contract carrier application. 


January 31—Portland, Ore.—U. S. Court House—Joint Board 45: 
MC 5613, Sub. 1—Application of C. P. Houghton, Zillah, Wash., for 
certificate to extend operations. 
MC 8038, Sub. 1—Application of Yakima Freight Lines, Yakima. 
Wash., for certificate to extend operations. 
MC 93728—Application R. B. Nelson, Scotts Mills, Ore., permit. 


January 31—Salt Lake City, Utah—State Com.—Examiner Olentine: 
MC 65695—Ray Lilenquist, dba Utah-California Motor Lines. 
MC 65696—Ray Lilenquist, dba Utah-California Motor Lines. 


January 31—Seattle, Wash.—Olympic Hotel—Joint Board 237: 


MC F-459—Puget Sound Navigation Co., control, Olympic Peninsula 
Motor Freight Co., Inc. 


January 31—St. Louis, Mo.—Coronado Hotel—Joint Board 135: 
MC 50799—Application of A. E. Wicklein Truck Service, St. Louls, 
Mo., for certificate. 


MC 86678—Application of Transport, Inc., St. Louis, Mo., for cer- 
tificate. 


January 31—Utica, N. Y.—U. S. Court Room—Examiner Myers: 
MC 39953—Application of Elmer Stauring, Utica, N. Y., for certifi- 
cate or permit. 


MC 4412, Sub. 1—Application of Al’s Transportation Co., of Prospect, 
N. Y., for certificate to extend operations. 
MC 50968—Application S. J. Girmonde, Utica, N. Y., certificate. 


January 31—Washington, D. C.—Argument: 
* Ex Parte 123—Fifteen per cent case, 1937. 


February 1—Albany, N. Y.—Federal Bldg.—Examiner Myers: 
MC 86658—Application of Shultis Motor Lines, Rosendale, N. Y., for 
permit. 
MC 50678—Application of Johnstown Motor Freight, Johnstown, N. Y., 
for certificate. 


February 1—Buffalo, N. Y.—Hotel Buffalo—Examiner Johnston: 
MC 18223—Application of J. C. Bevier, Inc., Buffalo, N. Y., for cer- 
tificate or permit. 
MC 18223, Sub.1—Application of J. C. BeVier, Inc., Buffalo, N. Y., 
for certificate to extend operations. 


February 1—Los Angeles—State Com.—Jt. Bd. 75 and Examiner Croft: 
MC 25971—Application of Oneonta Transfer & Storage, South Pasa- 
dena, Calif., for license. 
MC 68709 and Sub. 1—Application of Oneonta Transfer & Storage, 
South Pasadena, Calif., for certificate and to extend operations. 


February 1—Oklahoma City, Okla.—Skirvin Hotel—Examiner Peyser 

and Joint Board 88: 

MC 36866—Application of Archie Acree, Oklahoma City, Okla., for 
certificate or permit. 

MC 53869—Application as amended, of H. J. Jeffries Truck Lines, 
Oklahoma City, Okla., for certificate. 

MC 73964—Application of H. J. Jeffries, Oklahoma City, Okla., for 
certificate or permit. 

MC 68913—Application of Warren G. Shayler, Oklahoma City, Okla., 
for license. 

MC 70380—Application of Warren G. Shayler, Oklahoma City, Okla., 
for certificate or permit. 
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February 1—Pittsburgh, Pa.—Federal Bldg.—Examiner Maidens: 
MC 69039—Application of Peter Protz, Elizabeth, Pa., for certificate 
or permit. 


MC 37538—Application of Arthur Goedecker, Pittsburg, Pa., for cer- 
tificate or permit. 


February 1—Portland, Ore.—U. S. Court House—Joint Board 45: 
MC 24123—Application of Roy P. Barnet, Grass Valley, Ore., for 
certificate or permit. 
MC 40088, Sub. 1—Application of L. L. Buchanan & Co., Inc., 
Yakima, Wash., for certificate to extend operations. 
MC 61748, Sub. 1—Application of Paddison Truck Line, Yakima, 
Wash., for certificate to extend operations. 
February 1—Rock Springs, Wyo.—Federal Bldg.—Joint Board 197: 
MC 29736—Application of Rains Transportation Co., Pinedale, Wyo., 
for certificate or permit. 
MC 86186, Sub. 1—Application of Rains Transportation Co., Pinedale, 
Wyo., for certificate to extend operations. 
February 1—St. Louis, Mo.—Coronado Hotel—Joint Board 135: 
MC 61418—Application of Le Claire Transfer Co., Sullivan, Mo., for 
certificate or permit. 
February 1—Washington, D. C.—Commissioner Porter and Director 
Sweet: 
Finance 10882—Chicago, Milwaukee, St. Paul & Pacific reorganization. 
February 1—Washington, D. C.—Examiner Oliver: 
MC 76996—Application of Ericsson Line, Inc., Baltimore, Md., for 
certificate or permit. 
February 1—Washington, D. C.—Examiner Inwood: 
Air Mail Docket 19—Postal revenue limitation on air-mail rates. 
February 2—Albany, N. Y.—Federal Bldg.—Examiner Myers: 
MC 86031—Application of Hull Brothers, Troy, N. Y., for certificate. 
MC 86620—Application of Spielman and Morris, White Sulphur 
Springs, N. Y., for certificate. 
February 2—Buffalo, N. Y.—Hotel Buffalo—Examiner Johnston: 
MC 30315 and Sub. 1—Rochester-Elmira-Hornell Lightning Express. 
February 2—Davenport, Ia.—U. S. Court Rooms—Joint Board 54: 
MC 76267, Sub. 1—Merchants Motor Freight, Inc. 
February 2—Hartford, Conn.—Bond Hotel—Examiner Pritchard: 
Finance 11823—Application N. Y. N. H. & H. R. R. Co., for certificate 
of public convenience and necessity permitting abandonment of, line 
from a point west of switch of the New Haven Rendering Co., in 
West Haven, to a point east of the Standard Oil Co’s switch, in 
Derby, approximately 8.21 miles, all in New Haven county, Conn. 
February 2—Kansas City, Mo.—Hotel Baltimore—Joint Board 195: 
MC 28389—Application of Burk’s Trucks, Kansas City, Mo., for cer- 
tificate. 
February 2—Los Angeles, Calif.—State Comm.—Joint Board 75: 
MC 88074—Application of Vener Truck Lines, Los Angeles, Calif., 
for permit. 
MC 14340—Application of Star Truck & Warehouse Co., Los Angeles, 
Calif., for license. 
MC 33488—Application of Star Truck & Warehouse Co., Los Angeles, 
Calif., for certificate or permit. 
MC 33489—Application of Star Truck & Transfer Co., Los Angeles, 
Calif., for certificate or permit. 
February 2—Pittsburgh, Pa.—Federal Bldg.—Examiner Maidens: 
MC 20302—Application of Laurie S. Cable, New Kensington, Pa., for 
certificate or permit. 


MC 8940—Application of J. D. Whitelaw, Pittsburgh, Pa., for cer- 
tificate or permit. 


February 2—Portland, Ore.—U. S. Court House—Joint Board 45: 
MC 34083, Sub. 1—Application of Corvallis Transfer Co., Corvallis, 
Ore., for certificate to extend operations. 


MC 94058—Application of W. F. Herrett, Sunnyside, Wash., for 
certificate. 


February 2—St. Louis, Mo.—Coronado Hotel—Joint Board 135: 
MC 86439—Application of W. M. Hager, St. Louis, Mo., for permit. 
MC 86550—Application of Lester L. Griffith, St. Louis, Mo., for permit. 
MC 86438—Application of Edw. Hetling, St. Louis, Mo., for permit. 
MC 86440—Application of Thomas Foley, St. Louis, Mo., for permit. 
MC 86473—Application of Jacob Franz, Jr., St. Louis, Mo., for per- 
mit. 
MC 86446—Application of Dollar Coal Hauling, St. Louis, Mo., for 
permit. 
MC 86489—Application of George Murphy, St. Louis, Mo., for permit. 
February 3—Albany, N. Y.—Federal Bldg.—Examiner Myers: 
MC 37466, Sub. 1—Application of Dairy Express Co., Fort Edward, 
N. Y., for permit. 
MC 37466—Application of Dairy Express Co., Fort Edward, N. Y., 
for certificate or permit. 
February 3—Buffalo, N. Y.—Hotel Buffalo—Examiner Johnston: 
MC 93476—Harold G. Lewis, dba Lewis Cartage. 
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Have You Read 


All of These Books? 


Railroad Organization, Operation and Traffic, by G. Lloyd 


Wilson 


Nineteen chapters covering railroad development, cor- 
porate organization, organization and personnel of traf- 
fic departments, operating departments, roadway and 
structures, rolling stock and equipment, yard and ter- 
minal operation, accounting, solicitation and _ traffic 
development, special and terminal services, passenger 
services and rates, freight rate making and changing, 
public relations. 50 cents. 


Industrial Traffic Management (2 volumes), by G. Lloyd 


Wilson 


Thirty-six chapters covering scope of traffic manage- 
ment, training, shipping and receiving, management of 
equipment, rates, rate adjustments, tariffs, routing, 
tracing, expediting, claims, express, parcel post, for- 
eign trade, procedure before I. C. C. and state commis- 
sions, federal regulation. 75 cents. 


Traffic Law, by G. Lloyd Wilson 


Ten chapters covering duties and liability of carriers, spe- 
cial rates and rebates, claims, embargoes, freight pool- 
ing, payment of freight charges, as governed by the 
interstate commerce act and common law, and as ap- 
plied by the federal courts. 50 cents. 


Principles of Freight Traffic, by G. Lloyd Wilson 


Sixteen chapters covering railroad freight traffic de- 
partments, rules of freight classification, principles of 
rate making, tariff construction and interpretation, 
principles of rate structures, analysis of rate structures 
in Eastern, Southern, Western Trunk Line, Southwest- 
ern, Pacific Coast and Transcontinental territories, and 
the elements of export and import rates. 50 cents. 


Motor Freight Transportation and Regulation, by G. Lloyd 


Wilson 


Seventeen chapters covering development of motor 
transportation and highways, types of motor freight 
carriers, local and intercity services, motor carrier 
organizations, principles of freight classifications and 
rate making, regulations governing tariffs and sched- 
ules, bills of lading and shipping documents, liability 
and insurance, accounting principles, analysis of various 
forms of regulation. 50 cents. 


Selling Railroad Transportation, by Charles E. Parks 


Ten chapters covering analysis of present selling meth- 
ods, qualifications of railroad salesman, and what he 
should know, four groups of prospects, buying motives, 
analysis of buying process. 50 cents. 


Current Transportation Subjects, by Lewis C. Sorrell 


Fourteen chapters covering appraisal of traffic manage- 
ment, railroad consolidation, motor transport, aviation, 
the waterways, store door delivery, the container car, 
political rate making, railroad valuation, intercoastal 
competition, an American merchant marine. 25 cents. 
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TRAFFIC WORLD manuals may be ordered at the single 
ee of John Helliker, Buffalo, N. Y., for certif- copy prices listed; any two for 75 cents; three or more, 
February 3—Casper, Wyo.—Federal Bldg.—Joint Board 197, and Ex- 35 cents each. Postage is prepaid. 
aminer Corcoran: 


MC 23954—Application of The Barnes Truck Co., Inc., Riverton, Wyo., 


Complete Set of all Manuals........... re 


for certificate or permit. 
MC 20—Application of The Barnes Trucking Co., Inc., Riverton, 
Wyo., for certificate or permit. 
February 3—Cheyenne, Wyo.—State Com.—Joint Board 50: 
* MC-F 492—Leonard J. Russell, purchase, F. C. Calhoun. 
February 3—Los Angeles, Calif.—State Com.—Joint Board 75: 


MC 88310—Application of James Gill and Gerald Gill, Canoga Park, 
Calif., for certificate. 


418 South Market Street 


Send remittance with order to 


THE TRAFFIC WORLD 


Chicago, Illinois 
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From Start to Finish 





In Both Freight Rate and 


Classification Change 


Is Now Promptly Told of 


The Traffic Bulletin 








The Information Regularly Carried in This 


Publication Includes the Following: 


1. 
2. 
3. 
4. 
5. 


6. 
7. 
8. 
9. 
10. 
1l. 
12. 
13. 
14. 
15. 
16. 
17. 


47. 
48. 
49. 


Central Freight Asseciatien Decket 

Central Freight Asseciation Hearings 

Central Freight Associatien Coal, Coke & Iren Ore Decket 
Eastern Commodity Rate Revisien Cemmittee Hearings 


Freight Container Bureau ef the Association of American 
Railroads. 


Illinois Freight Association Docket 

National Diversion and Reconsignment Committee Hearings 
New England Freight Association Decket 

New England Freight Associatien Hearings 
Southern Freight Association Docket 

Seuthern Freight Association Dispositions 
Seuthern Freight Association Ceal & Coke Committee Decket 
Southern Perts Foreign Freight Committee Docket 
Southwestern Freight Bureau Decket 
Southwestern Freight Bureau Hearings 
Texas-Louisiana Freight Bureau Decket 
Transcentinental Freight Bureau Applications 
Transcontinental Freight Bureau Dispesitiens 
Trunk Line Asseciatien Decket 

Trunk Line Asseciation Hearings 

Trunk Line Coal & Coke Cemmittee Docket 
Trunk Line Ceal & Coke Committee Hearings 
Western Trunk Line Docket 

Western Trunk Line Hearings 

Western Trunk Line Dispositiens 

Jeint Hearings of Rate Cemmittees 

Fourth Sectien Applicatiens 

Feurth Section Orders 

Short Notice Applications of Railroads 

Short Netice Permissions, Railroad and Truck. 


New Tariffs and Supplements Filed with the I. C. C. by Rail- 
roads and Trucks 


Tariffs Rejected by the I. C. C. 

Investigation and Suspension Orders 

Suspension Orders Vacated 

Released Rate Orders 

Express Tariffs Filed with the I. C. C. 

U. S. Maritime Commission Tariffs—Intercoastal 

U. S. Maritime Commission Tariffs—Other than Intercoastal 
U. 8. Maritime Commission Short Notice Applications 
U. S. Maritime Commission Short Notice Permissions 

U. S. Maritime Suspension Orders 

U. S. Maritime Commission Orders Vacating Suspension 
Tariffs Returned by the Maritime Commission 
Consolidated Classification Decket 

Express Classification Decket 

Adeption Netices 


ua of Railroads, Trucks, Steamship Lines Filing First 
‘a 


Embarge Notices, Medificatiens and Cancellations 
Intercoastal Steamship Docket 


Samples and full information free on request 
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MC 24436—Application of Los Angeles Warehouse Co., Los Angeles, 
Calif., for license. 

MC 31988—Application of Overland Terminal Warehouse Co., Los 
Angeles, Calif., for license. 

MC 42637—Application of Cook-McFarland Co., Los Angeles, Calif., 
for license. 


February 3—Oklahoma City, Okla.—Skirvin Hotel—Examiner Peyser, 
and Joint Board 88: 
MC 41104—Application of Farr Brothers, Inc., Clinton, Okla., for 
certificate or permit. 
MC 55332—Application of Clinton Transfer & Storage Co., Clinton, 
Okla., for certificate or permit. 


February 3—Pittsburgh, Pa.—Federal Bldg.—Examiner Maidens: 
MC 47790—Application of J. T. Simmons, Everett, Pa., for certificate 
or permit. 
MC 24204—Application of Eagle Motor Freight, Akron, O., for cer- 
tificate or permit. 
February 3—Portland, Ore—U. S. Court House—Joint Board 5: 
MC 63554, Sub. 1—Application of R. N. Hopkins, Yakima, Wash., for 
certificate to extend operations. 
MC 88089—Application of George Aoki, Portland, Ore., for certificate. 
February 3—Washington, D. C.—Examiner Sharp: 
27766—Alden Coal Co. et al. vs. C. of N. J. et al. 


February 3—Washington, D. C.—Examiner Brown: 
Air Mail Docket 1—Air mail compensation. 
Air Mail Docket 16—Air mail rates for route No. 24. 
Air Mail Docket 18—National Parks Airways, Inc., base-rate mileage. 


February 4—Albany, N. Y.—Federal Bldg.—Examiner Myers: 
MC 1503, Sub. 15—Application of Central Greyhound Lines, Inc., of 
New York, Cleveland, O., for certificate to extend operations. 


February 4—Albany, N. Y.—Federal Bldg.—Joint Board 222: 
MC 66467, Sub. 1—John E. Ham and Albert Lee, dba Mid-County 
Bus Lines. 


February 4—Los Angeles, Calif.—State Comm.—Joint Board 75: 
MC 14391—Application of Western Transportation Co., Los Angeles, 
Calif., for license. 
MC 14392—Application of Pacific Consolidators, Inc., Los Angeles, 
Calif., for license. 
MC 38536—Application of Western Transportation Co., Los Angeles, 
Calif., for certificate or permit. 


February 4—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bds. 16 and 88: 
MC 41355 and Subs. 1 and 2—Application of Durant Transit Co., 
Durant, Okla., for certificate, and to extend operations. 


February 4—Pittsburgh, Pa.—Federal Bldg.—Examiner Maidens: 
MC 41862—Application of Irvin E. Diehl, Bedford, Pa., for certificate 
or permit. 
MC 78620—Application of T. L. Hill, Hancock, Md., for certificate or 
permit. 


February 4—Portland, Ore.—U. S. Court House—Joint Board 11: 
MC 43806, Sub. 1—Application of Monmouth Truck & Transfer, 
Monmouth, Ore., for certificate. 


February 4—Portland, Ore.—U. S. Court House—Joint Board 5: 
MC 88063—Application of Pacific Transport, Portland, Ore., for cer- 
tificate. 


February 4—Rochester, N. Y.—Seneca Hotel—Jt. Bd. 71 and Examiner 
Johnston: 
MC 1503, Sub. 6—Application of Greyhound Lines, Cleveland, O., for 
certificate to extend operations. 
MC 86733—Application of Chris M. Hansen, Gorham, N. Y., for cer- 
tificate. 
MC 12067—Application of Rapid Freight Co., Rochester, N. Y., for 
license. 
February 4—Washington, D. C.—Examiner Brennan: 
27739—Rivermont Coal Co., Inc., et al. vs. C. & O. et al. 


February 5—Cody, Wyo.—Federal Bldg.—Joint Board 123: 


MC 88129—Application of Zell Ashley Redfield, Powell, Wyo., for 
permit. 


February 5—Pittsburgh, Pa.—Federal Bldg.—Examiner Maidens: 
MC 11017—Application of Bruce E. Shaw, Saxton, Pa., for certificate 
or permit. 
MC 84351—Application of Salvatore Lombardo, New Kensington, Pa., 
for certificate or permit. 


February 5—Portland, Ore.—U. S. Court House—Joint Board 172: 

MC 11893—Application of Madge V. Cartwright and L. F. Butzer 
(now operated by Carl Hansen, dba Sumpter Stage), Sumpter, 
Ore., for certificate or permit. 

MC 88295—Application of Sumpter Stage, Sumpter, Ore., for certi- 
ficate. 

MC 88466—Application of Sumpter Stage, Sumpter, Ore., for cer- 
tificate. 


February 5—St. Louis, Mo.—Coronado Hotel—Examiner Werner and 
Joint Board 135: 
MC 10872—Application of Be-Mac Transport Co., Inc., St. Louis, Mo., 
for certificate. 
MC 84785—Application of Be-Mac Transport Co., St. Louis, Mo., for 
permit. 
February 5—Oklahoma City, Okla.—Skirvin Hotel—Joint Board 16: 
MC 88140—Application of Buen Amigo Tours, Norman, Okla., for 
certificate. 
February 7—Albany, N. Y.—Federal Bldg.—Examiner Myers: 
MC 11285 and Sub. 1—Application of Daniel J. McConville, Ogdens- 
burg, N. Y., for permit and to extend operations. 
MC 4743—Application of Daniel J. McConville, Ogdensburg, N. Y., 
for certificate. 


(Continued on page 246) 
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WHEN THE 


OING's TOUGH 


@ In the winter months out in 
the great Northwest the SOO 
LINE challenges the elements to 
do their worst... 


@ Modern power, efficient snow 
fighting equipment and trainmen 
experienced in the wiles of old 
King Boreas guarantees that your 
shipments will... 


GO THROUGH 


” The Railroad Business Map 
gon? A D A of the Northwest 


Your attention is called to 
the vast territory it covers. 
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SAULT STE. MARIE 
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CARRINGTON 
Me VALLEY city 


OGLA 










PORTLAND 






. pow 

To avoid delay—shipments for CANADIAN DESTINATIONS —qqqt¥ "pants 
must be accompanied by SHIPPERS’ EXPORT DECLARA- We 
TION made in Triplicate, This document must be delivered ye 
to Railroad Agent at initial point with the shipment and 

accompany same to Canadian port of entry. 


\) 
IMPORTANT—The U. S. Department of Commerce recently are 
adopted new rules governing compilation of Export Declara- 
tions. Shipments will be rejected at border entry ports unless 
declarations are properly made up. For complete information a 
write U. S. Department of Commerce, Washington, D. C., 
for copy of Schedule B. CHICAGO 


SOO SERVICE WILL BE SATISFACTORY TO YOU 
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HEAD FOR Guan AND “few 


COME THE DIXIE WAY TO 


Take the new 1938 


DIXIELAND 


Only One-Night Train to Florida 
and Fastest of all from 


CHICAGO 


Start the New Year right .. go DIXIE- 
LAND and gain an extra day of Flor- 
ida sun tan. See history come to life 
on the Dixie Route, past mountains 
and battlefields of the Deep South. 
Every Pullman accommodation .. . 
also clean, comfortable, modern 
coaches. Just one night to summer, 
this economically luxurious way, on 


the air-conditioned DIXIELAND. 


Two Other Through 
Dixie Trains Daily 


DIXIE FLYER 
Dearborn Station) i xX IE 
Ar Jacksonville, next day . . 10:40am b LIMITED 


BePite .. . 2 6 0 eo s 6s SOM * 

Ar Teme. « «2 « « « « pm 

Ar St. Petersburg . . . . . 5:35pm Askabout All-Expense 

Tours to Florida 
and Cuba 


Lv Chicago (C&EIRy.) . 9:40 am 


Ship Your Car at Approximately Same Cost 
as 114 Passenger Tickets. 


THE HISTORIC SCENIC ROUTE IS THE 


For detailed information, reservations, 
literature, etc., write or phone 


DIXIE ROUTE. 


DIXIE ROUTE TRAVEL BUREAU 
135 S. LaSalle St., Chicago 


(om. 2 2p ae Or. 2 ee Om. se oe 
: Saal 9 Phone Randolph 9484 or Webster 4343 
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Personal Notes 





George D. Brooke has been elected president of the Chesa- 


| peake and Ohio, the Nickel Plate and the Pere Marquette, suc- 
| ceeding W. J. Harahan, who died. Robert R. Young, New York 


City, and W. J. Stevenson, Cleveland, O., have been elected 
directors of the Nickel Plate. 


The Pennsylvania Railroad has announced the following 
promotions: W. W. Patchell, superintendent, Baltimore Division, 
has been assigned to the staff of the chief electrical engineer, 
at Philadelphia; E. S. Reed, promoted to be superintendent 
Baltimore Division; H. L. Nancarrow, superintendent, Buffalo 
Division; J. A. Schwab, superintendent, Logansport Division; 
Howard W. Kearns, assistant freight claim agent, at Phila- 
delphia. 

H. D. Ingalls, superintendent of maintenance, American 
Airlines, was named the outstanding man in airline main- 
tenance work by a committee appointed by Aviation Maga- 
zine. The choice of the committee was announced at a con- 
ference of airline engineers and maintenance men at Dallas, 
Tex., last week, held under the sponsorship of the Air Trans- 
port Association of America. 


E. D. Balcom, president of the Dallas, Tex., Transfer and 
Terminal Warehouse Company, has been made chairman of 
the board of that company. Gus K. Weathered has been named 
president and general manager and Chester E. Bradley, for- 
merly of St. Louis, has been appointed vice-president and 
assistant manager in charge of the household goods depart- 
ment. R. M. Waskom remains as secretary-treasurer. 

A. E. Later, examiner for the Commission, connected with 
the motor carrier bureau at Chicago, spoke on the operations 
of the federal motor vehicle act at a meeting of lawyers at 
the John Marshall Law School, Chicago, January 18. 


F. R. Hysell has been appointed general traffic manager 
for the Glidden Company at Cleveland, O. 


J. A. McMullen, London, Midland and Scottish Railways, 
will contrast American and British railways, illustrating his 
talk with motion pictures, at a meeting of the Railroad Enthu- 
siasts, Inc., New York Division, at the Grand Central Terminal 
January 28. 


John F.. Lent has resigned as manager of the Port of Phila- 
delphia Ocean Traffic Bureau to enter private practice, in 
Philadelphia, as a commerce and transportation economist and 
analyst. 


Frank A. Kennedy has been appointed travel promotion 
agent for the C. M. St. P. & P. at Chicago, to succeed L. E. 
Baker, who resigned to form his own travel bureau. G. L. 
Crosby has been appointed general agent for the Milwaukee 
Railroad at Atlanta, Ga., and W. A. Schneider has been ap- 
pointed city freight agent at Cleveland, O. 


Officials of the C. M. St. P. & P., including H. A. Scan- 
drett, president, and T. J. Gillick, vice-president, attended a 
luncheon, January 22, in a dining car in the shops of that rail- 
road at Milwaukee, in honor of the 100th birthday of John M. 
Horan, boiler washing inspector, who has almost 83 years of 
continuous service with that railroad. 

W. L. McDonald has been appointed vice-president in 
charge of traffic for the Newtex Steamship Corporation at New 
York City. 

The New York, Ontario and Western has announced the 
following appointments: D. F. McCarthy, assistant general 
freight agent, New York City; G. E. Gustafson, western traffic 
manager, Chicago; W. H. Billings, assistant general freight 
agent, Detroit; J. T. Little, assistant general freight agent, New 
York City; A. J. Bovier, general agent, Pittsburgh, Pa. 

M. M. Clement has been appointed general agent for the 
Nickel Plate Road in charge of the Philadelphia office in the 


absence of E. F. Jacobson, on leave of absence because of ill 
health. 


Harry L. Lauby, general agent, Union Pacific, was elected 
president of the Railroad Association of Philadelphia at the 
annual meeting of the association held January 17. Others 
elected at the meeing were: Vice-president, A. G. Gutsell, gen- 
eral agent, Minnesota-Atlantic Transit Company; treasurer, W. 
D. Corfield, assistant freight traffic manager, Reading Rail- 
road; secretary, John E. Irwin, city freight agent, A. T. and 
S. F. W. H. Montgomery, who served the association as sec- 
retary for 32 years, declined re-election. The association’s 
annual dinner will be held at the Hotel Warwick January 24. 
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for WATER: TRUCK 
RAIL: EXPRESS 


Midwest manufacturers, merchants and truck- 
ing companies depend upon Horder’s com- 
plete line of Foreign and Domestic Traffic 
Forms. Latest revisions are made to comply 
with U.S. and foreign government regula- 
tions. Headquarters for Bills of Lading, Ship- 
ment, Tonnage, Freight Bill Records, Car and 


Claim Records, and I. C. C. Forms. 
SHIPPING DEPARTMENT SUPPLIES 


Horder’s carries a complete stock of supplies 
for marking, labeling, wrapping and shipping 
merchandise. Convenient tools for opening 
and counting incoming shipments. Wrapping ~ 
materials of every variety. Submit your ship- 
ping problems to our Advisory Staff. 
* 
HORDER’S ADVISORY STAFF 


is at your Service for Free 


Consultation on Shipping Problems 


a 
Newest Canadian Invoices Effective 
February ist and usable now are in stock 


HORDER’S, Inc. 


Forms and Office Equipment 


Main Offices — Jefferson & Quincy Sts., Chicago 
All Telephones— FRAnklin 6760 
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DOCKET OF THE COMMISSION 
(Continued from page 242) 


February 7—Boston, Mass.—Hotel Manger—Examiner Kephart: 
MC 1418—Application of H. Ralph Aubin, Dorchester, Mass., for cer- 
tificate or permit. 
MC 83496—Application of William Bradbury 
Mass., for certificate or permit. 
MC 84996—Application cf H. Ralph Aubin, 
certificate or permit. 
February 7—Buffalo, N. 
Joint Board 27: 
MC 47347—Application of George Held, Lackawanna, N. Y., for cer- 
tificate or permit. 
MC 54033—Application of Chapman and Wright, Spencerport, N. Y.. 
for certificate or permit 
MC 77075—Application of Frank E. Papp, LeRoy, N. Y., for certifi- 
cate or permit. 
MC 84006—Application of Ralph A. Sterling, Buffalo, N. Y., 
tificate or permit. 


February 7—Los Angeles, Calif.—State Com.—Jt. Bds. 167 and 47: 

MC 13265—Application of L & L Fast Freight, Los Angeles, Calif., 
for certificate or permit. 

MC 67388, Sub. 1—Application of Meddock Truck Line, Huntington 
Park, Calif., for certificate to extend operations. 

MC 70662, Sub. 1—Application of Cantlay & Tanzola, Inc., Los Ang- 
eles, Calif., for certificate to extend operations. 

MC 70662—Application of Cantlay & Tanzola, Inc., Vernon, Calif., 
for certificate or permit. 

February 7—Oklahoma City,— Okla.—Skirvin Hotel—Joint Board 16: 
MC 84577, Sub. No. 1—Application of Bryan Motor Freight Lines, 
Inc., Oklahoma City, Okla., for certificate to extend operations. 

February 7—Oklahoma City, Okla.—Skirvin Hotel—Joint Board 170: 
MC 34553—Application of A. V. Chesnut, Arnett, Okla., for certificate 
or permit. - 
MC 34553, Sub. 1—Application of A. V. Chesnut, Arnett, Okla., for 
certificate. 
February 7—Portland, Ore.—U. S. Court House—Joint Board 172: 
MC 4157, Sub. 1—Application of Felix Thomas Wright, Stayton, 
Ore., for certificate to extend operations. 
MC 49378, Subs. 1, 2 and 3—Application of Oregon Motor Stakes, 
Portland, Ore., for certificate to extend operations. 
MC 94576—Application of John Kirkland, Baker, Ore., for certificate 
or permit. 
February 7—Sheridan, Wyo.—Federal Bldg.—Joint Board 183: 
MC 88226—Application of Black Hill-Billings Stages, Cheyenne, Wyo., 
for certificate. 
February 7—St. Louis, Mo.—Coronado Hotel—Joint Board 254: 
MC 26876, Sub. 1—Application of Brashear Freight Lines, Inc., St. 
Louis, Mo., for certificate to extend operations. 


February 7—St. Louis, Mo.—Coronado Hotel—Examiner Werner and 
Joint Board 135: 


Pontefract, Boston, 
Dorchester, Mass., for 


Y.—Hotel Buffalo—Examiner Maidens and 


for cer- 


MC 26876—Application of Brashear Freight Lines, Inc., St. Louls, 
Mo., for certificate. 

MC 77325—Application of Brashear Freight Lines, Inc., St. Louls, 
Mo., for license. 

MC 77326—Application of Brashear Freight Lines, Inc., St. Louis, 


Mo., for permit. 


February 7—Washington, D. C.—Examiner Koch and Burslem: 
27266—-Lake coal demurrage. 


February 8—Albany, N. Y.—Federal Bldg.—Joint Board 161: 
MC 50502—Robert G. Moore contract carrier application. 


February 8—Boston, Mass.—Hotel 
Joint Board 231: 

MC 45363—Application of Stone’s Express, Inc., 

certificate or permit. 

MC 48772—Application of Stone’s Express, Inc., 
license. 

MC 51114—Application of Stone’s Express, Inc., 
certificate or permit. 


Manger—Examiner Kephart and 


Boston, Mass., for 
Boston, Mass., for 


Boston, Mass., for 


February 8—Los Angeles—State Com.—Jt. Bd. 47 and Examiner Croft: 
MC 17745 and Sub. 1—Application of Santa Fe Truck Co., Los Angeles, 
Calif., for permit and to extend operations. 


February 8—Oklahoma City, Okla.—Skirvin Hotel—Joint Board 170: 
MC 29832—Application of H. E. Blue, Wewoka, Okla., for certificate 
or permit. 
MC 34961—Application of Phillips Trucking Co., Wewoka, Okla., for 
certificate or permit. 
February 8—Portland, Ore.—U. S. Court House—Joint Board 172: 
MC 23976, Sub. 1—Application of Bend-Portland Truck Service, Port- 
land, Ore., for certificate to extend operations. 
MC 31296, Sub. 1—Application of Hamman Stage Lines, Salem, Ore., 
for certificate to extend operations. 
MC 48580, Sub. 1—Application of Dixon Truck Co., Dundee, Ore., 
for certificate to extend operations. 
MC 65332, Sub. 1—Application of McCracken Bros. 
Eugene, Ore., for certificate to extend operations. 
February 8—Washington, D. C.—Examiner Cheseldine: 
Fourth section application 17126—Benzol, Sault Ste. Marie, Ont., to 
Bayway, N. J.—Filed by W. S. Curlett. 
February 8—Washington, D. C.—Examiners Brinkley and Wilkinson: 
Finance 10294—Chicago, Indianapolis & Louisville reorganization. 
February 8—Washington, D. C.—Director Sweet: 
Finance 10008—St. Louis-San Francisco reorganization. 


Motor Freight, 
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S TARRETT-] EHIGH 
BUILDING 








Outstanding as its dominance over New York’s West Side 


midtown skyline, the STARRETT-LEHIGH BUILDING offers the 
manufacturer and distributor superior advantages: 













elehigh Valley R. R. freight terminal on street level; 
elevators direct to rail yard platform 


e Truck elevators to all floors, affording street floor facilities 
throughout 


e@Floor areas, 52,000 to 124,000 sq. feet. Smaller units may 
be leased 


eHigh safety standards—low insurance rates 
eLive steam for manufacturing purposes 


e@Fast passenger elevators; restaurant; barber shop 


INVESTIGATE — learn what satisfied, nationally-known occupants are 


doing at the 


Starrett-Lehigh Building 


West 26th—West 27th Sts.—11th to 13th Avenues 


D. R. CRO'TSLEY, Manager, 601 West 27th Street 
Telephone: CHickering 4-5520 

















Southern Steamship Company 


(Pioneer Steamship Line to Houston) 


OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Penna. and 
Houston, Texas 
SAILINGS: 
From Philadelphia . . . . . Wednesdays and Saturdays 
From Houston to Philadelphia . Mondays and Thursdays 
Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 





ROUTE GALVESTON= 


For EFFICIENT, 
ECONOMICAL SERVICE 
and QUICK DISPATCH 


Galveston Wharf Company 


Est. 1854 


Geo. Sealy, Pres. F. W. Parker, V. P. & G. M. 
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>>>>?> UNITED FRUIT @4 


tes 
Tete, 


between 


NEw YORK, 
BOSTON, 
NEw ORLEANS, 


SAN FRANCISCO ano ST. JOHN, N. B. 


and 


CUBA, JAMAICA, PANAMA, COLOMBIA, COSTA 


RICA, GUATEMALA, HONDURAS, BRITISH 
HONDURAS, NICARAGUA, EL SALVADOR 
also 


WEST COAST PORTS of CENTRAL and SOUTH AMERICA 
and MEXICO (transhipment at CRISTOBAL) 


FREIGHT TRAFFIC DEPARTMENT 


Ork........ Pler 8, North River New Orleans..... 821 St. Charles St. 
.H. E. Kane & Co 


poadesncschacauwes Long Wharf Ltd., Adelal 


Also regular weekly Mme a service (and “Guest Crulses’’) 
to the West Indies and Caribbean. 


San Franelseo....1001 Fourth Street London, Foe. -Gartbhess 8.8. Ageney, 
Bostoa le House, King William St. 






What 
would we 
do without 
guideposts? 


@ YOU WANT a tariff and ‘“‘when you want it—you want it’ 
— not ten minutes later. Tariffs should be instantly available in 
any office. Often, however, one has to wait until the particular 
tariff has been located. Not because your office doesn’t have it 
but simply because it is not properly and efficiently filed. Any 
tariff should be located in not more than 15 seconds. 


@ Automatic Tariff Files and Automatic Tariff Guides have 
been designed to give just what you want—15-second service. 
AUTOMATIC TARIFF GUIDES WITH THEIR PATENTED 
SWIVEL EYELETS for the rods, and their pressboard body on 
which are mounted strong, lasting, visible metal tabs, really 
are GUIDEPOSTS pointing the direct way to the tariff you 
are seeking. 


@ The efficient combination of Automatic Tariff Guides and 
Automatic Expanding and Compressing Tariff Files is daily 
relieving the tension and strain of busy Traffic Departments in 
many of the nation’s leading organizations. 


@ DO NOT worry along, for even one more day, with an 
unsatisfactory tariff file arrangement. Write NOW for our 
pamphlet describing these items. We will gladly send it to you. 


Traffic Department 


AUTOMATIC FILE & INDEX COMPANY 


629 W. Washington Blvd. Chicago, Ill. 
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26,854,914 sHorRT TONS 


TOTAL COMMERCE 
HANDLED IN 1937 


A NEW HIGH 


HOUSTON’S 


PORT HISTORY 


Houston’s Port set-up is functioning prop- 
erly. Publicly owned and operated Port 
facilities, open to all alike, special privileges 
to none, uniform tariff to all. The privately 
owned and operated facilities co-operate in 
carrying out this policy. 


All are a militant organization for Houston’s 
Port welfare and maintain the Houston Port 
and Traffic Bureau for your transportation 
problems. 


J. RUSSELL WAIT 
DIRECTOR OF THE PORT 


MOOREMACK GULF LINES 


—— — 


BOSTON, PHILADELPHIA, BALTIMORE NEW ORLEANS, HOUSTON, 
CORPUS CHRISTI, BROWNSVILLE 


PHILADELPHIA, awe ORLEANS end MIAMI 
PHILADELPHIA nd TAMPA 
NEW ORLEANS, HOUSTON, CORPUS CHRISTI and BROWNSVILLE 
MOORE and McCORMACK, Inc., Agents 


NEW YORK, 5 Broadway MIAMI, ry Postal Bidg. 
BALTIMORE, Seaboard Bidg. NEW ORL’ ANS, Whitney Bidg. 
BOSTON, 75 State St. PHILADELPHIA Bourse Bldg. 
BROWNSVILLE, ‘Municipal Decks PITTSBURGH, Oliver Bidg 
ICAGO, 704 Marquette Bidg. ROCHEST ER, 1408 Seam Bidg. 
CORPUS rapist Municipal Docks SAN i ANTONIO, 916 South Texas 

DALLAS, Cotton Exchange Bidg. 
DETROIT, 556 Book Bidg. ST. ‘Sus Nhe Paul Brown Bidg. 

ON, Cotton Exchange Bids. SHREVEPORT, 400 McNeill St. 
MEMPHIS, Cotton Exchange Bidg. TAMPA, 309 Morgan St. 








NEW SANTA FE LOCOMOTIVES 


The Atchison, Topeka and Santa Fe has had delivered to 
it five new high-speed locomotives of the 4-6-4 type for use in 
passenger service between Chicago and La Junta, Colo. The 
locomotives develop a tractive force of 49,300 pounds; cylinder 
dimensions are 2312 by 29% inches and the driving wheels are 
84 inches in diameter. Tenders have capacities of 21,000 gal- 
lons of water and 7,000 gallons of fuel oil. On a recent test, 
one of the locomotives hauled the railroad’s fast mail from 
Los Angeles to Chicago, a distance of 2227 miles, without 
change, the first time a steam engine has made the entire trip. 

One of the new locomotives, No. 3460, has been especially 
streamlined. The streamlining consists of a steel shroud built 
over the locomotive with a bullet nose at the front end of the 
boiler. The shroud is so shaped as not to cover the connecting 
rods and valve mechanism. It does not obstruct the engineer’s 
view from the cab. 


AMERICAN STEEL RAILS 


“American Steel Rails in World Commerce” is the title of 
an article by Benjamin W. Ashmead, iron and steel section, 
metal and minerals division, of the Department of Commerce, 
published in the department’s “Commerce Reports” of January 
15. Steel rails were for the first time offered in 1882 at a 
lower published price than iron rails, said Mr. Ashmead, who 
deals with developments in the steel industry related to the 
manufacture and sale of steel rails. 


EXPRESS INCREASE PLANS 


The business of the Railway Express Agency increased 
7 per cent in 1938, according to preliminary estimates. The 
number of shipments handled was 140,763,349. December, 
1937, was the 48th successive month in which the agency re- 
ported an increase. According to L. O. Head, president of 
the agency, this continued increase in express shipments, while 
other business was falling off, was due to a campaign for 
increased business in which the 57,000 express employes joined. 
Plans for 1938 include an intensification of service selling 
activities, according to Mr. Head, and an effort to enlarge the 
number of daily public contacts made by employes in all 
branches of the service. An increase quota of 9 per cent has 
been set for the year 1938. 


NORTHWEST SHIPPERS’ BOARD 


The annual meeting of the Northwest Shippers’ Advisory 
Board will be held at the Nicollet Hotel, Minneapolis, Minn., 
January 27. Charles H. Conaway, Jamestown, N. D., secre- 
tary of the Farmers Grain Dealers’ Association and general 
chairman of the board, will preside. At a luncheon, spon- 
sored by the Traffic Club of Minneapolis, at the Nicollet Hotel 
on the day of the meeting, Sydney Anderson, vice-president 
and secretary, General Mills, Inc., will be the speaker. At 
the business sessions, the chairmen of commodity committees 
will present estimates of carloading requirements for the 
first quarter of 1938 and representatives of individual railroads 
will report. Charles F. Collisson, farm editor, Minneapolis 
Tribune, will speak on “Prosperity Ahead.” 


GREAT LAKES BOARD CARLOADING FORECASTS 


According to reports made by commodity committees of 
the Great Lakes Regional Advisory Board, carloadings in the 
territory of the board, in the first quarter of 1938 will be 
11 per cent below those actually loaded in the first quarter 
of 1937. The estimated total on 29 commodities for the first 
three months of this year is 316,502 as compared with 355,715 
actually loaded in the first three months of last year. The 
largest decreases are predicted on ore and concentrates, 61.9 
per cent; gravel, sand and stone, 31.6 per cent; lumber and 
forest products, 28.4 per cent; machinery and boilers, 27.4 
per cent; iron and steel, 18.6 per cent; agricultural implements 
and vehicles other than automobiles, 18.1 per cent, and brick 
and clay products, 17.3 per cent. Increases were predicted 
on grain, 12.5 per cent; fresh fruits, other than citrus, 8 per 
cent; fresh vegetables other than potatoes, 8 per cent; live 
stock, 6 per cent; potatoes, 2.9 per cent; canned goods, 2.9 
per cent; lime and plaster, 1.7 per cent; fertilizers, 1 per cent; 
flour, meal and other mill products, .9 of a per cent, and hay, 
straw and alfalfa, .4 of a percent. 

The next meeting of the board will be held at Toledo, O., 
March 23. 


POSITION WANTED—Traffic man: Located in midwest. Experi- 
ence, education, background—good. Employed at present, but in a rut 
and must get out to get ahead. What offers? Address Box HD-1, 
Traffic World, 418 South Market St., Chicago. 
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C. G. W. Fast Freight No. 82 passing over C. G. W. viaduct at Ft. Dodge, 
Iowa, en route from Omaha with perishable freight for Chicago and Eastern 
markets. The viaduct is one of the longest in Iowa, being almost one-half 
mile in length. The maximum height is 140 feet. It spans the Des Moines 
River, two railroads and five highways. 


High Geared 
for Speedy 


Movement of 


oe Perishables! 


Day after day, luscious fruits and green vege- 
tables from the West and Northwest speed to 
Chicago and Eastern markets over the ‘‘Great 
Western” regularly and dependably on time. 


You can rely on the ’’Great Western’’—it is 
geared to handle your shipments efficiently 
and speedily. 


Your nearest ’’Great Western” representative 
will be glad to tell how you can use the facili- 
ties of this railroad to advantage. 


B. F. PARSONS, Traffic Manager 
309 W. Jackson Blvd., Chicago, Illinois 


Traffic Offices in the Larger Cities 


CHICAGO GREAT WESTERN RAILROAD 


The Corn Belt Route 





LOQKING BACK ON A HUNDRED YEARS 


[‘ reviewing the Century of Service rendered by the Norfolk and Western Railway we look back over . . . years filled with 
hardship and endeavor . . . years of prosperity and accomplishment . . . a HUNDRED years of consistent improvement in 
facilities and equipment . . . years that have produced an unexcelled railway service — Precision Transportation @ 

From small beginnings when little wood-burning engines puffed and chugged laboriously over the original nine-mile stretch of 
track between City Point, Virginia, and Petersburg, hauling tiny cars at the speed of 18 to 20 miles an hour —the Norfolk and Western 
Railway has developed its facilities and equipment until today heavy trainloads of freight are hauled at sustained speeds of from 65 
to 70 miles an hour over a well-graded, well-ballasted roadbed extending between the Midwest and the Virginias and Carolinas and 
between the North and the South e 

Fast, modern, air-conditioned Norfolk and Western passenger trains daily carry thousands of travelers safely, comfortably, 
and economically through one of the most beautiful scenic regions in the world @ 

Climaxing one hundred years of transportation service, the Norfolk and Western Railway continues the onward march of progress, 
and pledges its future to a service of efficiency, economy, and dependability @ 


LK AND WESTERN RAILWAY 
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